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AGRICULTURAL PROFITS 


In the hearings on the application of western rail- 
roads for a five per cent increase in freight rates (Ex 
Parte 87), so-called agricultural economists undertook to 
show that the rate of return to farmers on their invest- 
ment was too low and compared unfavorably with earn- 
ings of railroad companies and city dwellers. Until some 
of them were called to account by railroad counsel on 
cross examination, these experts gave no credit in their 
income figures for the food produced on the farm con- 
sumed by the farmer nor for rent of the farm house oc- 
cupied. Later in the hearings agricultural economists 
admitted that both these items should be considered and 
Henry A. Wallace, one of the principal witnesses for the 
farm groups, editor of Wallace’s Weekly, and author of 
several works on farm economics, said: 


“T have noticed that, in former rate cases, the gen- 
tlemen representing the railroads have been very par- 
ticular to ask if living furnished by the farm were in- 
cluded. I think they have really rendered a service to 
straight thinking in farm economics to ask that ques- 
tion, and I have taken some pains to see that that is in- 
cluded here.” He stated that he had included, in his 
figures, $600 a year as representing the value of produce 
consumed at farm prices and the rental value of the 
house, | 


Railway counsel, in their brief filed this week in that 
case, show the importance of these items in determining 
the return to farmers on their so-called investment, 
which is not investment at all but really “present value” 
of farm and equipment. They take, for this purpose, a 
Study presented in evidence by Professor W. E. Grimes, 
of the Kansas State Agricultural College. This study, 
after deducting operating costs, property taxes, and wage 
allowance for labor of farm operators and their families, 
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and making an allowance of $366 a year for each farm 
for food produced and consumed on the farm, figured at 
“farm prices,” but making no allowance for house rent, 
shows the following “rate earned on total capital:” 1919- 
1920 (year from July 1 to June 30), 6.5 per cent; 1920- 
1921, 0.7 per cent; 1921-1922, 1.4 per cent; 1922-1923, 3.4 
per cent; 1923-1924, 3.3 per cent; 1924-1925, 4.6 per cent. 
Railway counsel, taking these figures and revising them 
with an allowance of $200 a year for house rent, make 
them show, for the respective years mentioned, the fol- 
lowing rates of return: 8.10 per cent, 2.50 per cent, 3.50 
per cent, 5.49 per cent, 5.51 per cent, 6.76 per cent. 

“Aside from this,’ say railway counsel, “it is sig- 
nificant to note that the value of the food produced and 
consumed on the farms, estimated in the study at $366 
per farm in 1924-1925, is based upon ‘farm prices.’ It is 
manifestly unfair to compare farmers’ income on this 
basis with the income of city dwellers, who have their 
food to pay for at retail prices, which are two or three 
times as great as the farm prices for the same unit quan- 
tities. If, in the foregoing study, the farmer were cred- 
ited with income on the value of the food and fuel pro- 
duced and consumed at retail prices on a ratio of two to 
one, that is, at $732 per year, together with $200 per year 
for the rental value of his dwelling, it would have in- 
creased the so-called ‘rate earned on operators’ net capi- 
tal investment’ to the following: 11.73 per cent, 6.12 per 
cent, 6.90 per cent, 9.03 per cent, 9.47 per cent, 10.75 per 
cent.” 


We think that pretty effectually disposes of the 
methods employed by “agricultural economists,” which 
we have previously commented on in these columns, and 
of the prosperity of the farmers as compared with that of 
the railroads and of city dwellers. They earn a much 
higher rate of return than do the railroads, and many a 
city man, whose condition they are supposed to envy, 
would be glad to change places with them. 


THE SANE VIEW ON TRANSPORTATION 

In our series of editorials concerning transportation 
problems in which, in some quarters, there is a lack of 
proper consideration of the public interest, we come nat- 
urally now to the question of inland waterway develop- 
ment. We have been sometimes accused of being pro- 
railroad because we are opposed to inland waterways— 
an accusation that is false on both counts. We are neither 
pro-railroad nor opposed to inland waterways. We are in 
favor of any proper means of transportation for which there 
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is legitimate business demand. We think of the railroads 
in connection with any new scheme for competition with 
them, not because we love the railroads for their own sake, 
but because we see in them the agency of transportation on 
which we must always, in this country, chiefly depend, and 
because some particular scheme that offers prospect for suc- 
cessful competition with the railroads is, therefore, to be 
doubly scrutinized, not only in order to see if it is sound in 
itself, but to see what its effect on the railroads will be. 


Our position with respect to inland waterway improve- 
ment—and we think it ought to be the position of every good 
and thoughtful citizen—is this: If there is a demand for the 
improvement of a waterway and a reasonable prospect of 
substantial commercial use of that waterway after it is im- 
proved, which demand and prospect of use should be estab- 
lished by proper investigation made by unbiased and 
competent authorized persons, then the waterway should be 
improved, but only on condition that boats using it in com- 
merce should pay a reasonable amount for its use and that 
their rates should be subject to regulation, even as the rates 
of the railroads with which they compete are subject to regu- 
lation. It seems to us that that is sound, and sane, and fair. 
It does not seem to us sane or fair that taxpayers who are 
not beneficiaries as shippers on a waterway improved with 
their money, should be called on to pay that money in order 
that some shipper may freight his goods cheaper than he 
otherwise could. We do not think that any more fair than 
it would be to build a railroad at the expense of the entire 
public in order that shippers in the state of New York might 
have better transportation facilities. We do think it 
proper that taxpayers should be compelled to pay for the im- 
provement of a waterway, provided, as we say, there is a 
legitimately established demand for it, if those who use it re- 
imburse the treasury of the United States for their use of a 
roadway provided by God and improved and maintained by 
the government, in order to make money for themselves. We 
do not regard the mere visions of those who hope to see our 
rivers alive with steaming craft loaded with freight and pas- 
sengers, as a legitimate demand for waterway improvement. 
We want to know who is going to use these waterways and 
to what extent. We want that established by the same kind 
of evidence that would satisfy a bank if it were asked to lend 
money on the project. And, above all, we want to know who 
is going to build and operate the boats on these rivers. Is it 
the government? If so, we are opposed to the whole thing 
and so will most citizens be when they understand. We have 
had enough of government in business, and nobody ought to 
subscribe more enthusiastically to that doctrine than the rail- 
toad man or the shipper who went through the process of 
being McAdoodled in the comparatively recent period of gov- 
ernment operation of the railroads. Is it private capital? 
If so, whose capital and who says so, with any guaranty not 
based on dreams and visions? 


The government, for several years, has been operating 
a barge line on the Mississippi and Warrior rivers. It has 
said and still says that the venture is an experiment and that 
it intends to turn the business over to private capital as soon 
as itcan. It also says the business is profitable. One would 
think, then, that there would be private capital ready to in- 
vest, especially since we have, as yet, no policy requiring pay- 
ment to the government for such commercial use of our 
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waterways. But has private capital offered? Not that we 
know of. The government is still conducting its long so- 
called experiment and proposing extensions of it and, for 
aught we can see, will still be conducting it for a long time, 
employing men on its payroll to strive for low barge line 
rates in competition with the railroads which it has not yet 
permitted to earn the revenue that the law says they shall 
earn. It’s a wonderful hodge podge, isn’t it? 

We take the same view of the proposed Great Lakes-St. 


Lawrence Canal. It is a great project and we have noMdoubt 
its practicability from an engineering point of view has been 
established. Perhaps the possibility it offers for power de- 
velopment would of itself justify it. But the traffic demand 
for it, it seems to us, is very far from being established. We 
do not say it would not be used to an extent that would war- 
rant its construction. We do not know and nobody else 
knows. We want to know before we are sold on it. That 
it would, to some extent, afford cheaper transportation than 
the railroads can offer, we do not doubt. But that does not 
seem a valid reason to us for spending from three to five 
hundred million dollars of the people’s money. As we have 
said before, we are not married to the railroads, but that is 
no reason why we should throw up our hat because it is pro- 
posed to tax us in order to enable somebody else to get some 
business away from them. Let’s take a fair and sane view 
of this thing, being overcome neither by the visions of 
enthusiasts nor the pretensions of statesmen looking for 
votes and politicians looking for opportunities to spend 
money in their districts. 


The same line of reasoning applies to motor vehicle 
common carriers. We have, however, made a little progress 
with them recently. It is pretty well understood now, among 
those who think along transportation lines, that the motor 
vehicles used in interstate commerce ought to be regulated. 
The association of traffic clubs, the National Association of 
Railway and Utility Commissioners, and others have adopted 
resolutions to that effect and there is a bill pending in Con- 
gress now to accomplish what is recommended in these 
resolutions. Of course, the common carrier motor vehicle 
ought to be regulated—and there is one more thing it ought 
to be compelled to do; it ought to pay something over and 
above what other motor vehicles pay for its use of the com- 
mon highway for the purpose of making money—this not 
only because, otherwise, it has an unfair advantage over its 
competitor, the railroad, but because it is not right that you 
and we should pay taxes in order to furnish a facility which 
some one else may use to make money for himself. In some 
states it is so compelled. 


We have, in this series of editorials, merely attempted 
to discuss the outstanding transportation problems in which 
the element of fairness as opposed to self interest seems 
most highly involved. We trust we have not seemed dog- 
matic, nor discourteous, nor intolerant. We have not meant 
to be so and we are not so. We shall not be displeased if 
our readers disagree with us on the wisdom of this, that, or 
the other policy that we have discussed and either advocated 
or condemned; but we shall be disappointed if they do not 
agree with us at least as to the attitude we should take toward 
these public questions—the attitude of fairness and sanity, 


based on consideration of the public good and not our selfish 
interest. 
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BRIEFS IN WESTERN CASE 


The Trafic World Washington Bureau 


“Now that full hearings have been held on our petition 
for increased freight rates, we ask for such findings and orders 
as will permit us to make these increased freight rates effective 
at the earliest practicable date,” says counsel for the western 
railways in a brief filed with the Commission, March 8, in con- 
nection with the western freight rate advance case. The brief 
continues as follows: 


For five years the western railways have failed, under exist- 
ing rates, to earn the fair return upon their properties contem- 
plated by law. During this period the net earnings of railways 
in the east and south have steadily increased, but returns to the 
western roads have failed to show corresponding improvement. 
The Western carriers have no means of recovering past losses, 
nor do they seek to do so. They have, however, applied to the 
Commission for relief, in order that in the future they may main- 
tain an adequate system of transportation under conditions which 
will be fair to their shippers, passengers, employees, investors, and 
owners, and in the interest of the public at large. 


The inadequacy of present earnings in the western district 
has not been denied. There was some slight improvement in 
1925, but the gain over the amount needed to provide a return 
on the investment made in the properties during the preceding 
year was so slight that, if this same relative increase were to 
continue in the future, it would take the western railways twelve 
years to reach the earning power prescribed by law, or to equal 
the earning power of their properties in 1916. At this rate it 
would be 1937 before the western roads earned a fair return. 
Meanwhile, in these twelve years the net earnings of these lines 
would have fallen one billion dollars short of the fair return to 
which they are entitled, and there is no way in which this short- 
age could be recovered. 


In these circumstances there can be no duty resting upon the 
western lines to give further trial to the present general freight 
rate levels. The law does not contemplate that carriers in any rate 
group shall struggle along year after year with plainly inadequate 
earnings. The years of 1923, 1924 and 1925 show the effect of 
the present freight rate level. The rate structure has been tried 
out and found wanting. The western roads should not longer be 
required to operate under a rate level which, for so long a time, 
has failed to produce earnings even approaching a fair return. 


We submit that the testimony in this case clearly shows the 
need of the western railways for an increase in the general freight 
rate level. Since the termination of federal control these carriers 
have bent every energy to furnishing adequate and efficient serv- 
ice to the shippers of the west. At great sacrifice to their in- 
vestors and owners, they have continued to render adequate 
service in the face of lowered earning capacity. During the period 
of post-war deflation, they absorbed large reductions in rates and, 
at the same time, improved their service so that delay in trans- 
portation should not burden producers in their territory. They 
have overcome car shortages and have handled the traffic offered 
without delay or economic loss. Much that has been accom- 
plished in this regard has resulted from additions and better- 
ments made to their property and from the purchase of new equip- 
ment. Their financial program in this regard has been rendered 
difficult by the inadequacy of their revenues, but, nevertheless, 
has been carried on in the face of this difficulty. 


In the present case we have shown that it is now necessary to 
raise slightly the general level of freight rates in the western 
district, if adequate transportation service is to be maintained. 
We have shown that the products of agriculture and livestock 
should reasonably and properly contribute their share, along with 
other commodities, of the increased rates. We have shown that, 
during the period of depression, products of agriculture and live- 
stock were given preferred treatment in the matter of freight 
rates, and that, even under the proposed advances, they will still 
be in a relatively favored situation in respect to other com- 
modities, compared with the period before the war. 


In addition to this, we have offered evidence showing the 
reasonableness of the present relative freight rates as between 
commodities and as between different sctions in the western 
district; we have shown that commodities move freely under the 
present relative rate adjustment and that, under the proposed 
increased rates, these commodities will still move freely; we have 
presented evidence as to the general and compraative levels in 
the market value, and have offered testimony bearing upon the 
natural and proper development of the country as a whole, in so 
far as it is affected by freight rates, and upon the necessity for 
an adequate system of transportation. The record consists of 
12,815 pages and 495 exhibits, some of these consisting of 100 
pages or more. 


Out of all this testimony the central fact remains, that the 
western railways are in urgent need of increased revenues, and 
that the only logical and practical method of securing these 
revenues is through an advance in the general freight rate level. 


Attorneys for holders of securities of northwestern railroads 
have filed a brief in No. 17000, the Rate Structure Investigation 
and Ex Parte 87, In Re Proposed Increase in Revenues in the 
Western District, including the Western Group and the Mountain- 
Pacific group, akin in spirit to the one filed by the attorneys for 
the western carriers. It was signed on behalf of committees 
of security holders of northwestern railroads by William Church 
Osborn, Grenville Clark and Joseph Schreiber. 

The brief signed by them said it was filed on behalf of a 
number of committees of security holders of northwestern rail- 
roads organized for mutual protection in various centers through- 
out the country. They were organized, the brief said, in August, 
1925, to make representations to the Commission in respect of 
the existing “emergency conditions.” The committees, the 
brief said, had no connection with the railroad managements. 
Their expenses, it said, were met purely by voluntary subscrip- 
tion of the security holders. The brief was represented as 
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speaking for the owners of securities having a par value of 
$299,315,880. 

“It is the special function of this brief to set forth the 
Position of the security holders of the northwestern carriers as 
distinguished from their executive management,” says the brief, 
“to present the standpoint of the owners and creditors of the 
northwestern lines who can no longer remain silent in face of 
the enormous deterioration in values from which they have 
suffered and continue to suffer. This brief undertakes to show: 


1. That the northwestern railroads have for a period of years 
failed to earn anything approaching a fair return on their in- 
vestment, computed on the lowest possible basis; that the con- 
fidence of investors in these securities has already been largely 
impaired and is likely to be wholly destroyed unless existing con- 
ditions are promptly remedied; that in consequence a condition 
exists seriously threatening the future maintenance and develop- 
ment of railroad transportation of the northwest, a condition 
calling for prompt and adequate relief. 

That a primary and major cause of the above described 
situation is a condition of unduly low rates, especially in that 
portion of Western Trunk Line territory north and east of the 
Missouri River—a rate condition which unjustly and illegally 
discriminates in favor of shippers in that locality as against ship- 
pers in other competing localities, and which unjustly and ille- 
gally discriminates against security holders of lines operating 
in that locality. 


8. That the Commission is under affirmative legal duties, 
promptly and adequately to correct the existing rate condition, 
which discriminate between shippers and localities and adversely 
affect the northwestern carriers. 

4. That apart from any relief to the western district as a 
whole, the Commission should accord special relief to the north- 
western lines, through a mandatory order requiring all classes 
of freight rates in the eastern portion of Western Trunk Line ter- 
ritory to be revised so as to equalize them with corresponding 
rates for corresponding service in other portions of the western 
district.’’ 


The attorneys for the security holders asked the Commission 
to make findings of fact and laws as follows: 


1. That the unsound financial condition above described, 
exists and that it threatens the maintenance of adequate railway 
service in the northwest. 2. That the above described rate con- 
= unjustly discriminating between localities and shippers, 
exist. 


The attorneys ask the Commission to conclude as matter of 
law that it was under a legal duty to correct these conditions 
(1) in order to fulfill the basic purpose of the transportation act, 
and (2) in compliance with specific provisions of law forbidding 
discriminations between shippers and localities. In conclusion 
the security holders’ lawyers said: 


We ask the Commission to issue an order directing the north- 
western carriers to put into effect minimum rate tariffs which 
will result in revising and adjusting rates in the eastern portion 
of western trunk line territory to a basis which will equalize 
them with rates for corresponding service in the remainder of 
the western district. We ask this relief not as a matter of dis- 
cretion but of right under the terms of the statute and apart from 
any general relief which may be accorded to the western district 
as a whole. 


HANDS OFF TRANSPORTATION 


(From the Mining Congress Journal) 

With the tax bill out of the way, it will be possible for both 
the House and Senate to give some consideration to transporta- 
tion matters. The Hoch-Smith law, under which the Interstate 
Commerce Commission is making a more or less meaningless 
gesture in attempting to carry out the rate investigation for 
which no appropriation and no administrative machinery was 
provided, is still on the statute books. 

Most of the reasons which were given as justification for 
the passage of this law no longer exist. It is, therefore. 
obviously a mistake to expect any helpful results, for by the 
time the testimony that has been, is being, and is to be taken 
by the Commission can be analyzed and conclusions reached, a 
new set of conditions will exist, just as conditions at present 
differ from those which prevail when the Hoch-Smith law was 
passed. 

Some other measures are pending which should have most 
careful consideration before they are pressed for passage. 
Measures proposed two or three years ago may not be appro- 
priate at all to meet conditions that exist today. This observa- 
tion probably is applicable to every transportation amendment 
now pending. 

The Interstate Commerce Commission has a gigantic task to 
perform in hearing and deciding disputes between shippers and 
carriers without having imposed upon it additional duties and 
responsibilities that have no clearly defined object to obtain and 
no certain results to achieve. For that reason, Congress would 
do well to consider the immediate repeal of the Hoch-Smith law 
and to adopt for the present the policy of leaving the Commis- 
sion, the railroads, and the shippers alone to work out existing 
transportation problems. 





CHANGE IN DOCKET 


Argument in No. 16123, Canyon Coal & Coke Co. et al. vs. 


B. & O. R. R. et al., assigned for March 12, at Washington, D. C., 
was canceled. 






a ee ee el ee ee eee | ee 





oth 
rta- 
ate 
ess 
for 
vas 


for 
re. 
the 
ren 


ant 
vas 


ost 
ge. 
ro- 
va- 
nt 


nd 
nd 
nd 
ild 
LW 
is- 
ng 





March 13, 1926 


| Current Topics | 


in Washington 


ee ae en ee” 





Why Federal Power Grows.—Every time the Supreme Court 
of the United States makes an application of the rule to the 
effect that, when the United States steps into a field, the states 
step out, there is more or less wailing. Gnashing of teeth is 
natural. Growth of federal power, it is believed, is just as nat- 
ural. Broadly speaking, every man in a state office pines for 
a similar job in Washington. There is a glamour about holding 
office in Washington that destroys the ordinary mortal’s: per- 
spective. Nearly every protest on account of the application 
of the rules raid down by Chief Justice Marshall for determining 
the extent of federal power is uttered by a man who hopes 
some day to become either President, a senator, a representative, 
or a Cabinet officer. Men already in office in Washington utter 
protests so as to preserve their standing with the folks at home. 
Not until there is real hurt to important interests, probably, will 
there be any serious move to clip the wings of the national 
government. The decisions in the Dallas track extension case 
and the Washington alfalfa weevil case have caused senators 
to talk, but they have not done anything more than suggest 
amendments. State departments of agriculture, deprived of 
power by the alfalfa weevil case, will not be abolished. Aboli- 
tion of offices is not a usual development, either in Washington 
or in state capitals. Offices once created, exist almost invariably 
to the end of time. Occasionally an office has its name changed. 
It seldom is abolished. Were there a move in the state capitals 
to abolish state departments of agriculture or state railroad 
commissions because their work had largely been taken over by 
offices in Washington, it is suspected, there would be serious 
efforts to change the statutes under which the two cases here- 
inbefore mentioned had been rendered. But, as there is no pro- 
posal to abolish the state offices, efforts to change the federal 
statutes, probably, will be no more serious than other efforts 
put forth because someone has said “there ought to be a law.” 
Federal activities will continue to grow, it is believed, so long 
as state officials look toward Washington as a desirable place 
of residence. Were it impossible for a state secretary of agri- 
culture ever to become a national secretary, assistant secretary, 
or bureau chief, the alfalfa weevil case would come very nearly, 
if not altogether, to upsetting the authority of the federal De- 
partment of Agriculture. The state organizations would bear 
down on their congressmen and, in a short time, the national 
department would be hamstrung. A few days after the decision 
in those cases the Public Health Service put out a code of 
regulations concerning the making and handling of tetra-ethyl 
lead and leaded gasoline. The federal doctors have no power to 
prescribe regulations, but they took charge of the subject when 
there were some cases of lead poisoning about a year ago, 
though there was no question of commerce between states in- 
volved. The regulations are so minute that they cover the dis- 
pensing of gasoline at service and filling stations. The regu- 
lations are recommended to state officials for adoption. Such 
opportunities as were afforded by the lead poisoning are not 
overlooked by those who have been advocating a department 
of health with a secretary of health in the President’s cabinet. 
How the health of citizens of states could be brought under 
federal regulation may not be plain, but the move for an execu- 
tive department to deal with such subjects is at least forty years 
old. State and municipal health officers, ambitious for residence 
in Washington, like the idea. A like agitation for a department 
of education has also long been going on. Some day they will 
be created and, when created, they will reach for power and 
still more power. While the power of the states is diminishing, 
their expenditures are increasing, indicating that the Spaniards 
are not the only: human beings with a hunger for public office, 
with salaries larger than the officeholders could earn in private 
employment, and showy places of social prominence for such 
as hunger for office without much care how small the salary may 
be, having money enough to live without salary. 





Brookhart Logic in Flower.—Because the government paid 
the railroads for the use of their property in the war period what 
it promised to pay them, and loaned them $307,000,000 more, 
the government, therefore, should lend the farmers $15,000,000 
to help them market their surplus crops. That is the substance 
of an argument Senator Brookhart, of Iowa, made to the mem- 
bers of the Senate finance committee a few days ago. It has 
attracted some attention. The Iowa senator said that, if the 
farmers were treated on the basis on which the railroads were 
treated, the farmers would be entitled to a loan of $400,000,000. 
Brookhart said the government gave the railroads “outright” 
$53,000,000 and that, in the war period, $536,000,000 was taken 
out of the treasury and “given to the railroads.” It was not 
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clear just what figures the Iowa senator was trying to quote, but 
the charge and conclusion were plain that the government had 
made gifts to the railroads, as well as loans, and, therefore, the 
individuals claiming to speak for the farmers should receive a 
loan of $15,000,000. At no place in the senator’s plea was it 
shown that the government had ever taken the farms from their 
owners with an agreement to return them in as good condition 
as when the seizure was made. Nor did the government under- 
take to guarantee anything to the farmers, though in fixing a 
price of $2.35 a bushel on wheat, it may have limited their 
profits. The railroads for twenty years have had maximum 
prices fixed for them and for six years there has been a limit 
on the profits the carriers may keep in their own treasuries. 
The farmers, however, have not had their prices limited except 
in the war period. In that period the railroad companies were 
not allowed to operate their own properties. If there was a 
parallel betwen the two classes of citizens, it was not obvious 
to those who gave ear to the arguments of the Iowa senator. 





Some Vegetable Language.—About as fine a collection of 
language as has come under the eyes of those who make it a 
business to look at briefs filed with the Commission is to be 
found in the brief and argument in No. 17096, William F. Allen 
and Company et al. vs. Baltimore, Chesapeake, and Atlantic 
et al, signed by W. T. Gardner, of Salisbury, Md., and J. C. 
Byrd, of Seaford, Del., attorneys for the complainant. The 
complainant pertains to icing charges imposed by carriers on 
shipments of vegetables from the eastern shore of Maryland and 
Virginia. Speaking about the charges for refrigeration of 
shipments, the brief says: “The very basic element of all 
common sense, fairriess, and justness, cry to the heavens for 
the rectification of this great wrong. This condition is a pustu- 
lent, putrifying sore, gnawing into the very vitals of the com- 
plainants in this case, and the efforts of defendants in justifica- 
tion have been nothing other than pure camouflage applied to 
tide them over the present time; their efforts are neither 
plausibly explanatory nor are they curative; in agony and suf- 
fering from the pain this condition causes, the complainants 
pray that your Commission will. purge this stench hole of 
abomination from its very core and let the light of day, fairness 
and justness come into, with its sunshine of publicity of rates 
for the service, establishment of the service on a basis of like 
service and charges as applying by freight, and put this crippled 
bleeding supplicant in the healthful condition it needs and 
demands for growth and progress.” 





Pick. Your Way to Die.—With the ardent conservationists 
working-on one side of the road and the safety first folks on the 
other, the suggestion to the ordinary man is that all he is 
permitted to do is to choose the manner of his going hence. 
That thought is suggested by the report made on No. 14264, 
National Refining Company et al. vs. Louisville & Nashville 
et al. by Examiner Burton Fuller and the recent meeting of the 
big oil men of the country for consultation with the Federal 
Oil Conservation Board, appointed by President Coolidge to 
take steps assuring the country a supply of petroleum and its 
products. At that gathering the government officials, in sub- 
stance, assured the oil men that, unless they did everything 
possible to conserve petroleum, the day would be at hand 
when there would be no fuel oil for battleships and no gasoline 
for the automobile. That would leave the country at the mercy 
of any nation desiring to invade it. The complainants in the 
case on which Fuller wrote the report, by using rather expensive 
machinery in the oil fields in eastern Kentucky, saved that wild, 
volatile thing known as casinghead gas, or gasoline. They 
mixed it with the crude oil that came out of the wells, shipping 
the mixture at the crude oil rate. They said that, by doing 
that, they conserved petroleum. The Commission informally 
ruled, some time ago, that the stuff should have been billed 
as gasoline—that is, the shippers should have paid as much 
as if they had shipped the most desirable products of refining. 
The complainants made the point that they were conserving 
oil, but the safety men said there was extra risk in shipping 
the mixture, which, the complainants pointed out, contained no 
more casinghead gasoline than many kinds of crude. But Fuller 
said that, if there was any conflict between considerations of the 
conservation sort and those of public safety, the latter were 
paramount and had to prevail. If there is waste, the implication 
to be drawn from the conservationist argument is, the nation 
will die at the hands of an invader. If conservation conflicts 
with public safety, the examiner suggests, considerations of 
safety must prevail, because the public must not be sent skyward 
through the explosion of mixtures of crude oil and casinghead 
gasoline. The complainants, however, pointed out that more 
than 3,000 cars of the mixture had been shipped and that no 
accidents had taken place. 





Virtue of Commission Syllabi—Because commissioners, in 
their concurring views, said words, in the Nickel Plate merger 



































































































case, that did not exactly fit in with the words in the syllabus 
of that case to the effect that the transportation plan was gen- 
erally approved, the question has arisen as to what effect, if 
any, the syllabus of a report written by the Commission may 
have. The Supreme Court of the United States years ago 
pointed out that the syllabi of its opinions were of no weight. 
It so held because the syllabus of a Supreme Court opinion is 
merely the judgment of the Supreme Court reported as to what 
the court said. It is not a condensation of the opinion of the 
court, prepared by the court. Therein it differs totally from the 
syllabus of a Commission report. The Commission itself prepares 
the head notes. It had no reporter summarizing what it says so 
that he who is in a hurry may obtain a general idea as to 
the character of the case, the issues and the decision made by 
the Commission. No one other than the Commission has any- 
thing to do with the head notes appearing in the published 
reports of that body. If they do not agree with the body of 
the report, the proper thing to do, it is believed, is to inquire 
of the Commission what it intended to say. Comment, of course, 
has also been made on the fact that expressions contained in the 
concurring views do not seem to harmonize with the conclusion 
stated in the syllabus that the transportation plan was gen- 
erally approved. A suggestion that the views in those concur- 
ring expressions negative the declaration that the transporta- 
tion plan was generally approved, it is believed, is not worth 
much. The votes are what count. The separate expressions 
definitely showed that the authors of those expressions approved 
the transportation plan, regardless of the “crabbing” commis- 
sioners did in the separate expressions. However, it is sug- 
gested, none of these implied queries as to the legal effect 
of what the Commission has done amounts to much in the 
absence of any move on the part of the Nickel Plate for further 
consideration of the matter. If and when it makes another 
move, it is suggested, it may be wise for the managers of the 
case to consider how much real support they have among the 
commissioners for their transportation plan, should the new 
case seem in any sense to turn on that question alone. As 
the matter now stands, it is believed, a court would hold that 
the transportation plan had been approved, notwithstanding the 
contradictions, if such an issue could be presented to a court, 
which is doubtful. The report does not require a carrier to 
do anything; therefore, it cannot take property for such a one. 
There is nothing to go to law about, as the thing is viewed 
now. Therefore, the question as to whether the Commission 
has approved or not approved the transportation plan cannot 
become an issue in a court, it seems. A. E. H. 


S. P. AND FOURTH SECTION 


The Trafic World Washington Bureau 


Senator Ashurst, of Arizona, read a letter in the Senate 
March 9 from Roland Johnston, manager of the traffic bureau 
of the Phoenix (Ariz.) Chamber of Commerce, charging that 
the Southern Pacific had been violating the fourth section of 
the interstate commerce act for the last three years in defiance 
of an order of the Commission, and submitted correspondence 
between Mr. Johnston and Secretary McGinty, of the Commis- 
sion, on the subject. 

With the letter was a rate exhibit showing the distances 
via Southern Pacific—steamship and rail lines—from S. P. New 
York piers to El Paso, Tex., Phoenix and Nogales, Ariz., San 
Francisico, Calif., and Mazatlan, Mex., with prescribed minimum 
weights and a comparison of rates on various listed commodities. 
Senator Ashurst had the exhibit placed in the Congressional 
Record. The exhibit practically filled one page of the Record. 

In his letter to Senator Ashurst, Mr. Johnston said: 


Here is positive proof that the Southern Pacific Co. has been 
violating the fourth section of the act to regulate commerce for 
the past three years, in defiance of the order of the Interstate Com- 
merce Commission. 

The inclosed exhibit shows comparison of the rates on numerous 
commodities, via the Southern Pacific Co., to the various points 
shown in the heading. This exhibit deals with the rates on only a 
few commodities, but the rates shown are fairly representative of the 
situation as a whole. 

It should be understood that Phoenix, Nogales, Tucson, and prac- 
tically all other points in Arizona are subject to the same rates—the 
rate to San Francisco is the rate that applies to all Pacific Coast 
points. The rate to Mazatlan is the rate that also applies to Guaymas 
and San Blas. In my opinion the exhibit itself is self-explanatory; 
however, I would like to make an example which can be followed in 
making rate comparisons on all the other commodities. 

Take the matter of paper, bags, and wrapping, mixed carloads 
shown on the second sheet of the exhibit. The rate in carload to 
points in Arizona and California is $1.25 per 100 pounds, with a 
minimum weight of 40,000 pounds for the car; while the rate to 
Mazatlan is 75 cents for a minimum carload of 30,000 pounds. The 
less-than-carload rate from New York piers to Mazatlan is $1 per 100 
pounds, or 25 cents less than the carload to Arizona destinations, 

Attention is called to the fact, however, that 100 Fg re: of paper 
bags can be shipped to Mazatlan for 70 cents per 100 pounds, which 
2 — less than the carload rate on bags and wrapping paper to 
that point. 

On the third sheet of the exhibit distances from Nogales, Ariz., to 
Guaymas, San Blas, and Mazatlan, Mexico, are shown, together with 
the first, second, third, and fourth class rates from Nogales, Ariz., to 
the same points. It will be noted that the distributor at New York 
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can make a shipment of 100 pounds of paper bags through Nogales 
Ariz., to Mazatlan, a distance of 4,159 miles, for 70 cents per 106 
pounds, while the distributor at Nogales, Ariz., must pay the rate of 
$1.954% if the shipment originates at Nogales, Ariz. The New York 
shipper can ship to Guaymas for 70 cents per 100 pounds in less than 
carload, while the Nogales (Ariz.) consignee must pay $3.08 for a like 
shipment. Under the age eng of the tariffs quoted, merchants at 
Nogales, Sonora, can ship from New York to Guaymas, Mexico, for 7 
cents per 100 pounds, reship from Guaymas, Mexico, to Nogales 
Sonora, for 54% cents per 100 pounds, ger a through rate of 
$1.24% per 100 pounds, while the Nogales (Ariz.) merchant—across 
the line a hundred feet away—must pay $3.08 per 100 pounds. 

This analysis, when applied to the other commodities, will obtain 
similar results. 

Attention is called to the fact that at Phoenix, Ariz., canned milk 
is manufactured, and the manufacturer at Phoenix, in shipping a car. 
load of canned milk to Guaymas, a distance of 452 miles, must pay 
a rate of $1.19%4 per 100 pounds, while the shipper at New York can 
make shipment of a carload of canned milk from New York to 
Guaymas, 3,690 miles, at $1 per 100 pounds. 

Attention is also called to the class rates (first to fourth, in- 
clusive) in Arizona, as compared to the same class rates in Mexico: 
for instance, first-class rate from Phoenix to Nogales, Ariz., a dis- 
tance of 187 miles, is $1.35, while from Nogales, Ariz., to Guaymas 
nee ny distance of 265 miles, the first-class rate is 63 cents per 100 

The Southern Pacific of Mexico is a subsidiary of the South 
Pacific Co. If the rates from New York piers to the Mexican poifits 
are reasonably compensatory, the rates to Nogales, Ariz., are ex- 
cessive. If the rates to the Mexican points are unreasonably low, it 
is apparent that the Southern Pacific Co., in order to recoup losses 
ee ag be — poner oo ge low aise. are charging the people 

ates rates that are sufficiently excessi 
the losses on the Mexican business. . oe 

The Southern Pacific Co., together with the western carriers, are 
now before the Interstate Commerce Commission, seeking a 5 per cent 
horizontal increase in all freight rates, claiming that under section 
15-A of the act to regulate commerce they are entitled to 5% per 
cent earnings for the western carriers as a whole. This is now before 
the Interstate Commerce Commission under Ex Parte 87. 

I am inclosing herewith copies of my letter to the Interstate Com- 
merce Commission and its reply thereto. This shows conclusively 
that although the Interstate Commerce Commission refused fourth- 
section relief and ordered rates to Mexico adjusted under fourth- 
section order No. 8441, the Southern Pacific Co. has continued to 
publish lower rates to Mexico than are contemporaneously applicable 
at intermediate points in Arizona, in defiance of that order. 

As you no doubt know, the Interstate Commerce Commission is 
overburdened with work, and it is therefore impossible for it to check 
up all the tariffs. Probably, in this instance, the matter had not 
heretofore been brought by any shipper to the attention of the Com- 
mission. I have no doubt but that the Interstate Commerce Commis- 
sion will promptly take steps to enforce compliance with its fourth- 
section order No. 8441. 

It is such instances as this which show how far the carriers will 
go in their efforts to impose unreasonable and unjustly discriminatory 
rates upon Arizona; it also shows that, realizing the inadequacy of 
the force of the Interstate Commerce Commission to check up the 
tariffs, they feel that they are taking no risks in ignoring the orders 
of the Interstate Commerce Commission. 


Mr. Johnston’s letter to Secretary McGinty follows: 


Please refer to Southern Pacific Co.’s joint freight tariff No. 
114-C, I. C. C. 911, and note that through rates are manned to Mexican 
points from New York, N. Y., and Baltimore, Md., lower than con- 
temporaneous to intermediate — within the United States. 

The tariff does not show that any fourth section order has been 
issued by the Commission. An examination of Pacific Freight Tariff 
Bureau tariffs No. 9-B, I. C. C. 567, No. 20-F, I. C. C. 747, shows 
that they were issued subject to the Commission’s fourth section 
orders 1397 and 609, respectively. 

The Southern Pacific Co. has from time to time encouraged trade 
excursions from Arizona points to Mexican west coast points, intimat- 
ing that a tremendous trade territory adjacent to and naturally tribu- 
tary to Arizona distributing points is being opened up. A study of 
the tariffs referred to and others carrying rates from Arizona to 
Mexican west coast points shows that it is impossible for manufac- 
turers and distributors located in Arizona to compete for the business 
that Bn Noe ne on the — coast of Mexico. 

re inclosing a comparison of the rates re 
war, a4 ea of — entire situation. a 
: erefore interested to know why the Southern Pa Co. 
is permitted to publish lower rates to points in Mexico than those that 
apply at intermediate points in Arizona without fourth section relief. 


Mr. McGinty’s reply follows: 


: I have your letter of the 8th instant in regar 
_ Southern Pacific Co.’s tariff I. C. C. No. gag Be awoe 
oard points to Guaymas, Mexico, which are lower than rates on 


like traffic to Phoenix, Tucson 

contravention of the fourth «7 gaa Te Sy Se, Sa 
Investigation of the matter develops that so far as rates to 

Phoenix are concerned there is no violation of the fourth pan Mg 


because traffic moving to Guaymas over the South Pacific li 
does not move through Phoenix. It is a Se 
traffic through Tucson, and all tr possible, however, to route 


affic coming to Gua h 

——. <a ee — — Nogales, and = fag ly it 
e two la 

ae teats eee er points there would be a violation of 


It appears that formerly this situation was proper] rote bd 
application No. 571, filed by the Southern Pacific Bo. i penane Ae 
with the provisions of the 1910 amendment to the act to regulate 
commerce, This application was denied, however, by fourth-section 
tee ie. Seek secvontes. Gated enane 17, 1922, and effective April 
3 > e later date, erefore, th 

of has not been properly protected. ae an So 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced the decision of the 
parties in interest to withdraw No. 17863, Bunker Hill & Sullivan 
Mining & Concentrating Co. vs. Oregon-Washington Railroad & 
Navigation Co. et al., from the modified procedure docket. The 


case will be set for hearing, in the regular course, on the formal 
docket. 
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March 13, 1926 


WILLIAMSON RATE ADJUSTMENT 


The Commission, by division No. 3, in No. 15906, Traffic 
Bureau, Williamson Chamber of Commerce vs. Arkon, Canton 
& Youngston et al., and No. 15943, Persinger Hardware and 
Furniture Co. et al. vs. Baltimore & Ohio et al., mimeographed, 
has condemned the class and commodity rates closely related 
thereto, from points in central and border territories, and the 
rates on iron and steel articles, carloads and less than carloads, 
from Pittsburgh and Woodlawn, Pa., to Williamson, W. Va., as 
unreasonable. It has ordered new rates to be established not 
later than April 30. 

Class rates are to be constructed on the basis of arbitraries 
to the Central Freight Association scale, beginning with 10 cents 
on first class and running down to 3 cents on the sixth. The iron 
and steel rates are to be on the basis of 39 cents, carloads, and 
55 cents less than carloads, since June 5, 1922, the rates men- 
tioned to apply on traffic prior to July 1, 1922, and 35 cents and 
49.5 cents thereafter. Reparation is to be made to that basis. 
The finding as to class rates is subject to such conclusions as 
may be reached upon the more comprehensive record in No. 
15879, the Eastern Class Rate Investigation, now pending. 


In the first complaint the allegations were that the carload 
and less than carload rates to Williamson from central and 
border territories, comprising ‘western New York, western 
Pennsylvania and West Virginia, were unreasonable and unduly 
prejudicial as compared with like rates to Charleston, Gauley, 
Kenova, Huntington and other points in West Virginia. In the 
iron and steel complaint the complainant alleged that the rates 
on such traffic, carloads and less than carloads, had been and 
were unreasonable and unduly prejudicial as compared with rates 
from more distant points of origin between which and William- 
son, Woodlawn and Pittsburgh were intermediate, and as com- 
pared with rates to Ashland, Ky., Kenova, Huntington and 
Charleston, W. Va. 


The railroads contended that the rates to Williamson were 
on a lower level than they might properly be and cited decisions 
in which the Commission said that rates from central territory 
to destinations on the Norfolk & Western were on a low level. 
The cases were Bluefield Shippers’ Association vs. Norfolk & 
Western et al., 21 I. C. C. 519; and Newport News Shipbuilding 
& Dry Dock Co. vs. P. R. R. Co et al., 49 I. C. C. 622. Com- 
plainant proposed, for the future, class rates to Williamson on 
the basis of arbitraries over the C. F. A. scale beginning with 
10 cents on first class and ending with 3 cents on sixth, the same 
as the arbitraries added to C. F. A. rates on making rates to 
Johnstown, Pa. In disposing of the class rate part of the con- 
solidated case, the Commission said: 


Although it may be true that rates from central and border ter- 
ritories to some points on the Norfolk & Western are lower than 
they might reasonably be because of the low basis of rates to the 
Virginia cities, which are the result of carrier competition, the 
record does not show that the rates to Williamson are low. The 
transportation conditions to Williamson from points of origin in 
general in the affected,territory are the same as those in central 
territory except for a distance of 74 miles from Kenova to Williamson. 
From most points of origin the largest portions of the haul to 
Williamson are in central territory. Williamson, 74 miles from 
Kenova and eight miles more distant from Huntington, can not suc- 
cessfully compete with those points in the jobbing of commodities 
in territory which, by reason of its location, it should be expected to 
serve. 

We find that the class rates, and commodity rates bearing a 
direct relation thereto, from central and boarder territories, as 
described herein, to Williamson, W. Va., for the future will be unrea- 
sonable to the extent that they may exceed rates constructed upon 
the basis of the distance scale of class rates applicable in central 
freight association territory for the short-line distance to Williamson 
plus arbitraries of 10, 8, 6, 5, 4 and 3 cents for the six classes 
respectively. The rates found reasonable will remove any undue 
prejudice to Williamson which may have existed. 


The Commission, in disposing of the iron and steel part of 
the combined case said: 


We find that the rates assailed on iron and steel articles, in 
carloads and less-than-carloads, were unreasonable since June 
1922, to the extent that they exceeded 39 cents per 100 pounds, in 
carloads, and 55 cents in less-than-carloads, prior to July 1, 1922, 
and 35 cents, in carloads, and 49.5 cents, in less-than-carloads, on 
and after that date. We further find that the present rates on iron 
and steel articles, in carloads, is, and for the future will be, unreason- 
able to the extent that it exceeds, or may exceed, 35 cents, and that 
the present rate on iron and steel articles, in less than carloads, is 
not unreasonable. We further find that complainants made ship- 
ments of iron and steel articles from Pittsburgh and Woodlawn to 
Williamson and paid and bore the charges thereon at the rates herein 
found unreasonable; that they have been damaged thereby in the 
amount of the difference between the charges paid and those which 
would have accrued at the rates found reasonable; and that they are 
entitled to reparation, with interest. Complainants should comply 
with rule V of the Rules of Practice, including in their statement 
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under that rule shipments which have moved since the complaint was 
filed in respect of which they should also submit affidavits showing 
that complainant paid and bore the freight charges. If defendants 
object to proof in this manner the matter may be called to our 
attention for appropriate consideration. No damage because of the 
undue prejudice alleged was shown and as the rates herein found 
reasonable will remove any undue prejudice which may have existed 
no finding with respect thereto will be made. 

Our findings as to class rates for the future are subject to such 
conclusions as may be reached upon the more comprehensive record 
In No. 15879, The Eastern Class Rate Investigation, now pending. 


MOLASSES TRANSIT CASE 


In disposing of No. 16853, Federal Products Company vs. 
Illinois Central et al., opinion No. 10983, 107 I. C. C. 271-5 
(Traffic World, March 6), the Commission said no evidence was 
introduced bearing upon the reasonableness, per se, of the rates 
on blackstrap molasses from New Orleans to Cincinnati, nor 
upon the rates on denatured alcohol from Cincinnati, nor upon 
the issue of unjust discrimination. The gist of the case, de- 
cided by division No. 1, was the relationship, said the report, 
between the through charges on blackstrap molasses in and 
alcohol out when the distilling was performed at Cincinnati, on 
the one hand, and at Pekin, IIl., on the other. 

The question was precipitated by the establishment of a 
transit arrangement at Peoria and Pekin, Ill., by the Chicago & 
Alton, in October, 1922. The Illinois Central followed the Alton’s 
move by establishing the arrangement in November, 1922. 

Complainant, the report said, sought a similar arrangement 
at Cincinnati, where it has a distillery. The Commission, in 
its report, reproduced a table of rates showing that if Cincinnati 
had the same charaeter of rates as Pekin, the Ohio city would 
have an advantage of 12.5° cents per 100 pounds to thirteen 
representative points of consumption of denatured alcohol. The 
table showed that at present at nine of the thirteen destinations 
shown in the table Cincinnati, on the present basis, had an 
advantage over Pekin. The report said a witness for the com- 
plainant, when pressed for a reason why it found itself unable 
to compete with Pekin under such conditions, said the com- 
plainant was entitled to the benefit of its geographical location. 
The Commission said the present differences in favor of Cin- 
cinnati ranged from 7 to 33.5 cents and that the differences on 
the combination basis would be greater than on the equalized 
joint rate basis. 

“If its present difficulties are due to rate relaitonships only,” 
said the Commission, “it would seem that a cancellation of the 
transit arrangements at Pekin would best serve its interests. 
Yet, its witness testified, that withdrawal of the arrangements 
at Pekin would not satisfy its complaint.” The Commission 
said it was apparent that the relief sought was the establishment 
of a uniform and substantial rate advantage, accompanied by 
reductions in the through charges ranging from 3.25 to 21.25 
cents in respect of the thirteen representative destinations 
shown in the table and averaging 10.29 cents. In summing up 
the case the Commission said: 





At the oral argument counsel for complainant made it clear that 
it pins its claim of undue prejudice on the Cleveland, Cincinnati, 
Chicago & St. Louis, hereinafter called the Big Four. He pointed 
out that the Big Four serves both complainant at Cincinnati and 
its competitor at Pekin by —, movements. Its competitor 
has transit. Complainant does not. his situation, he insists, re- 
sults in undue prejudice. This premise assumes the further premise 
ee ~ Big Four grants the transit to complainant’s competitor 
a ekin. 

The tariff of the Illinois Central providing for transit service 
at Pekin is not concurred in by the Big Four or by any of the 
lines serving the destination terirtory therein indicated. The Big 
Four perform a switching service to and from the plant of com- 
plainant’s competitor at Pekin, from and to its connection at that 
point with the [Illinois Central. For this service it receives its 
local switching charges, which are absorbed by the Illinois Central. 
The Big Four had no impelling motive to grant transit at Pekin 
and it secures no portion of the charge made for that service. It 
takes no part in keeping the usual and necessary transit accounts. 
It is in the position of an agent of the Illinois Central, a position 
which is not at all unusual and which is not, as complainant’s 
counsel asserts, unlawful because of its lack of concurrence in the 
Illinois Central transit tariff. Although various lines, including 
the = Four, may participate in all or a portion of the haul of 
the finished product to its final destination, they do so on basis of 
their usual proportions of the through rate on alcohol from point 
of origin to final destination, as they would in any instance where 
they received shipments of alcohol from the Illinois Central or 
other connections. 

The Supreme Court of the United States has held that a line 
which participates in a joint rate is not guitly of undue prejudice in 
failing to accord a transit service at a point on its line merely be- 
cause another carrier party to the same joint rate does accord transit 
service. Central R. R. Co. vs. United States, 257 U. S. 247. In view 
of that decision the Big Four, which is the only defendant serving 
both Pekin and Cincinnati, could not be found guilty of undue preju- 
dice. The record shows that it does not grant a similar transit 
privilege at any point on its lines. The lines which serve Cincin- 
nati in respect of traffic from New Orleans, such as the Louisville & 
Nashivlle and the Southern, do not reach Pekin with their own rails 
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and had no voice in the establishment of the transit arrangements at 
that point. Conversely, the Illinois Central, which serves Pekin, 
does not serve Cincinnati and would be powerless to remove the 
alleged undue prejudice by establishment of a similar arrangement 
at Cincinnati. 


We find that the charges complained of are not unduly_preju- 
dicial or otherwise unlawful. The complaint will be dismissed. 


LINOLEUM CASES DISMISSED 


The Commission, by division No. 1, has dismissed No. 15337, 
Memphis Freight Bureau et al. vs. Atlantic Coast Line et al., and 
No. 15583, Certainteed Products Corporation vs. Atlantic Coast 
Line et al., mimeographed, finding the rates on linoleum, oil 
cloth, and paper felt carpeting, carloads, from Philadelphia and 
other eastern points to Memphis, Tenn., not unreasonable or 
otherwise unlawful. The leading complaint in addition to alleg- 
ing unreasonableness charged undue preference for St. Louis 
and Ohio river cities. That was also alleged in the Certain-teed 
complaint. The Commission said the questions in these cases 
were closely related to the questions in No. 13494, the Southern 
Class Rate Investigation. The decision is without prejudice to 
changes that may result from findings in that case. 


REPARATION ON SAND 


A finding of unreasonableness and an award of reparation 
have been made in No. 15884, Traffic Bureau, Raleigh Chamber 
of Commerce, for Public Service Production Company vs. Nor- 
folk Southern et al., mimeographed, the Commission, by division 
No. 4, finding the rate charged on shipments of sand, from 
Petersburg, Va., to Bunyan, N. C., unreasonable to the extent it 
exceeded $1.40 per ton. The shipments were made between 
January and October, 1923. Some claims were not prosecuted. 


As to them the Commission entered an order of dismissal for 
lack of prosecution. 


WASHING POWDER RATE CASE 


The Commission, by division No. 4, has dismissed No. 15917, 
Citrus Soap Company vs. Baltimore & Ohio et al., mimeographed, 
finding the rate charged on wasHing powder, in carloads, from 
San Diego, Calif., to Cleveland, O., not unreasonable. It said 
the complainant was not damaged by any undue prejudice which 
might have existed. The complainant asked for a rate of $1.40, 
the one contemporaneously in effect in the reverse direction. 
The eastbound rate was $1.58. The Commission said the lower 
rate westbound was established solely to enable the rail carriers 
to compete with the steamships plying through the canal. 


BRICK INCREASES WILL RESULT 


In a report on I. and S. No. 2581, Brick and Related Articles 
from Pennsylvania to New York, mimeographed, written by 
Commissioner Woodlock, the Commission, by division No. 1, 
found the proposed increased rates on brick and related articles 
from Sligo, St. Charles and New Bethlehem, Pa., to points in the 
Buffalo and Rochester territory justified, except as to rates from 
New Bethlehem. ; 

The increases were proposed so as to still a complaint from 
Clearfield, Curwensville and Lock Haven, the proposal being to 
place the points carried in the increased rate schedules on the 
basis of the complaining points. The Fairmount Coal & Coke 
Co. and the Bader Coal & Fireproofing Co. protested. They 
manufacture tile at New Bethlehem. The Pennsylvania, which 
assumed the burden of defense, said the fact that tile, and not 
brick, was manufactured at New Bethlehem was overlooked. 
Tile made at New Bethlehem comes into competition with tile 
made at Brookville, and not in competition with brick from the 
complaining or protesting points. It was agreed, the report 
said, that if New Bethlehem were eliminated from the tariffs 
there would be no objection. The finding, therefore, is without 
prejudice to the filing of new schedules omitting New Bethlehem 
from the increases. 


LUMBER PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it not 
later than May 1 have been made in No. 16762, Liberty Cooper- 
age & Lumber Co. vs. Michigan Central, mimeographed, as to a 
sixth class rate of 18 cents on lumber from Nashville, Mich., to 
Toledo, O. The complaint alleged the rate was unduly prefer- 
ential of lumber manufacturers at Lansing, Bay City and Sag- 
inaw. Reasonable and non-prejudicial rates and reparation on 
four carloads that had moved in May, 1923, were requested. 
The Commission found the rate not unreasonable, but unduly 
prejudicial to the extent it exceeded the rate from Saginaw. 


It denied reparation on the ground that no damage had been 
shown. 


BLACK STEEL CASE DISMISSED 


An order of dismissal has. been made in No. 16830, Traffic 
Bureau, Chamber of Commerce, Lynchburg, Va., vs. Georgia and 
Florida et al., mimeographed, the Commission, by division No. 
4, finding the rates on black sheet steel, in carloads and less 
than carloads, from Lynchburg, Va., to Nashville, Ga., not un- 
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reasonable. The report said that the decision in the Southern 
Class Rate Investigation, 100 I. C. C. 513, probably would cause 
some modification of the rates under consideration in this cage, 
Relief to continue rates was granted in fourth section order No, 
9278, based on application No. 789 of the Georgia and Florida 
and No. 1548 of the Southern. 


MAIL PAY CASES 


In a report on No. 9200, the Railway Mail Pay case, the 
Commission, by division No. 1, mimeographed, has found not 
fair and reasonable, the rates of pay for the transportation of 
mail matter on and after the dates applications for re-examina. 
tion were filed by the Canadian National and the Tonopah @ 
Garfield. The existing rates are those prescribed by the Com. 
mission in 56 I. C. C. 1, December 23, 1919. 

Commission Lewis and McManamy concurred in the find- 
ings in this case because of the prior decision in 104 I. C. C. 521, 
The latter said that while he concurred, his own view, more 
fully expressed in the dissent of Commissioner McChord in the 
case he and Commissioner Lewis considered as controlling them, 
‘was that nowhere in the law was the Commission given authority 
to find that rates, established by law, legally applicable when 
paid for completed transportation services, where not just and 
reasonable because too low. 

The findings are as follows: 


We are of the opinion and find that the present rates of pay 
received for the transportation of mail by the Canadian National 
over lines in New England are not fair and reasonable. Following 
Railway Mail Pay, 104 I. C. C. 521, decided December 8, 1925, we 
further find that the said rates of pay were not fair and reasonable 
on and after October 25, 1924, the date application for re-examina- 
tion was filed. We further find that the fair and reasonable rates 
of mail pay to be received by the Canadian National, Grand Trunk 
New England lines, for service on and after October 25, 1924, were, 
are, and for the future will be those fixed and determined by us 
and established in Railway Mail Pay, 85 I. C. C. 157, for application 
to the New England carriers named therein. 

We are of the opinion and find that the rates of mail pay now 
paid the Tonapah & Goldfield are not fair and reasonable. Follow- 
ing Railway Mail Pay, 104 I. C. C. 521, we further find that the 
said rates of pay were not fair and reasonable on and after February 
16, 1925, the date its application for re-examination was filed. 

We further find that the fair and reasonable rates of mail pay 
to be received by the Tonapah & Goldfield for service on and after 
February 16, 1925, were, are and for the future will be the rates fixed 
and determined by us and established by our order entered January 
22, 1925, in Railway Mail Pay, 95 I. C. C. 493. 


ICE INCREASE ALLOWED, IN PART 


In a mimeographed report, written by Commissioner 
McManamy, in I. and S. No. 2504, Ice from Illinois and Wiscon- 
sin to the Chicago District, the Commission, by division No. 1, 
found justified, in part, increased through charges which would 
result from the proposed cancellation of absorption of switching 
charges on interstate shipments of ice, from points in Illinois 
and Wisconsin to deliveries on lines of the respondents, Chicago 
& North Western and the Chicago, Milwaukee & St. Paul. It 
found the proposed cancellation justified as to absorptions not 
in excess of $4.75 per car. The order of the Commission requir- 
ing the cancellation of the suspended schedules is without preju- 
dice to the filing of schedules providing for a charge for switch- 
ing to be paid by the shipper not exceeding $4.75 per car. That 
amount is the old unabsorbed switching charge of $3 per car, 
established by the Chicago Junction Railway on April 1, 1911, 
increased and reduced in accordance with the general percentage 
increases and reductions since that time. The present switching 
charge of that carrier is 2 cents per 100 pounds, minimum 60,000 
pounds. 

Commissioner McManamy reviewed the cases in which the 
carriers had made efforts to get rid of the switching absorp- 
tions. They asked to be relieved of such absorptions on the 
ground that the line-haul revenues were too small to permit the 
line-haul carriers bearing the expense of deliveries off their 
lines, pointing out that they had not undertaken to justify the 
heavy increases that would be caused by the failure to absorb 
switching charges running from $12 per car upward. So long 
as the switching charges of $12 and upward were absorbed the 
shippers had only a minimum of interest in them, but when it 
was proposed to cancel absorption they had to take an interest. 
In disposing of the case the Commission said: 


It is evident from this record that, under present conditions, the 
net revenue accruing to respondents after the absorption of connect- 
ing-line charges in the Chicago district is insufficient to cover the 
line-haul movement. We found this to be true in some instances 
Increased Rates on Ice from Wisconsin, 74 I. C. C.° 662, but said 
that this situation by itself was not enough to justify the proposed 
increased line-haul rates. We referred to shipments where, delivery 
being made on the line of the originating carriers, no absorption 
was necessary, and to instances of shipments delivered to points on 
connecting lines where the amount of the absorption differed widely 
according to the particular situation. Conditions now are materially 
different than they were at the time of that decision in 1922. The 
development of the manufactured-ice industry has reduced the move- 
ment of natural ice to a fraction of its former volume. The increasé 
in the proportion of shipments delivered to connecting lines has al- 
ready been discussed. 


When the line-haul rates in question were originally established 
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they did not include deliveries on connecting lines. When their ap- 
plication was voluntarily extended to cover such deliveries, the num- 
ber of cars interchanged was relatively small and the switching 
charges only $3 per car. If that charge had received only the per- 
centage Changes of the general rate increases and reduction, it would 
now be $4.75. The subsequent efforts of respondents and other car- 
riers to restore the original status by cancelling the absorption of 
switching charges were disapproved by us because of failure to justify 
the large increases in the switching charges which had meanwhile 
been made and which would be shifted to the shoulders of the ship- 
pers. Another obstacle was the discrimination which would have 
resulted as between shippers located on different lines. Owing to 
the present wide use of manufactured ice, this situation has largely 
peen eliminated. 

It is probable that the difference in cost to respondents between 
making deliveries to points on their own rails and to points on con- 
necting lines is not accurately measured by the amount of the switch 
ing charges which they now absorb on-shipments delivered by con- 
necting lines, but it is generally true, and has frequently been so 
recognized by us, that joint-line service is more costly than single- 
line service. The cost of the joint-line service is further increased 
here in some instances by the expense of trackage rights over the 
lines of intermediate carriers where the originating carrier has no 
direct connection with the delivering line. Respondents are entitled 
to some compensation for this additional cost. The record affords no 
basis for passing upon the reasonableness of the present switching 
charges - ice in the Chicago district and no opinion thereon is here 
expressed. 

We find that the increases in through charges which would re- 
sult from the suspended proposals have. been justified to the extent 
of $4.75 per car. An order will be entered requiring cancellation of 
the suspended schedules and discontinuing this proceeding, without 
prejudice to the filing of other schedules in conformity with this 
finding. 


IOWA BRICK ADJUSTMENT 


Revision of rates on brick and related articles, not later 
than June 7, on statutory notice of thirty days, has been ordered 
in No. 11672, Mason City Brick & Tile Company vs. Director- 
General, Atchison, Topeka & Santa Fe et al., and the cases 
bracketed therewith for hearing and disposition, mimeographed, 
from specified points in Iowa to destinations in Iowa, Nebraska, 
South Dakota and Minnesota. The complaints joined for hear- 
ing and disposition are the title complaint and No. 12708, Ballou 
Brick Company et al. vs. Atchison, Topeka & Santa Fe et al.; 
No. 14239, Rockford Brick & Tile Company et al. vs. Chicago, 
Rock Island & Pacific et al.; and No. 14407, Board of Railroad 
Commissioners of the State of Iowa et al. vs. Atchison, Topeka 
& Santa Fe et al. The two first mentioned were reopened, re- 
ports on them having been made in 77 I. C. C. 22, and 77 I. C. C. 
4, respectively. The others were heard separately but in the 
instant proceeding the Commission considered the whole subject 
and disposed of them in this one report. 

Commissioner McManamy, who wrote the report on the con- 
solidated case, said that at the further hearing the complainants 
and interveners in their behalf endeavored to sustain two con- 
tentions, namely, (1) that the rates prescribed in No. 12708, 
from Sioux City and Sargent’s Bluffs to destinations in Nebraska 
and South Dakota east of the Missouri river, now applicable 
generally, were and are unreasonable, and (2) that those rates 
had failed to remove the alleged undue prejudice to their traffic 
and undue preference for similar traffic from producing points 
in Indiana, Illinois, Missouri, Kansas and Nebraska. The Com- 
mission, he said, was asked to eliminate the joint-line differ- 
ential. In a general discussion, Mr. McManamy said: 


Rates on articles in the brick list throughout the states here con- 

cerned have been in a rather chaotic condition. With the exception 
of the Burlington and the roads serving the Kansas gas belt points, 
practically all of the parties agree and urge that a uniform distance 
scale be prescribed. Thereby it is expected that each shipper would 
be accorded any advantage or be obliged to bear any disadvantage 
which may be justified by his location. Defendants, with the ex- 
ceptions noted, favor the 12708 scale, with the one-cent arbitrary 
for joint-line service. They compare that scale with the scales 
prescribed by us on these commodities*for both single-line and 
joint-line hauls in central territory in the General Brick case, for 
single-line service in Memphis-Southwestern Investigation, 77 I. C. 
C. 473, and Oklahoma Clay Products Asso. vs. A. T. & S. F. Ry. Co., 
80 I. C. C. 278, and on gypsum hollow building tile for both single- 
line and joint-line service from Grand Rapids, Mich., to points in 
central territory in Acme Cement Plaster Co. vs. A. C. & Y. Ry. Co., 
771. Cc. CG. 691. The two southwestern scales, which are identical, 
are .5 or 1 cent higher than the 12708 scale for the various distances. 
The two central territory scales referred to are generally lower by 
1.25 cents or less than the 12708 basis scale. For joint-line hauls 
the differences would be increased 1 cent. 
__ The rates from St. Louis to Nebraska points, which were estab- 
lished to enable producers at St. Louis to meet the competition of 
Iowa and Kansas gas-belt producers, are said by defendants to be 
subnormal and not proper criteria by which to measure rates from 
Mason City or Sioux City. The rate from the Kansas points to 
Omaha has not been raised to the 12708 scale basis because the 
carriers from Mason City failed to do so under our former decisions. 
he intrastate scales in Minnesota and Iowa are said to be lower 
than any rates ever prescribed in this territory by us and not proper 
as guides. The greater density of traffic in central territory in 
Comparison with that in the region here under consideration is 
urged as a ground for the fixing of higher rates than those pre- 
Scribed in the General Brick case. 

The principal difficulty here is to reconcile reasonable rates from 
these Iowa points with relatively lower rates in effect from producing 
Points on and east of the Mississippi River, particularly St. Louis 
and points in Illinois and Indiana, and from the Kansas gas belt. 

tes to this destination territory apply from groups of origin 
Points in Illinois, Indiana and the Kansas gas belt. This region is 
Practically a smooth plain, without heavy grades or sharp curves. 
The transportation conditions are exceptionally uniform, except in 
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respect of traffic density. The only considerations seriously urged 
against the application of a uniform distance scale are (1) differences 
in traffic density and (2) disturbance of long-established origin and 
destination groups. 


The Commissioner, in winding up his statement of facts and 
in announcing the Commission’s conclusions, said: 


The record in No. 14239 shows that the rates on drain tile from 
Rockford, Sheffield and Hampton, are either the same as, or but 
slightly higher than, the rates on brick to the same destinations; 
averaging about 1 cent higher than the brick rates. The rates on 
drain tile from these points, like those on brick, in many instances 
exceed the rates from Mason City by greater amounts than the 
differences in distance would warrant. While the evidence does not 
deal exclusively with the characteristics of drain tile as compared 
with those of brick and hollow building tile, the numerous com- 
parisons between the rates on brick and on drain tile nevertheless 
support the view that the assailed rates on the latter comodity from 
Rockford, Sheffield and Hampton should not exceed the contem- 
poraneous rates on brick from and to the same points by more than 
1 cent. The complainants in No. 11672 did not deal with the rates on 
drain tile from Mason City .at the further hearing, and accordingly 
we shall make no finding as to such rates. However, defendants will 
be expected to observe proper relationships as between Mason City 
on the one hand and Rockford, Sheffield and Hampton, on the other, 
in establishing rates on this commodity. 

We find that the assailed interstate carload rates on brick and 
related articles carried in the uniform brick list prescribed in the 
General Brick case, (1) from Mason City, Sioux City, and Sargent’s 
Bluffs, Iowa, to points in Nebraska, South Dakota, and Minnesota on 
and south of the line of the Chicago, Milwaukee & St. Paul Railway 
extending from Ortonville, Minn., eastward through Granite Falls, 
Glencoe, and Shakopee, Minn., and west of the lines of the Chicago, 
St. Paul, Minneapolis & Omaha Railway and Chicago & North 
Western Railway extending thence south .through Mankato, Lake 
Crystal, Blue Earth, and Brycelin, Minn., (2) from Rockford, Shef- 
field and Hampton, Iowa., to points in. Iowa, Nebraska, South Da- 
kota, and in Minnesota as above described; and (3) from Des Moines, 
Acme, Adel, Ottumwa, Carlisle, Fort Dodge, Kalo, Van Meter, Boone 
and Redfield, Iowa, to destinations in South Dakota on and east of the 
Missouri River, are, and for the future will be, unreasonable to the 
extent that they exceed, or may exceed, the following maximum 
distance scale for both joint and single-line hauls; Provided, That 
the rates from Sargent’s Bluffs, Acme and Kalo shall not exceed the 
rates contemporaneously maintained from Sioux City, Des Moines and 
Fort Dodge, respectively, to the same destinations: 

To points in Iowa, Nebraska, South Dakota on and east of the 
Missouri River, and Southwestern Minnesota 
Rates per 100 pounds. 


Distance— Cents Distance— Cents 
10 miles and under ........ 5 325 miles and over 300...... 15 
20 miles and over 10...... 5.5 350 miles and over 325...... 15.5 
30 miles and over 20...... 6 375 miles and over 350...... 16 
40 miles and over 30...... 6.5 400 miles and over 375...... 16.5 
50 miles and over 40...... 7 425 miles and over 400...... 17 
60 miles and over 50...... 7.5 450 miles and over 425...... 17.5 
70 miles and over 60...... 8 475 miles and over 450...... 18 
80 miles and over 70...... 8.5 500 miles and over 475...... 18.5 
90 miles and over 80...... $ 525 miles and over 500...... 19 
100 miles and over 90...... 9.5 550 miles and over 525...... 19.5 
120 miles and over 100...... 10 575 miles and over 550...... 20 
140 miles and over 120...... 10.5 600 miles and over 575...... 20.5 
160 miles and over 140...... 11 625 miles and over 600...... 21 
180 miles and over 160...... 11.5 650 miles and over 625...... 21.5 
200 miles and over 180...... 12 675 miles and over 650...... 22 
220 miles and over 200...... 12.5 700 miles and over 675...... 22.5 
240 miles and over 220...... 13 725 miles and over 700...... 23 
260 miles and over 240...... 18.5 750 miles and over 725...... 23.5 
280 miles and over 260...... 14 775 miles and over 750...... 24 
300 miles and over 280...... 14.5 800 miles and over 775...... 24.5 

To points in South Dakota west of the Missouri River the fol- 


lowing amounts shall be added to the foregoing scale for distances 
computed as above west of the Missouri River in South Dakota. 
Amount per 100 pounds. 


Distance— Cents Distance— Cents 
10 miles and under.......... 0.5 150 miles and over 100....... 2.5 
25 miles and over 10...... re 200 miles and over 150....... 3 
50 miles and over 25....... 1.5 250 miles and over 200....... 3.5 
100 miles and over 50....... 2 Over 250 miles........... ne es 


We further find that the assailed interstate rates on drain tile, 
in carloads, from Rockford, Sheffield and Hampton, Iowa, to desti- 
nations in Iowa, Nebraska, South Dakota, and in Minnesota as above 
described, are, and for the future will be, unreasonable to the extent 
that they exceed or may exceed by more than 1 cent per 100 pounds 
the rates contemporaneously maintained by defendants on brick and 
related articles from and to the same points. 

We further find that the assailed interstate carload rates on 
brick and related articles carried in the uniform brick list prescribed 
in the General Brick case, from the Iowa points hereinafter named 
are, and for the future will be, unduly prejudicial to complainants 
and unduly preferential of complainants’ competitors located at 
points in Minnesota, Illinois, Indiana, Missouri and Kansas, to the 
extent (1) that the rates from Mason City, Sioux City and Sargent’s 
Bluffs to points in Nebraska, South Dakota, and in Minnesota as 
above described, exceed, or may exceed, the corresponding rates 
contemporaneously maintained by defendants on the same com- 
modities for like distances from St. Paul and Minneapolis, Minn., 
Chicago, Streator, Abingdon and Danville, Ill, Terre Haute, Ind., 
St. Louis, Mo., and Chanute, Kans., and points taking the same 
rates, to the same destination territory; and (2) that the rates from 
Des Moines, Acme, Adel, Ottumwa, Carlisle, Fort Dodge, Kalo, 
Van Meter, Boone and Redfield to points in South Dakota on and 
east of the Missouri River, exceed, or may exceed, the corresponding 
rates, subject to the same carload minima, contemporaneously 
maintained by defendants on the same commodities for like distances 
from St. Paul and Minneapolis, Minn., and points taking the same 
rates, to the same destination territory. 

There is some evidence of competition between some of the Iowa 
points last named and producing points in Illinois and St. Louis, but 
this is not sufficient to warrant findings of undue prejudice. Our 


findings herein should substantially remove any maladjustments 
which may exist. 

In applying the scale hereinabove prescribed defendants shall 
compute the distances over the shortest possible routes via existing 
connections for the interchange of carload traffic that embrace lines 
or parts of lines of not more than three carriers not under common 
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ownership or control. Defendants should observe the distances from 
group cate representative of the average distances from groups 
of points found to be preferred in complying with our findings herein. 

By our report and order in the General Brick case rates on 
common brick in the territory here under consideration for dis- 
tances up to 150 miles were required to be maintained on the basis 
of 80 per cent of the contemporaneous rates on articles in the 
uniform brick list. Our findings herein must not be understood as 
modifying that basis. ° 

The evidence does not, with the exceptions indicated in our 
findings, support the requests of certain of the complainants for 
the establishment of groups of Iowa origin points. The estab- 
lishment of rates based on the scale herein prescribed should remove 
any other disparities which may now exist as between the rates 
from Iowa points herein dealt with. For this reason we do not con- 
sider it necessary to make any finding with respect to the allegation 
in the complaint in No. 14239 of undue preference of Mason City. 

Our findings and order herein regarding undue prejudice or 
preference are subject to modification in an appropriate proceeding, 
if it should be made to appear that in particular instances the car- 
riers required to remove the undue prejudice or preference have no 
control over the situation. The findings for the future are without 
prejudice to any different conclusions that may result from the 
preceedings in Docket No. 17000. 

Upon appropriate applications, consideration will be given to 
the matter of fourth-section relief to enable circuitous lines or 
routes to meet the rates herein prescribed over direct lines or 
routes, and to maintain higher rates at intermediate points. 

Complainants in No. 14239 seek reparation on shipments made 
since September 1, 1920. One of the primary questions in these cases 
is that of proper origin relationships not only as between points in 
Iowa, on the one hand, and points in other states, on-the other hand, 
but also as between the various complaining Iowa points. Our 
findings herein are designed to bring about rate equalities as well 
as a proper level of rates generally from the complaining points. 
They contemplate revisions of rates which now are lower as well 
as higher than the basis herein prescribed. The evidence upon 
which they are based is necessarily of a somewhat general char- 
acter and does not deal with rates between particular points in such 


a specific manner as to warrant an award of reparation. Repara- 
tion is accordingly denied. 


Commissioner Hall did not participate in the disposition of 
this case. 


JONES & LAUGHLIN CASE ORDER 


The Commission’s mimeographed order in No. 15110, Jones 
& Laughlin Steel Corporation vs. Baltimore & Ohio et al., 96 
I. C. C. 682 (Traffic World, March 6), requires the carriers to 
establish rates in accordance with the scale set forth in that 
report, not later than May 29. It is addressed to all the car- 
riers. The Illinois classification territory carriers, however, in 
addition to signifying their intention to put in the desired rates 
without waiting for an order, advised the Commission they 
expected to be able to file their tariffs not later than March 15, 
effective on statutory notice. That notification, however, was 
before the issuance of the order. Whether issuance of the 
order will cause them to make any change in their plan is not 
known. Usually carriers endeavor to have their tariffs go into 
effect on the same day, so as to avoid difficulties arising from 
varying effective dates. In this case, the opportunity for 
troubles due to varying dates seems greater than usual, because 


the originating carriers are not required to file their tariffs 
before the end of May. 


DENY PUBLISHERS’ PETITION 


The Commission, on consideration of the record in No. 9200, 
the Railway Mail Pay case, has denied the petition of the 
American Newspaper Publishers’ Association for reconsideration 
of and oral argument upon its petition for leave to intervene in 
that case. The American Publishers’ Conference also has filed a 
petition for reconsideration of the denial of a petition of inter- 
vention. The object of the publishers is to be made a party to 
the railway mail pay case on the ground that any increase in 
compensation to the railroads will result in increase in the 
second class mail rate. The Conference publishers have filed a 
petition for reconsideration of the denial of the intervention 
petition. 

In support of their application for a reconsideration of the 
denial on the intervention petition, the publishers said that the 
order denying intervention was issued without a hearing or an 
opportunity to file a brief in support of the intervention. They 
said that denial was contrary to the provisions of the statute of 
July 28, 1916, and the rules of practice prescribed by the Com- 
mission to govern in proceedings before it of the interstate 
commerce act. 

The publishers said that the members of their organization 
shipped about one-half of all the matter forwarded under the 
second class, and that they had a real interest in the matter. 
The Commission, however, acted favorably upon the contention 
of the railroads that No. 9200 was a matter wholly between the 
Post Office Department and the carriers. 

Denial of leave to intervene, the publishers said, made it im- 
possible for them to present to the Commission facts tending to 
show that there should be no increase in compensation to the 
railroads and left them to make that argument to committees 
of Congress when the Post Office Department came to the legis- 
lative body asking for increases in second class postage rates. 
They pointed out that, as the result of the several orders of the 
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Commission, the carriers were now receiving an increase of ap- 
proximately 66 per cent over the rates of compensation fixed in 
the act of July 28, 1916, and in addition the carriers were being 
separately compensated for side and transfer service or had 


been relieved from the performance of such service by the de- 
partment. 


DISAPPROVES PROPOSED LINE 


In a proposed report in Finance Docket No. 4776, Construc- 
tion of line by Meridian & Bigbee River Railway Company, Ex- 
aminer William U. Watson has recommended a finding that the 
present and future public convenience and necessity are not 
shown to require the construction by the Meridian & Bigbee 
River of a line of railroad from Meridian, ‘Miss., to Myrtlewood, 
Ala., a distance of approximately 50 miles. A hearing was held 
for the Commission by the Alabama Public Service Commission 
and the examiner said that that body and the Mississippi Rail- 
road Commission in a joint report recommended that the ap- 
plication be granted. 

The examiner said the purpose of the proposed line was to 
develop and serve the territory through which it would pass, 
to form a connecting link between the Gulf, Mobile & Northern 
at Meridian, and the L. & N. at Myrtlewood, to connect with the 
Alabama, Tennessee & Northern and the Sumter & Choctaw, and 
to handle freight in connection with the barge lines of the 
Tombigbee River. 

The cost of construction was estimated by the applicant at 
$1,326,000, not including equipment, interest during construction, 
or elevators for handling tonnage from the Tombigbee River 
barges. The annual gross revenue was estimated at $663,000. As 
to the latter, the examiner said, no satisfactory basis therefor 
was disclosed by the record. 

The examiner said that, undoubtedly, the proposed line 
would benefit, to some extent, the region it would serve locally, 
and to some extent would be competitive with established and 
stronger lines as to through traffic. He said, however, it ap- 
peared doubtful if the line would perform a very great amount 
of through service that could not be performed reasonably well 
by existing carriers. He said the lack of data essential to sup- 
port the applicant’s general estimates would imply doubt as 
to whether the project had been given the investigation and 
study that its importance demanded, particularly respecting the 
matters of revenue and tonnage. He said the evidence, which 
was largely general and indefinite in character, did not warrant 
the conclusion that the traffic and revenue which the proposed 


line would be able to obtain would be sufficient to sustain the 
line if it were built. 


PETITIONS FOR REHEARING, ETC. 


The railroad companies, defendants in No. 15329, Pennsyl- 
vania Sand and Gravel Producers’ Association et al. vs. Baltimore 
and Ohio et al. has asked the Commission to postpone in- 
definitely, the effective date of the order. 

The defendants in No. 15329, Pennsylvania Sand and Gravel 
Producers’ Association et al. vs. Baltimore and Ohio et al. have 
asked the Commission to reopen and rehear the case, and set 
aside the report and order entered by Division 1 of the Commis- 
sion, 104 I. C. C. Rep. 717, decided December 22, 1925. 

The defendants in No. 15329, Pennsylvania Sand and Gravel 
Producers’ Association et al. vs. Baltimore and Ohio et al., have 
asked the Commission to reopen and rehear this case, and set 
aside its report and order entered by Division No. 1, 104 I. C. C. 
Rep. 717, decided December 22, 1925. 

The respondents in I: and S. No. 2507, class rates between 
upper Mississippi River crossings and Minnesota and North Da- 
kota, have asked the Commission to modify its report and order 
made and filed on February 1, 1926, or to reopen the proceeding 
and grant rehearing for the purpose of taking evidence. 

The complainants in No. 15637, Canton Bridge Company 
et al. vs. Baltimore & Ohio Railroad et al., have asked the Com- 
mission to grant reargument. 

The defendants in No. 16343, E. I. du Pont de Nemours Com- 
pany vs. Houston & Brazos Valley Railroad et al., have asked 
the Commission to reopen for the purpose of giving them an 
opportunity to present further testimony. 

The defendants in No. 16355, Hartford Times of Hartford, 
Conn., et al. vs. Maine Central Railroad et al., have asked the 
Commission to grant reargument. 

The complainants in No. 15522, William F. Allen & Company 


et al. vs. Pennsylvania et al., have asked the Commission to 
grant a rehearing therein. 





CONSOLIDATED CLASSIFICATION DOCKET 
With the Traffic Bulletin of March 13 there is being mailed, 
as a supplement, a copy of Consolidated Classification Docket 


No. 26, for ‘hearings of the Official, Southern, and Western Clas- 
sification committees. 
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CASINGHEAD GAS IN CRUDE OIL 


A troublesome question as to what rates should apply on 
mixtures of crude petroleum and casinghead gasoline has been 
treated by Examiner Burton Fuller in a report on No. 14264, 
National Refining Co. et al. vs. Louisville & Nashville et al. 
He said the Commission should find unreasonable the rates ap- 
plicable, prior to February 10, 1922, on a blend or mixture of 
casinghead gasoline with crude petroleum, shipped in tank cars 
from Beattyville, Ky., to Findlay and Toledo, O., and Petrolia, 
Ont. He said the rates and tariff provisions applicable on such 
shipments since February 10, 1922, should be found not unrea- 
sonable or otherwise unlawful and the case dismissed. 


Complainants filed exceptions to the original report proposed 
by the examiner and argument was held thereon before division 
No. 3, and later before the whole Commission. On consideration 
of the representations on the subject the Commission set the 
case down for further hearing solely for the development of facts 
in respect of the alleged hazardous nature of the shipments 
made by the National Refining Company and the Canadian Oil 
Companies, Ltd. They alleged the rates assessed, between De- 
cember 14, 1920, and November 25, 1922, were not applicable 
under the governing tariff provisions, but that if applicable, 
such rates and provisions were unreasonable, unjustly discrimi- 
natory and unduly prejudicial. "The Commission was asked to 
award reparation and direct the cancellation of outstanding un- 
dercharges. 

Shipments numbered 3,022 carloads, with an average weight 
of 55,000 pounds, all moving over the Louisville & Nashville to 
Cincinnati and its connections beyond. Those moved prior to 
August 17, 1922, were billed as crude petroleum. On July 18, 
1922, the Commission informally ruled that they should have 
been billed as gasoline. The other shipments were billed as 
gasoline in accordance with that ruling and a statement of under- 
charges was issued as to the prior shipments. 

Rates were combinations on Cincinnati. Petroleum and its 
products are rated fifth class in the governing classification. 
The fifth class rate from Beattyville to Cincinnati was 59.5 cents 
prior to July 1, 1922, and 53.5 cents thereafter. Commodity 
tariffs, however, provided for proportional rates between those 
points on crude oil and many of its products, including gaso- 
line, 14 and 15.5 cents, respectively, prior to July 1, 1922, and 
12.5 and 14 cents thereafter. The proportionals beyond Cincin- 
nati were the same on both crude oil and gasoline. 

In connetcion with the case a question arose as to whether 
the combination through rates were subject to treatment under 
the combination rule and, if so, what factors beyond Cincinnati 
should have been used in connection therewith. That question, 
the examiner said, was before the Commission in No. 15724, 
Indian Refining Co. vs. L. & N., pending. 

Fuller said the principal question was whether the com- 
modity shipped was crude oil or a mixture of casinghead gaso- 
line with crude oil. Such a mixture was not covered by either 
a specific or general item in the commodity tariffs or by any 
specific item in the classification. He said that, if covered at 
all, it was covered by a general item in the classification, namely, 
petroleum not otherwise indexed by name. 


Effective February 10, 1922, a note was published in the 
classification concerning casinghead gasoline and saying that 
liquid condensates from natural gas or from casinghead gas of 
oil wells, alone or blended with other products, when the vapor 
pressure did not exceed 10 pounds at 100 degrees Fahrenheit, 
the condensates might be described as gasoline. 


All parties agreed the commodity, composed of casinghead 
gas taken from oil wells and from natural gas and then turned 
into field tanks with crude oil, was not gasoline, because it 
would not run a motor. The witnesses agreed that casinghead 
gasoline might be termed a super-gasoline which had to be 
blended with less volatile gasoline, naphtha or even kerosene 
to obtain fuel of low enough gravity and pressure to be effi- 
ciently and safely used in the engine of a motor car. 


The examiner said the record warranted the conclusion that 
the commodity was not crude oil, which naturally contains some 
Casinghead gasoline, but a blend or mixture of crude oil and 
casinghead gasoline differing essentially from crude, particularly 
as to hazard and value. 


He said there was a reasonable doubt as to whether the 
classification note of February 10, 1922, should be construed as 
making the rates on petroleum products, including gasoline, ap- 
Plicatle and that that doubt had to be construed in favor of the 
shipper. He said the record afforded no justification for the 
imposition of higher rates at any time, in the period of move- 
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ment, than contemporaneously in effect on petroleum products, 
including gasoline. 

The Commission, he said, should find the applicable rates 
were the fifth class prior to February 10, 1922, but that such 
rates were unreasonable to the extent they exceeded the com- 
modity rates applicable on petroleum products, including gaso- 
line, and that thereafter the latter were applicable under the 
governing tariff provisions and that such rates and provisions 
were not unreasonable or otherwise unlawful. 


MONTGOMERY COTTON COMPLAINT 


in a report on No. 16744, Montgomery Cotton Exchange et al. 
vs. Louisville & Nashville and I. and S. No. 2535, cotton from 
stations south of Montgomery, concentrated at that point and 
reshipped to Mobile, Pensacola and New Orleans, Examiner 
Charles W. Berry said the Commission should find that ship- 
ments of cotton, any-quantity, from stations south of Mont- 
gomery, Ala., concentrated and compressed at Montgomery and 
reshipped to Mobile, Pensacola and New Orleans had been over- 
charged and order a refund. Further, he said, it should find 
rates on cotton, also any-quantity, from stations south of the 
Alabama capital, concentrated and compressed at Montgomery 
and reshipped to the three ports before mentioned were unrea- 
sonable and award reparation. 

As to the proposed increased any-quantity rates suspended 
in the suspension proceeding, applicable to cotton, cotton linters 
and regins, from stations south of Montgomery and Selma, con- 
centrated and compressed at those points and reshipped, inter- 
state, to the three ports had not been justified. 

The formal complaint, the examiner said, alleged that 
charges collected on cotton moving interstate in the two-year 
period prior to the filing of the complaint, namely, November 12, 
1924, from stations on the Louisville & Nashville south of 
Montgomery, concentrated at that point and reshipped to the 
ports, were and are unreasonable. The prayer was for reason- 
able rates and reparation. 

In the suspended schedules, filed to become effective October 
25, 1925, the examiner said the respondent proposed to increase 
the rates on cotton, linters and regins, from stations south of 
Montgomery to and including Sanford and Evergreen, Ala., and 
stations south of Selma, to and including Repton, and stations 
on the Camden branch, concentrated at Selma and Montgomery 
and reshipped to the ports. They were suspended upon protest 
of the complainant in the formal docket case. 


Interested parties said the situation at Selma was identical 


‘with the one at Montgomery so the testimony was restricted 


largely to Montgomery. The examiner said that although only 
the Montgomery situation was discussed by him, the discussion 
applied with equal force to Selma. 


The formal case grew out of the changes in tariffs that were 
brought about on November 4, 1921, by the order of the Alabama 
commission. The order substituted a 25 per cent increase in 
the rates on cotton in lieu of the straight 15-cent increase 
directed by General Order No. 28 of the Director-General, in 
June, 1918. Originally, said the examiner, the general increases 
were added to both the rates to and from Montgomery. Prior 
to the changes brought about by that Alabama commission order 
the state and interstate rates to Montgomery were the same. 
Originally the general increases were added to both the rates to 
and from Montgomery. That resulted in such a spread between 
the rates through Montgomery and the rates applying directly 
to the ports that the Louisville & Nashville, on April 12, 1922, 
reduced the reshipping rates from Montgomery to the basis in 
effect June 24, 1918, the day before General Order No. 28 became 
operative, and plussed them by 25 per cent, thus establishing 
reshipping rates of 31.5 cents to Mobile and Pensacola and 46.5 
cents to New Orleans. These rates, minus the 10 per cent reduc- 
tion of July 1, 1922, were maintained until October 20, 1924, 
when a maximum mileage scale was made effective. 


That maximum mileage scale grew out of the Commission’s 
decision in Mobile Chamber of Commerce vs. Mobile & Ohio, 57 
I. Cc. C. 554. In that case the Commission found a rate of 62 
cents from Columbus, Ga., to Mobile not unreasonable. The 
carriers took that 62-cent rate and built a scale around it. It 
was submitted to the Alabama commission and was approved 
by it except as to distances up to 160 miles. All the southeastern 
carriers, except the Louisville & Nashville, accepted the modified 
scale, Since then that carrier has accepted it although in pub- 
lishing rates in accordance with it, some errors were made. 

Charges were originally collected on the basis of the state 
rates to Montgomery and the reshipping rates beyond, but after 
delivery the defendant collected, as undercharges, the difference 
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between the state and interstate rates on shipments receiving 
transit at Montgomery. The complainant contended the intra- 
state rates were the legal ones prior to February 26, 1925, when 
the transit tariff was amended so as specifically to provide for 
the application of the interstate rates. The examiner said that 
that argument was without merit, citing the conference ruling 
adopted March 15, 1921. 

The further contention of the complainant was that if the 
intrastate rates were not applicable, through charges should have 
been constructed in accordance with the Jones combination rule, 
Jones’ I. C. C. U. S. 1. That rule, the examiner said, applied on 
cotton accorded transit. The defendant argued against the con- 
struction of the rule made by the complainant, but the examiner 
said the legal rates were those obtained by the use of the com- 
bination rule. He said that as the rates made by the use of the 
combination rule were lower than those to which reparation was 
sought it was only necessary to consider the reasonableness of 
the charges collected on shipments which moved from points 
from which minimum rates were maintained and those which 
moved after October 20, 1924. In disposing of that point and also 
the suspension case, the examiner said: 


The commission should find that the charges collected on ship- 
ments moving prior to October 20, 1924, from stations from which 
minimum rates were not maintained were illegal to the extent they 
exceeded those obtained in accordance with the combination rule 
contained in Jones’ I. C. C. U. S. 1. It should further find that the 
minimum rates on cotton, any quantity, from points south of Mont- 
gomery to that point, there concentrated and reshipped to Mobile, 
Pensacola and New Orleans were unreasonable prior to October 20, 
1924, to the extent they exceeded the interstate rate to and the 
reshipping rate from those points; that the rates charged subsequent 
to October 20, 1924, are, and for the future will be, unreasonable to 
the extent they exceeded, exceed or may exceed the continuous maxi- 
mum mileage rates using the mileage to and from the concentration 
points maintained by defendant for like distances; that the com- 
plainants, M. Hohenberg & Company, L. W. Weil & Company, Weil 
Brothers, and F. H. Ellmore made shipments during the statutory 
period; paid and bore the charges thereon at the rates hereinbefore 
found to be unreasonable; that they have been damaged to the 
extent of the difference between the charges paid and the charges 
which would have accrued at the rates herein found reasonable; and 
that they are entitled to reparation. Complainant should comply with 
Rule V of the Rules of Practice, including in its statement the over- 
charges herein found to have been made. The record does not contain 
satisfactory evidence showing that the other complainants made ship- 
ments, paid and bore the charges thereon, and were damaged. 
Reparation as to such complainants should be denied. 


1. & S. No. 2535 


The rates sought to be increased by the schedules referred to 
above are carriers’ privilege rates. No evidence was introduced 
showing that the present rates are unduly low or that the proposed 
rates are reasonable. The contentions by which the defendant seeks 
to justify the proposed rates are sufficiently set forth above. No 
protest has been made by the port cities of undue prejudice and the 
record does not show that such exists. 

Defendant at the hearing stated that should the commission find 
reasonable rates for the future to be those based on the distance 
scale using continuous mileage it would be its purpose to avail itself 
of its right and haul the cotton through uncompressed. Com- 
plainants ask the commission to order two lines of rates established, 
one on basis of continuous mileage and the maximum distance scale 
when the carriers compress cotton at Montgomery and the other 15 
cents less when the shippers pay for the compression. 

The rate found not unreasonable in Montgomery Chamber of Com- 
merce vs. M. & O. R. R. Co., supra, on which defendant states the 
maximum distance scale is based, was applicable on uncompressed 
cotton, any quantity, for export, to be compressed in transit by and at 
the expense of the carrier. There appears to be no justification for 
the adoption of such a policy as suggested by defendant, especially 
in view of the conservation of equipment afforded by compression 
when shipments move in carloads. The record is not sufficiently 
comprehensive to warrant the commission in determining the dividing 
line where it ceases to be advantageous to the carrier to compress 
cotton in transit. It is apparent that in some instances it may be 
more economical to haul small shipments through uncompressed. 
Should the carrier adopt a general practice of refusing to compress 
cotton at Montgomery or Selma because of the findings of the com- 
mission in this case the question of the establishment of rates on 
cotton compressed at Montgomery or Selma at shippers’ expense can 
be brought to the attention of the commission. 

The commission should find that respondents have not justified 
the schedules under suspension. An order should be entered requir- 
ing their cancellation, but without prejudice to filing new schedules 
in accordance with the findings herein. 


ANTHRACITE SILT RATES 


An effort on the part of a user to obtain a rate on anthracite 
silt lower than the rate on pea and smaller sizes of hard coal 
will come to naught if the Commission adopts the report of Ex- 
aminer H. C. Peck, in No. 17214. Stott Briquet Company vs. 
Pennsylvania et al. Peck has recommended the dismissal of the 
complaint on a finding that the rates on silt, from the mines in 
Pennsylvania to Buffalo and Erie, for transshipment by vessel, 
are not unreasonable. The examiner found that, owing to 
changes in rate structures produced by the percentage increases, 
the f. o. b. vessel rate on pea and smaller sizes at Buffalo had 
got out of line. The carriers said they were willing to bring it 
into line again. The examiner said they should promptly reduce 
it to $3.02. 

Complainant manufactures briquets at Superior, Wis. Here- 
tofore it has been able to obtain enough silt from the northwest- 
ern docks but now that supply is decreasing, owing to decrease in 
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the shipments on hard coal to the northwest, the report says. It 
suggested that if it could have a rate of $1.78 plus an unloading 
charge of 9 cents, it would be able to meet the competition of 
soft coal by using silt from the hard coal mines, silt being the 
fine particles produced by the various processes of mining and 
preparation. It is the stuff that passes through a mesh of 1/16 
of aninch. The examiner safd the maintenance of rates on lake 
cargo anthracite the same as for local delivery at the lake ports 
was of long standing, disturbance of which was not justified by 
the record. He called attention to the fact that the Commission 
was not justified in making rates to enable a shipper to meet 
competition in the absence of a showing that the existing rates 
were unreasonable. 


ADVISES FOLLOW-LOT RULE 


Examiner R. L. Shanafelt, in No. 17075, Peninsular Stove 
Company vs. Michigan Central et al., said the failure of the car. 
rier to provide a follow-lot rule, such as Rule 2 of Countiss’ west- 
bound transcontinental I. C. C. No. 1114, in connection with a rate 
on stoves, including gas ranges from Detroit to Los Angles and 
other western points, should be found unreasonable and unduly 
prejudicial. He said the Commission should require the estab- 
lishment of such a rule and award reparation. 

The complaint was that the failure to establish such a rule 
from Detroit to Rate Basis No. 3 destinations, while contempo- 
raneously providing a rule in connection with stoves from other 
points named in item No. 1724, was unjust, unreasonable and 
unduly prejudicial. A shipment of gas ranges made in May, 
1923, was involved. He said the failure to provide such a rule 
damaged the complainant in an amount of $33.52. 


MISROUTING AND OVERCHARGING 


Reparation based on findings of overchaging and misrouting 
has been recommended by Examiner Leo J. Flynn, in No. 16521, 
LaFayette Lumber Company vs. Southern et al., as to shipments 
of ties, from points in Virginia to Canton, O., in the fall of 1923. 
He said the Commission should find that shipments from Beale- 
ton, Culpeper and Remington, Va., were misrouted by the 
Southern and that the shipments from Brandy were overcharged 
and that an award of reparation should be made to the basis of 
rates applicable via Orange, Va. 


METALLIC BEDSTEADS MINIMUM 


Examiner Henry B. Armes has advised the Commission to 
dismiss No. 17145, Rome Metallic Bedstead Company vs. Boston 
& Albany et al., on a finding that the minimum carload weight on 
metallic bedsteads and springs from Rome, N. Y., to destinations 
in Official Classification territory is not unreasonable. The mini- 
mum now is 20,000. The prayer was for a minimum of 14,000 
pounds subject to Rule 34, and reparation. 


FINDS AGAINST DIRECTOR-GENERAL 


An award of reparation has been recommended by Examiner 
R. L. Shanafelt in No. 16477, J. R. Thames vs. Dirtctor-General, 
Alabama & North Western et al., based on a finding that the 
refusal of an agent of the Director-General to reconsign, to Syra- 
cuse, N. Y., a carload of yellow pine lumber, shipped from 
Sweetwater, Ala., to Cincinnati and ultimately reconsigned to 
Detroit, in January, 1920, resulted in the collection of charges 
for reconsignment, demurrage, and storage that were unjust, un- 
reasonable and in excess of the charges that were applicable, to 
the extent of $29. 


ENTITLED TO NEW RIVER RATE 


Examiner W. A. Hill, in No. 17136, Clinchfield Coal Corpora- 
tion vs. Carolina, Clinchfield & Ohio et al., says the Commission 
should find the rates on coal, from Clinchfield, Dante, and 
Clinchco, Va., to Toledo, O., and Toledo Dock, for transshipment 
by vessel, unduly prejudicial. He said the evidence did not sup- 
port a finding that the complainant was unduly prejudiced by 


‘reason of the defendant’s refusal to extend to its mine, at 


Clinchco, the $1.91 rate which applies on lake cargo coal from 
the various districts in the Inner Crescent but that it did force 
the conclusion that the complainant was unduly prejudiced to 
the extent the defendant refused to publish from its mines, sur- 
rounded as they were by districts from which either the $1.91 or 
$2.06 rate applied, the contemporaneous rate to Toledo and To- 
ledo Dock, on lake cargo coal from districts in the so-called 
Outer Crescent. He said the Commission should further find 
the rates on coal, from Clinchco, Dante and Clinchfield, to Toledo 
and Toledo Dock, for transshipment by vessel, are and for the 
future will be, unduly prejudicial to the extent they exceed or 
may exceed the contemporaneous rate on lake cargo coal to the 
same points from the New River district. 


HUMIDOR RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner C. J. Peterson, in No. 
17113, Swift & Co. vs. New York Central et al., as to a first class 
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rate of 74.5 cents on nine carloads of cigar humidors, shipped in 
the summer of 1923, from Swanton, O., to Chicago. The com- 
plainant alleged it was unreasonable to the extent it exceeded 
37.5 cents. The examiner said the rate should be found unrea- 
sonable to the extent it exceeded a third class rate of 50 cents, 
on a Minimum of 20,000 pounds, subject to rule 34. He said no 
order should be entered as the record did not afford a basis for 
finding that a carload rating, in place of the any-quantity rating, 
for the future was necessary. 


RECOMMENDS PAPER REPARATION 


Examiner John T. Money, in No. 16919, E. C. Palmer & Co., 
Ltd., vs. Chicago Great Western et al., said the Commission 
should find the rate of $1.17 on newsprint and writing paper, 
from Port Edwards, and Wisconsin Raplds, Wis., to Dallas, Tex., 
between December 28, 1921, and May 23, 1922, was unreasonable 
to the extent it exceeded 82 cents on newsprint and 90 cents on 
printing paper and award reparation to that basis. The com- 
plainant relied on Minnesota & Ontario Paper Company vs. 
Northern Pacific, 66 I. C. C. 571. 


IMPORTED BURLAP REPARATION 


Examiner J. Edgar Smith, in No. 17223, C. E. Rockstroth & 
Co., Inc., vs. Central of Georgia et al., said the Commission 
should find unreasonable the rates charged on carloads of im- 
ported burlap bagging, in bales, taken from private warehouses 
in Savannah, Ga., to Chicago and Milwaukee, in August, 1921, 
to the extent they exceeded the rates applied on like shipments 
received by the carrier from shipside, from ship dock, from the 
initial carrier’s own warehouse or from the custom’s warehouse. 
After the shipments moved the carriers amended the tariffs so 
as to give the same rates on stuff from private warehouses as 
from the other sorts of storage places. 


EXAMINER RECOMMENDS DISMISSAL 


Attorney-Examiner Arthur R. Mackley has recommended the 
dismissal of No. 16524, Harrisonville Brick and Tile Company 
vs. Atchison, Topeka & Santa Fe et al., on a finding that rates 
on common brick, from Harrisonville, Mo., to Kansas City, Kan., 
and Argentine, Kan., between November 15, 1922, and February 
21, 1924, were not unreasonable or otherwise unlawful. The 
complaint alleged violation of the first and third sections and 
disregard of the order of the Commission in National Paving 


Brick Manufacturers’ Association vs. Alabama & Vicksburg, 68 
L ©. ©. ates 


MARSHALL AND JEFFERSON RATES 


Examiner R. N. Trezise, in No. 14323, Cities of Marshall and 
Jefferson, Tex., et al. vs. Texas & Pacific et al., said the Com- 
mission, following the principle announced in the original report 
in this case, 85 I. C. C. 115, should find the class and commodity 
rates from Kansas City, St. Louis, Memphis, New Orleans and 
points in defined territories related thereto or based thereon, 
also from Atlantic seaboard territory to Marshall and Jefferson, 
Tex., in the statutory period, beginning two years prior to Jan- 
uary 26, 1923, unreasonable to the extent they exceeded the ag- 
gregate of intermediates. He said the Commission should fur- 
ther find the rates on sugar from New Orleans were and for the 
future will be unduly prejudicial to Marshall and Jefferson and 
unduly preferential of Shreveport, La., to the extent they ex- 
ceeded or may exceed the rates contemporaneously in effect to 
Shreveport by more than 4 cents. He said there should be 
reparation under the findings of unreasonableness but that the 
Commission should find that no damage had been shown in con- 
sequence of undue prejudice against Marshall and Jefferson or 
complainants located at Marshall and Jefferson. 


ACID PHOSPHATE RATES 


A finding of unreasonableness, an award of reparation and 
an order for the future have been recommended by Attorney- 
Examiner W. A. Disque in No. 17056, Norris Fertilizer Company 
vs. Louisville & Nashville et al., as to rates on acid phosphate, 
from West Nashville, Tenn., to Rushville, Ind., the unreasonable- 
ness being due to the factors north of the Ohio river. He said 
those factors should be found unreasonable to the extent they 
exceeded or may exceed $2.66 from Cincinnati and $3 from Louis- 
ville, the rates being per net ton. The findings are as to rates 
Over routes via Celina, O., and Muncie, Ind. The components 
mentioned, Disque said, would result in equal combinations 
through the two gateways. 


EXAMINERS RECOMMEND REVERSAL 


Examiners R. G. Taylor and Myron Witters, in a report on 
No. 14012, Sewell Valley Railroad Company vs. Chesapeake & 
Ohio, upon further consideration, recommend a reversal of the 
finding in the original report, 87 I. C. C. 21. They now recom- 
mend that the Commission find the divisions accorded to the 
complainant out of the joint rates from points on its line and 
from points on the line of the Greenbrier & Eastern to interstate 
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destinations unjust or unreasonable and the method of their 
computation inequitable. Based upon the cost of the service and 
a fair return upon the value of the property held for and used 
in the service of transportation for the public generally, they 
said, the Commission should find that from January 1, 1923, and 
for the future, the division accorded by the Chesapeake & Ohio 
to the Sewell Valley out of the joint rates on coal delivered to 
the former at Meadow Creek, W. Va., whether originating on the 
Sewell Valley or on the Greenbrier & Eastern, and regardless of 
destination, should be 26.5 cents per ton, gross or net, as rated. 
They further recommended that the divisions to the complainant, 
since January 1, 1923, should be adjusted to that basis. 

In the original report division No. 1 found the divisions were 
not unjust, unreasonable or inequitable. 

The examiner said the evidence presented upon the petition 


_ for reconsideration did not show any material change in the line 


of the Sewell Valley except that the Rupert branch had been 
extended four miles, that betterments had been made in the way 
of reducing curvatures and grades and considerable numbers of 
70 pound rails had been replaced with 100 pound rails. The car- 
rier complaint said that while the Commission, in its report, 
found that in 1922 the traffic could not be economically handled, 
the figures for the three following years showed that the Sewell 
Valley was now economically and efficiently operated. 


EASTERN SHORE POTATO RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Horace W. Johnson in No. 
16703, Hulsey-Bessent Company vs. Pennsylvania et al., as to 
rates on potatoes, from Pocomoke, Md., and various other points, 
in the eastern shore part of Maryland and Virginia, to Jackson- 
ville, Fla. The report covers three sub-numbers thereunder, 
A. F. Dechman Company vs. Same; Drake Produce Company vs. 
Florida East Coast et al., and Fitch & Wilkinson vs. Pennsyl- 
vania et al. Pocomoke was the only Maryland point of origin in- 
volved. the others being in Virginia, one of the others being 
Capeville, Va. The examiner said the Commission should find 
rates of 72 cents from Pocomoke City, 66.5 cents plus 4.5 cents 
per package from Capeville, and 66.5 cents from the other points 
of origin unreasonable to the extent they exceeded 63 cents plus 
4.5 cents from Capeville and 63 cents from the other points of 
origin and award reparation to that basis. 


IMPORTED WOOD PULP RATES 


Examiner C. W. Griffin, in No. 16531, Hamersley Manufac- 
turing Company vs. Erie et al., and No. 17326, Clifton Paper 
Mills vs. New York, Susquehanna & Western et al., said the 
Commission should find rates on wood pulp, from New York, 
Hoboken, Philadelphia and Baltimore to Garfield, N. J., and from 
New York and Baltimore to Passaic-Dundee, N. J., unreason- 
able, prescribe new ones for the future, and award reparation. 
He said the Commission should find the rates from Hoboken, 
New York, Philadelphia and Baltimore to Garfield unreasonable 
to the extent they exceeded, exceed or may exceed 9, 10, 16.5 
and 20.5 cents, respectively, and from New York and Baltimore 
to Passaic-Dundee of 10 and 20.5 cents, respectively. 


AGRICULTURAL LIME RATES 


Examiner Charles W. Berry has recommended the dismissal 
of No. 17313, Frank T. Case & Sons et al. vs. Pennsylvania, on a 
finding that the rates on agricultural lime from Buffalo, N. Y., 
to Troy and Canton, Pa., are not unreasonable or otherwise un- 
lawful. A rate of $3.20 per ton was applied. The record, the 
examiner said, showed that the commodity shipped was agri- 
cultural lime and that the testimony was confined to that article 
while the complaint attacked the rate on agricultural limestone, 
as if the two articles were identical. The defendant contended 
that the variance was fatal and that the complainant’s evidence 
had to be disregarded. The examiner said the record contained 
no testimony distinguishing the various commodities and that 
no lime expert testified. The complaint alleged the rate was 
unreasonable, unjustly discriminatory and unduly prejudicial to 
the extent it exceeded $1.70 per ton. 


FRESH PEACH REPARATION 


Examiner R. L. Shanafelt, in a report on No. 16887, Drake 
Produce Company vs. Oregon Short Line et al., said the Commis- 
sion should find a combination of $3.87 on two carloads of fresh 
peaches, in baskets, from Emmett, Ida., to Miami, Fla., unreason- 
able to the extent it exceeded $2.815. 


ADVISES COKE REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. F. Eshelman in No. 
16433, Oil Well Improvements Company vs. Atchison, Topeka & 
Santa Fe et al., as to the rate on coke from Brookwood, Dolcito 
Junction, and Bradford, Ala., to Collinsville, Okla. He said the 
rate of $7.92 per net ton should be found unreasonable, on ship- 
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ments in 1922, to the extent it exceeded the subsequently estab- 
lished rate of $6.12 per ton. 


ENTITLED TO ST. PAUL RATE 

A finding of undue prejudice and an order to correct it in a 
definite way have been recommended by Examiner W. A. Hill, 
in No. 17135, Clinchfield Coal Corporation vs. Carolina, Clinch- 
field & Ohio et al., as to a rate of $2.77 per long ton on coal 
from Dante and Clinchfield, Va., to Lambert’s Point, Va., for 
transshipment. He said the Commission should find the rate is 
and for the future will be unduly prejudicial to the extent it 
exceeds or may exceed the contemporaneous rate from Carbo 
and St. Paul to Lambert’s Point, for transshipment. 


ASPHALT SHINGLE RATE 


Examiner Arthur Kettler has recommended the dismissal of 
No. 17009, Baker & Holmes Company vs. Illinois Central et al., 
on a finding that the rate on asphalt shingles and prepared roof- 
ing, from New Orleans, La., to Palatka, Fla., 50 cents, 40,000 
pounds minimum, is not unreasonable or otherwise unlawful. 
The shipper routed the shipment. The Commission said the fact 
that there was a lower combination rate via another route did 
not cause a presumption of unreasonableness to attach to a 
higher joint rate over another route. 


LOG RATE FOUND UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner C. J. Peterson in No. 
16829, Crook, Son & Co. vs. Cincinnati, Indianapolis & Western 
et al., as to a sixth class rate of 19 cents on logs, from Cottage 
Grove, Ind., to Hicksville, O., in 1922. He said the rate should 
be found unreasonable to the extent it exceeded 17 cents. 


TENTATIVE VALUATION REPORTS 

Philadelphia, Newton & New York Railroad Company, as of 
June 30, 1917, wholly owned and used, $2,144,100; owned but not 
used, $250; used but not owned, $33,472. 

Cuyahoga Valley Railway Company, as of June 30, 1917, 
wholly owned and used, $127,285; used but not owned, $105,808. 

Charleston (S. C.) Terminal Co., as of June 30, 1918, owned 
and used property, $1,457,000; used but not owned, $1,147. 

Manitou and Pike’s Peak Railway Company, as of June 30, 
1918, wholly owned and used, $368,741. 

Direct Navigation Company, as of June 30, 1918, 
owned, $142,000; total used, $185,530. 

Pittsburgh, Allegheny & McKees Rocks Railroad Company, 
as of June 30, 1917, total owned, $1,002,459; total used, $929,755. 


total 


VALUATION ARGUMENTS 


Oral arguments on the tentative valuation reports of the 
Commission in the case of the Delaware & Hudson and of the 
Nashville, Chattanooga & St. Louis were heard by the Com- 
mission March 5. H. T. Newcomb, general solicitor of the 
D. & H., attacked the tentative valuation of that property, con- 
tending that the Commission had disregarded the law in failing 
to find original cost to date and in failing to state the methods 
by which it had reached its results. He charged the valuation 
was based on insufficient facts and that the Commission had 
erred in using unit prices of 1914. He also said a 35-mile 
branch of the property reaching the anthracite fields had been 
omitted as well as other items of carrier property. The argu- 
ment was on the motion of the D. & H. to set aside the tentative 
valuation and to have a new tentative valuation made. Counsel 
for the Bureau of Valuation contended that the D. & H., which 
failed in efforts to have the tentative valuation set aside by the 
courts, had in effect abandoned its protest by failure to submit 
testimony at a hearing set for that purpose October 23, 1925, 
and in standing on its motion to set aside the valuation. Mr. 
Newcomb said the company had not abandoned its protest. 

In the case of the N. C. & St. L., counsel for the company at- 
tacked the tentative valuation of $69,000,000, contending it was 
approximately $40,000,000 to low. 


FINAL VALUATION REPORTS 


Valuation Docket No. 23, Arizona Southern Railroad Com- 
pany, opinion B-166, 106 I. C. C. 330-38, final value for rate- 
making purposes of propert'y owned and used for common carrier 
purposes found to be $332,288, as of June 30, 1915. 

Valuation Docket No. 190, New Mexico Central Railroad Com- 
pany, opinion B-175, 106 I. C. C. 435-49, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $1,365,024, as of June 30, 1916. 

Valuation Docket No. 267, Bingham & Garfield Railway Com- 
pany, opinion B-176, 106 I. C. C. 450-66, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $5,827,183; of owned but not used property, 
payee and of property used but not owned, $3,260, as of June 

Valuation Docket No. 663, Cache Valley Railroad Company, 
opinion B-177, 106 I. C. C. 467-78, final value for rate-making 
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purposes of property owned and used for common carrier pur. 
poses found to be $60,256, and of used but not owned property, 
$12,971, as of June 30, 1917. 

Valuation Docket No. 500, Oneida & Western Railroad Com. 
pany, opinion B-178, 106 I. C. C. 479-91, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $625,000, as of June 30, 1918. 

Valuation Docket No. 43, Mississippi River and Bonne Terre 
Railway, opinion B-179, 106 I. C. C. 492-510, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $3,551,550, and of property used but not 
owned, $135, as of June 30, 1914. 

Valuation Docket No. 45, Cimarron and Northwestern Rail- 
way Company, opinion B-183, 106 I. C. C. 560-71, final value for 
rate-making purposes of property owned and used for common 
carrier purposes found to be $226,810, as of June 30, 1916. 

Valuation Docket No. 85, Mount Hood Railroad Company, 
opinion B-184, 106 I. C. C. 572-86, final value for rate-making 
purposes of property owned and used for common carrier pur- 
poses found to be $507,032, and of property used but not owned, 
$431, as of June 30, 1916. 

Valuation Docket No. 250, Oregon, Pacific and Eastern Rail- 
way Company, opinion B-186, 106 I. C. C. 598-610, final value for 
rate-making purposes of property owned and used for common 
carrier purposes found to be $321,117, and of property used but 
not owned, $7,100, as of June 30, 1917. 

Valuation Docket No. 276, Mascot and Western Railroad 
Company, opinion B-187, 106 I. C. C. 611-20, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $133,717, and of property used but not 
owned, $46,350, as of June 30, 1917. 

Valuation Docket No. 120, Pine Bluff and Northern Railway 
Company, opinion B-188, 106 I. C. C. 621-28, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $23,516, and of property used but not owned, 
$16,242, as of June 30, 1916. 

Valuation Docket No. 281, Philadelphia and Beach Haven 
Railroad Company, opinion B-189, 106 I. C. C. 629-38, final value 
for rate-making purposes of property owned and used for com- 
mon carrier purposes found to be $250,000, and of property 
owned but not used, $5,500, as of June 30, 1916. 

Valuation Docket No. 285, Nevada Transportation Company 
et al., opinion B-190, 106 I. C. C. 639-54, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $35,762, and of property used but not owned, 
$564,000, as of June 30, 1917. The latter figure covers the prop- 
erty of the Eureka Nevada Railway Company leased by the 
Nevada Transportation Company. 

Valuation Docket No. 277, Moscow, Camden and San Au- 
gustine Railway Company, opinion B-194, 106 I. C. C. 689-98, 
final value for rate-making purposes of property owned and used 
for common carrier purposes found to be $76,456, as of June 
30, 1918. 

Valuation Docket No. 170, Pickens Railroad Company, 
opinion B-191, 106 I. C. C. 655-66, final value for rate-making 
purposes of the property owned and used for common carrier 
purposes found to be $126,426, as of June 30, 1916. 

Valuation Docket No. 227, Northwestern Coal Railway Com- 
pany, opinion B-193, 106 I. C. C. 678-88, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $77,500, as of June 30, 1915. 

Valuation Docket No. 581, Iowa Transfer Railway Company, 
opinion B-195, 106 I. C. C. 699-713, final value for rate-making 
purposes of property owned and used for common carrier pur- 
poses found to be $63,000, as of June 30, 1918. 

Valuation Docket No. 119, Ouachita and Northwestern Rail- 
road Company, opinion B-192, 106 I. C. C. 667-77, final value for 
rate-making purposes of property owned and used for common 
carrier purposes found to be $354,944, as of June 30, 1916. 

Valuation Docket No. 182, Pecos Valley Southern Railway 
Company, opinion B-185, 106 I. C. C. 587-97, final value for rate- 
making purposes of property owned and used for common car- 
rier purposes found to be $373,409, and of property used but not 
owned, $263, as of June 30, 1917. 

Valuation Docket No. 413, Groveton, Lufkin & Northern 
Railway Company, opinion B-197, 106 I. C. C. 731-45, final value 
for rate-making purposes of property owned and used for com- 
mon carrier purposes found to be $291,840, and of property 
owned but not used, $250, as of June 30, 1919. 


EQUIPMENT TRUST AUTHORIZED 


The Commission, by division No. 4, in finance docket No. 
5364, Chicago & Eastern Illinois Equipment Trust, Series A 
(mimeographed), has authorized that company to assume obli- 
gation and liability in respect of $900,000 of equipment trust 
certificates, to be sold to Kuhn, Loeb & Co. at 99.25 per cent 
of par and accrued dividends. The proceeds are to be used in 
the purchase of 500 seventy-ton all-steel hopper cars, the ap- 
proximate cost of which will be $1,200,000. 

Chairman Eastman dissented, for the reasons, he said, stated 
in his separate expression of opinion in New York Central 
Lines Equipment Trust of 1925, 99 I. C. C. 121. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


and Digests of Na — oe 
Co., = 


Digests taken from Reporters 
. System, published by West P 
Copyright by West Publishing 


Amendment, Supplying Explanation as to Manner of Breaching 
Contract, Held Not to Set Up New Cause of Action: 
(Supreme Court of Georgia.) In answer to the first question, 

we hold that the amendment did not set up a new cause of 

action.—Strachan Shipping Co. vs. Hazliphood Cotton Co., 131 

§. E. Rep. 283). 

Burden to Show Value of Goods Converted Not Carried by Proof 
of Market Value at Origin of Shipment Plus Ocean Freight: 
We answer the second question in the negative.—Ibid. 

Vessel Receiving Merchandise, Regardless of Marks, Has Duty 
to Discharge It Without Confusion: 

(District Court, S. D. California, S. D.) Vessel receiving 
specific lot of cement from particular consignor, regardless 
of marks and brands, has duty to segregate it from other like 
merchandise, so that it may be discharged without confusion.— 
The Cardiganshire, 9 Fed. (2d) Rep 416. 

Consignee of cement of particular brand has right to 
assume that it, and no other, will be delivered to its agent.— 
Ibid. 

Evidence held to warrant finding that cement consigned to 
libelant was not mixed with inferior brand when delivered to 
vessel, but that intermingling of brands was through vessel’s 
negligence.—Ibid. 

Consignee Held Not to Have Had Notice Through Its Agent That 
Cement, as Unloaded from Vessel, Was of Mixed Brands: 
The agent firm, in charge of unloading of cement from 

vessel into cars, made charge against consignee for work of 

loading cars, and corresponding deduction from stevedore’s 
charge against ship, held not to show that consignee’s agent 
had notice that brands of cement were improperly mixed, with 
resultant duty to correct mistake, as affecting right to recover 
damages of ship for such confusion of goods in delivery.—Ibid. 

Recovery for Delivery of Particular Quantity of Cement of In- 
ferior Brand to Consignee Held Unwarranted: 

In libel against vessel for confusion of brands of cement 
and wrongful delivery of cement of inferior brand, recovery as 
to certain quantity of inferior brand, which purchased from 
libelant had refused to return to ship’s agent, who was endeavor- 
ing to correct mistake, held unwarranted.—lIbid. 

Respondent, in Libel for Damages for Confusion of Separate 
Consignments of Cement Held Estopped to Assert Parti- 
cular Defense: 

Where consignee, within one month after vessel’s wrongful 
delivery of cement of mixed brands to purchaser from consignee, 
discussed matter with ship’s agént, and was told that best 
efforts to correct mistake were being made, held, vessel was 
estopped to defend libel for damages on ground that claims had 
not been filed within time limited by bills of lading.—Ibid. 

Conditions of limitation in bills of lading must be given 
reasonable and not unvarying effect, dependent on facts of 
particular case.—Ibid. 

Bills of Lading, Requiring Filing of Claims Construed: 

“Arrival of ship,’ within meaning of bills of lading requir- 
ing claims to be filed within specific time after “date of the 
arrival of the ship at destination,’ must be construed, where 
misdelivery is charged, as meaning date when cargo is dis- 
charged or offered for delivery.—Ibid. 

In libel for misdelivery of inferior brand of cement to con- 
signee libelant, measure of libelant’s recovery held market 
value at place of destination, rather than invoice value, in view 
of counsel’s stipulation to that effect.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
of National Reporter 


(Digests taken from Reporters and ishing C 
System, published by West Puli Co., St. Paul, Minn. 
Copyright by West Publishing Co. ) 





; REGULATION OF COMMON CARRIER 
Title of Act Held Not Defective in Not Naming Tribunal Author- 
ized to Investigate and Determine Whether Corporation Is 

Carrier For Hire: 

(Supreme Court of South Dakota.) Laws 1925, c. 224, is not 
void because Board of Railroad Commissioners is not named 
in title as tribunal authorized to investigate and determine 
whether corporation is carrier for hire, subject to Board’s super- 
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vision and control.—Murphy et al., State Board of Railroad Com- 

missioners, vs. Standard Oil Co. of Indiana, 207 N. W. Rep. 92. 

Only Fact Findings Based on Evidence Final: 

Under Laws 2d Sp. Sess. 1920, c. 81, sec. 4, only such fact 
findings of Board of Railroad Commissioners as are based on 
evidence are final.—Ibid. 

Corporation Carrying No Property Other Than Its Own Not “Car- 
rier For Hire”: 

To support conclusion of Board of Railroad Commissioners 
that corporation is carrier for hire, there must be evidence that 
it is equipped for and engaged in carrying or offering to carry 
persons or property other than its own for compensation in 
some form; “carrier for hire,’ as used in Laws 1925, c. 224, 
necessarily implying contractual relation.—Ibid. 

Act Bearing Title Not Referring to Carriers by Motor Vehicle 
Other Than For Hire Void as to Corporation Delivering 
Petroleum Products From Its Storage Tanks to Service 
Stations and Customers Without Charge: 

Laws 1925, c. 224, entitled “An act providing for the super- 
vision, regulation, and control of the transportation by motor 
vehicle of persons and property for hire,” etc., held void as to 
corporation delivering petroleum products from its storage 
tanks, by tanks mounted on motor trucks, to service stations 
owned and operated by it and others, and to its customers, with- 
out charge; title making no reference to carriers other than for 
hire.—Ibid. 

Rule as to Finality of Orders of Interstate Commerce Commis- 
sion Stated: 

(District Court, E. D. Pennsylvania.) Orders of Interstate 
Commerce Commission are final, unless beyond power which 
it could constitutionally exercise, or beyond its statutory power, 
or based on a mistake of law.—Berwind-White Coal Mining Co. 
et al. vs. United States, and four other cases, 9 Fed. (2d) 
Rep. 429. 

Order of Commission, Regular On Face, May Be Set Aside, if 
Confiscatory or Unreasonable: 

Order of Interstate Commerce Commission, regular on its 
face, may be set aside if, on facts found, it is confiscatory and 
in violation of constitutional prohibition against taking of prop- 
erty without due process of law, ard if authority has been 
exercised in unreasonable manner.—Ibid. 

Court Determning Validity of Order. of Commission Will Not 
Consider Its Expediency: 

In+ determining validity of order of Interstate Commerce 
Commission, court will consider only whether Commission acted 
within its power, and not the expediency or wisdom of the 
order, or whether on like testimony it would have made a 
similar ruling.—Ibid. 

Findings of Commission Prima Facie True; Extent of Review 
Stated: 

Findings of Interstate Commerce Commission are prima 
facie true, and order of Commission, though reviewable, will not 
be examined, further than to determine whether there is sub- 
stantial evidence to support it.—Ibid. 

Both Railroads and Shippers Have Right to Use Private Cars: 
Right of both railroads and shippers to use private cars is 

clearly recognized by law, and can be abolished only by 

Congress.— Ibid. 

Reasonableness of Order Within Powers of Commission Is Ques- 
tion for Commission: 

Unless order of Interstate Commerce Commission is not 
within its powers, its reasonableness is administrative question, 
for Commission to decide, though it cannot so arbitrarily exercise 
its discretion as to transcend its conferred power.—Ibid. 
Interstate Commerce Act Reasonably Construed to Effect Pur- 

pose Intended: 

Interstate Commerce Act (Comp. St. Sec. 8563 et neq.) 
should be reasonably interpreted to accomplish purpose in- 
tended, to wit, reasonable charge without unjust discrimination 
or preference.—Ibid. 

Shippers Not Required to be Treated Alike Under All Cir- 
cumstances: 

Interstate Commerce Act, sec. 3, as amended (Comp. St. Ann. 
Sup. 1923, sec. 8565), does not require that all shippers shall 
be treated alike under any and all circumstances and every 
discrimination is not illegal, but only that which is unjust and 
unreasonable.—Ibid. 

In Determining Whether Discrimination Is _Unjust, Question 
Whether Transportation Effected Is Under Substantially Sim- 
ilar Conditions Must Be Considered: 

In determining whether discrimination resulting from man- 
ner of car distribution is unjust or unreasonable, question 
whether transportation effect is under substantially similiar cir- 
cumstances and conditions must be considered.—lIbid. 

Interstate Commerce Act, as Relates to Commission’s Power to 

Suspend Rules In Emergency, Construed: 

Interstate Commerce Act, sec. 1, subd. 15, as added and 
amended (Comp. St. Ann. Supp. 1923, sec. 8563), authorizing 
Commission in case of emergency to suspend rules and estab- 
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lish just and reasonable directions with respect to car service, 

applies only to unexpected conditions, and does not authorize 

suspension of rules to meet anticipated conditions, or putting 
in effect of emergency orders previously condemned as unjust 
and unreasonable.—Ibid. 

Coal Mining Is Not “Commerce”: 

Coal mining is not “commerce.”’—Ibid. 

Commission Cannot Require Distribution of Privately Owned 
Cars Among Shippers Generally in Time of Shortage: 
Interstate Commerce Commission cannot require railroads 

to distribute among shippers generally in time of shortage pri- 

vately owned coal cars, for use of which owners receive com- 
pensation at a rate fixed by Commission.—Ibid. 

That Owners of Private Cars Enjoy Use of Disproportionately 
Large Part of Carrier’s Facilities Is Not Discriminatory: 
That owners of private cars enjoy use of disproportionately 

large part of facilities of carrier is not discriminatory, unless 

other shippers are theeby deprived of use of those facilities. 

—Ibid. 

Orders of Interstate Commerce Commission based on dis- 
crimination by carrier, must be restricted in its scope to dis- 
crimination actually shown.—Ibid. 

Private property cannot be taken for public use without 
just compensation, and cannot be taken for private use with or 
without compensation.—Ibid. 

Order of Commission, Abolishing “Assigned Car Rule,” Held Un- 
reasonable and Arbitrary: 

Under Interstate Commerce Act, sec. 1, subds. 3, 6, 10-12, 
14, 15, as added and amended (Comp. St. Ann. Supp. 1923, sec. 
8563), and sections 3 and 15 (sections 8585, 8583), an order of the 
Interstate Commerce Commission universally abolishing “as- 
signed car rule,” relating to distribution of coal cars to mines 
during times of shortage, held unjust, unreasonable, and an 
unlawfully arbitrary exercise of power, which deprived railroads 
of their rights to regulate their internal affairs and private car- 


owners of their property without compensation, in violation of 
Const. Amend. 5.—Ibid. 
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LOSS OF OR INJURY TO GOODS 

Agency May Be Established by Proof of Acts of Professed Agent 
Known to Principal: 

(Supreme Court of Alabama.) As a rule, agency cannot be 
established by proof of mere acts of professed agent, in absence 
of showing of principal’s knowledge or assent, but, if they are 
such as to justify reasonable inference that principal knew of 
them, and would not have permitted them, if unauthorized, they 
are competent evidence of agency.—Louisville & N. R. Co. vs. 
Bashinsky, Case & Co., 106 Sou. Rep. 804. 

Evidence, in Action Against Terminal Carrier, Held to Present 
Question for Jury Whether Initial Carrier Was Acting as 
Agent of Defendant: 

Evidence, in action against terminal carrier to recover dam- 
age to shipment, that bills of lading and way bills used by station 
agents of initial carrier were forms of terminal carrier, that they 
were so used by them generally in shipping over defendant’s 
line, that books of such agents were examined and audited by 
auditor of terminal carrier, and that initial carrier remitted all 
money collected from joint business to account of defendant, 
held to present question for jury whether initial carrier was 
agent of defendant.—Ibid. 

Initial Carrier Liable for Damages Occurring While Shipment in 
Charge of Connecting Carrier: 

(Supreme Court of Illinois.) Under Carmack Amendment to 
Interstate Commerce Act (U. S. Comp. St. sec. 8604a, 8604aa), 
initial carrier is liable for damages occurring while shipment is 
in charge of connecting carrier, even though change in destina- 
tion has been made with initial carrier’s consent.—Bruner vs. 
Grand Trunk Western Ry. Co., 150 N. E. Rep. 266. 

Evidence Warrants Conclusion Railroad Liable for Damages Oc- 
curring While Shipment in Charge Connecting Carrier: 
Where railroad company had accepted order from consignee 

to reconsign shipment to some consignee, issuing no new Dill 
of lading, and entire freight charges were paid when car was 
delivered at final destination, held, that law and evidence war- 
ranted conclusion that railroad company was liable as initial 
carrier for damages occurring while shipment was in charge of 
connecting carrier.—Ibid. 

Judgment may be taken against either of joint defendants 
in action of fourth class to recover damages for negligence, no 
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written pleadings being required, and rules applicable being same 

as govern actions before justice of the peace.—Ibid.- 

Proof Held to Establish Damage Occurred During Movement 
from Time of Inspection to Destination: 

Proof that apples were in good condition at time of inspec. 
tion, and were frozen and in bad condition when arriving at des. 
tination, held, in absence of any evidence to the contrary, to 
establish that damage occurred during movement, after inspec. 
tion, to destination.—Ibid. 

Plaintiff Cannot Complain That Judgment Rendered on His 
Motion Was for Less Sum Than Damages Sustained: 
Where abstract shows judgment was rendered on motion of 

plaintiff, and does not show it was rendered for less amount 

than he claimed, he is not in position to complain that judgment 
was for less sum than damages sustained.—Ibid. 

(Supreme Court of Appeals of Virginia.) Plea in abatement 
for want of jurisdiction must stand without aid of extrinsic evi- 
dence.—Seaboard Air Line Ry. Co. vs. J. E. Bowden & Co, 
131 S. E. 245. 

Plea in abatement for want of jurisdiction must negative 
every ground of jurisdiction enumerated in statute.—Ibid. 

Plea in abatement of action against two railroads for want 
of jurisdiction held fatally defective in not denying that pleader’s 
non-resident codefendant had estate, or was doing business in 
county where suit was brought.—lIbid. 

Under Code 1919, sec. 6049, court had jurisdiction of de- 
fendant foreign corporation having estate in county of suit, and 
hence did not err in assuming jurisdiction over co-defendant 
charged with being jointly liable—lIbid. 

Fraud in Making Party Defendant to Obtain Jurisdiction Over 
Co-defendant Not Assumed: 

Appellate court should not assume that fraud was perpe- 
trated by making nonresident corporation a defendant solely 
to obtain jurisdiction over co-defendant, unless it can say from 
inspection of pleadings that plaintiff knew that such party was 
without fault.—lIbid. 

Foreign Company Owning Property in State May be Sued in 
Counties in Which It Operates Road or in Conjunction With 
Others: 

Interstate railroad company, operating part of road and own- 
ing permanent reality, such as depots and right of way, as well 
as personalty, in Virginia, is resident of counties or cities in 
which it operates road, within Code 1919, sec. 6049, and may be 
sued there alone, or in conjunction with others, natural or 
artificial, residing elsewhere in state.—Ibid. 

Objection to receiving in evidence railroad tariff, which 
did not become effective until after cause of action arose, will 
not be considered, where not the objection made on trial.—Ibid. 
Admission of Tariff Not Properly Certified by Commission, Held 
Not Reversible Error: 

In action for damages to fruit shipped by defendant rail- 
roads, admission in evidence of tariff, requiring that cars be 
iced at least 12 hours before loading, held not reversible error, 
though tariff was not properly certified by Intestate Commerce 
Commission, where witnesses testified without objection as to 
necessity of icing cars from 10 to 12 hours before loading.—Ibid. 

Shipper has right to presume that fruit car placed by carrier 
for loading has been properly iced.—Ibid. 


Instruction Held Not Erroneous as Declaring Carrier Insurer of 

Fruit Shipped, in View of Instruction to Contrary: 

In action for damages to fruit shipped by defendant rail- 
roads, instruction to find for plaintiff if fruit reached destination 
in damaged condition by reason of defendant’s failure to furnish 
a refrigerator car in good condition, re-ice it a reasonable time 
before loading, and re-ice it as often as necessary, held not erro- 
neous, as telling jury that carrier was insurer, where court 
instructed jury that carriers were not insurers, and were bound 
merely to use reasonable care under circumstances.—Ibid. 

Court need not of its own motion instruct jury as to law of 
case, nor is it usual to give instructions unless requested or 
deemed necessary to prevent failure of justice.—Ibid. 

Where ample time has been afforded counsel to prepare and 
present instructions refusal to grant additional time to hear argu- 
ment thereon is not reversible error.—Ibid. 

Giving or refusing instructions at late stage of case resis 
in sound discretion of court, whose ruling will not be dis- 
turbed unless appellate court can say that it caused failure 
of justice.—Ibid. 

Refusal of Instructions, Not Presented Within Ample Time 

Given Therefor, Not Abuse of Discretion: 

Where no excuse was offered for failure to present instruc- 
tions until second day of trial, after matter of instructions had 
been heard at length by court after supper on first day of trial, 
appellate court cannot say that trial court abused its discretion 
in refusing such instructions.—Ibid. 
Refused Instruction to Find for Defendants if Plaintiff’s Negli- 

gence Contributed to Damage, Though Defendants Were 
Also Negligent, Held Erroneous, as Not Based on Evidence: 
In action for damages to strawberries shipped by defendant 
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railroads, refused instruction to find for defendants if any lack 

of reasonable care by plaintiff caused or contributed to damage, 

even if defendants were also negligent, held erroneous, as 
not based on evidence, where testimony that berries were in 
good condition when loaded on cars was not contradicted.—Ibid. 

In action for damages to fruit shipped by defendant rail- 
roads, requested instruction that there was no duty on de- 
fendants to re-ice cars except at regular icing stations held erro- 
neous as contrary to terms of contract, evidence by bills of 
lading calling for stated refrigeration.—Ibid. 

Where instructions given fairly presented theory of plaintiff 
in error, it was not reversible error to refuse others.—Ibid. 

Proof Held to Make Prima Facie Case for Plaintiff Which Can- 
not Be Taken from Jury, in Action on Bill of Lading for 
Shipments Destroyed: 

(Kansas City Court of Appeals, Missouri.) In action by 
assignee of bill of lading against carrier for destruction of goods 
described therein, proof of bill of lading showing receipt of 
goods alleged to have been shipped, non-delivery of goods, their 
value, and that plaintiff is holder in due course of negotiable 
bill of lading, makes prima facie case for plaintiff which cannot 
thereafter be taken from jury.—First National Bank vs. Mis- 
gouri Pac. Ry. Co., 278 S. W. 1075. 

In action by assignee of bill of lading against carrier for 
destruction of goods delivered to carrier, where plaintiff makes 
a prima facie case, it devolves on carrier to overcome same by 
substantial evidence to satisfy jury that goods were not de- 
livered.—Ibid. 

Notation on Bill of Lading, “Shipper’s Load and Count,” Held 
Not to Overcome Prima Facie Case for Plaintiff for Destruc- 
tion of Shipment: 

In action by assignee of bill of lading against carrier for 
destruction of goods delivered to carrier, notation on bill of 
lading, “shipper’s load and count,” does not overcome plaintiff’s 
prima facie case, but merely indicates that defendants received 
shipper’s load and count and issued bills of lading accordingly.— 
Ibid. 

In action by assignee of bill of lading against carrier for 
destruction of goods delivered to carrier, where plaintiff pro- 
duced substantial testimony showing actual delivery in contra- 
diction to defendant’s testimony, case was one for jury.—lIbid. 
Instruction Permitting Recovery on Showing that Negotiable 

Bill of Lading Was Purchased in Good Faith and Held as 

Collateral Security Not Error: 

In action by assignee of bills of lading against carrier for 
destruction of goods delivered to carrier, where evidence showed 
that negotiable bills of lading were not given for a pre-existing 
debt, instruction permitting plaintiff's recovery on showing that 
it purchased bill of lading in good faith in belief that merchan- 
dise had been received by carrier, and held them as collateral 
security for unpaid obligation of shipper, was not error, in view 
of Rev. St. 1919, sec. 138545.—Ibid. 

In action by assignee of negotiable bill of lading against 
carrier for destruction of goods delivered to carrier, defense that 
plaintiff could not recover because he held bills of lading as 
collateral security only held without merit, it being, at most, 
question for jury.—lIbid. 

Issue as to Whether Goods Were Deivered to Carrier Properly 
Submitted to Jury, Where Controverted: 

In action by assignee of negotiable bill of lading against 
carrier for destruction of goods delivered to carrier, whether 
car was loaded a sufficient time prior to fire to have enabled de- 
fendant to move car being a material and controverted fact, it 
was not error to submit issue to jury, and, on finding for plaintiff, 
no violation is shown of Rev. St. 1919, sec. 13459, rendering a bill 
of lading void if given before delivery of goods.—Ibid. 

Delivery to Carrier at Customary Place or Place Designated by 

Contract Held Sufficient: 

Constructive delivery may be made sufficient by special con- 
tract, custom or usage, and placing of goods by shipper where 
customary or where specifically designated by contract will be 
sufficient delivery and acceptance, charging carrier as insurer, 


— no actual notice is given to carrier or assent shown.— 
id. . 


Carriage of Baggage and “Props” in Accordance with Common 
Custom, Not Violative of Provision Against Releasing Carrier 
from Liability: 

(Circuit Court of Appeals, Second Circuit.) Where theat- 
rical company’s baggage and “props” were in accordance with 
a general custom carried in special cars furnished by carrier, 
under contract whereby railroad was liable only for its own neg- 
ligence and to specified amount, held, that insurance policy, 
providing that assured should not enter into any special agree- 
ment releasing common-law or statutory liability, was not vio- 
lated—Globe & Rutgers Fire Ins. Co. vs. Winter Garden Co., 
9 Fed. (2d) 227. . 

An ambiguity in insurance policy is to be resolved against 


insurer, and the policy construed to grant indemnity to insured. 
—Ibid. 
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Underwriters are presumed to be acquainted with the prac- 
tice of the trade they assure.—lIbid. 

Company insuring theatrical company’s goods in transit is 
presumed to have known theatrical company would follow com- 
mon practice in shipping baggage and “props.”—Ibid. 

Where carrier assumes care and custody of baggage, it 
prima facie assumes liability of common carrier in respect 
thereto; but carrier is liable only for loss occasioned by its own 
negligence, if passengers retain custody of their own baggage.— 
Ibid. 

Where theatrical company was furnished baggage cars for 
baggage and “props,” and had charge of loading and unloading 
and custody of the baggage, the railroad was liable for losses 
occasioned by its own negligence only.—lIbid. 

In ascertaining damages to insured theatrical baggage and 
“props,” which had no general market value, the proper method 
was to ascertain reasonable original cost, less depreciation.— 
Ibid. 

Where both parties moved for a directed verdict, they both 
affirmed that there was in the record no disputed question of 
fact that could contral the question of law presented.—Ibid. 
Defendant, Refusing to Go Before Auditor Appointed to Deter. 

mine Damages, in No Position to Complain: 

Where both parties moved for directed verdict, and court 
appointed auditor to determine damages, it was not competent 
for parties to agree on figure, subject to whatever error might 
be discovered, and defendant, having refused to go before audi- 
tor, was in no position to complain of evidence tentatively taken 
in arriving at such figure.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Action for Refusal to Furnish Cars Held Not Within Exclusive 
Jurisdiction of Interstate Commerce Commission: 

(District Court, W. D. Louisiana, Alexandria.) Action against 
railroad and others for failure and refusal to furnish cars, in 
violation of interstate commerce act Feb. 4, 1887 (Comp. St., 
sec. 8563 et seq.), as amended, particularly as amended by 
Elkins amendment (Comp. St., sec. 8597-8599), held not within 
exclusive jurisdiction of Interstate Commerce Commission.— 
Powers et al. vs. Cady et al., 9 Fed. (2d) 458. 

Allegations in Petition in Action for Refusal to Furnish Cars 
Held Not to Show Election to Pursue Remedy Before Com- 
mission Barring Action: 

Allegations, in petition in action against railroad and others 
for refusal to furnish cars to plaintiff, that plaintiff had com- 
plained to Interstate Commerce Commission, held not to show 
that plaintiff had elected to pursue its remedy before Commis- 
sion, and was therefore precluded from suing in courts by inter- 
state commerce act, sec. 9 (Comp. St., sec. 8573).—Ibid. 

Action or Refusal to Furnish Cars Held Not Barred by One-Year 
Statute of Limitation: 

Action against railroad and others for refusal to furnish 
plaintiff cars held within two-year statute of limitations (inter- 
state commerce act, sec. 16 (Comp. St., sec. 8584)), and not barred 
by one-year limitation, under Rev. Civ. Code La., art. 3536.— 
Ibid. 

Complaint in Action for Refusal to Furnish Cars Held Sufficient 
Without Allegation that Discrimination Was Undue or Un- 
reasonable: 

Petition in action against railroad for failure and refusal to 
furnish cars, which alleged a wilful and deliberate refusal, with- 
out semblance of justification, and which went into much detail, 
held sufficient, though it did not, in language of statute, charge 
that discrimination was “undue” or “unreasonable.”—Ibid. 

Under Comp. St., sec. 8574, par. 4, right of action for un- 
lawful refusal to furnish cars exists not only against railroad, 
but against others inducing such discrimination.—Ibid. 


CUMMINS AMENDMENT CASE 


The Traffic World Washington Bureau 


The Supreme Court of the United States, March 8, in an 
opinion by Justice Stone in No. 178, The Chesapeake & Ohio 
Railway Company, petitioner, vs. The A. F. Thompson Manu- 
facturing Company, on writ of certiorari to the Supreme Court 
of Appeals of West Virginia, reversed the lower court’s judgment 
sustaining a verdict for the shipper for damage to two carload 
shipments of sheet iron gas stoves. 

The shipments moved from Huntington, W. Va., to Kansas 
City, Mo. Justice Stone said the stoves were shipped by the 
respondent (the Thompson company) in good condition on inter- 
state bills of lading purporting to exempt the carrier from 
liability unless claims for damage “be made in writing to the 
carrier within four months after delivery of the property.” 
Upon arrival many of the stoves were found to be damaged 
by rust and unsalable. Respondent brought the present suit 
more than four months after the delivery of the stoves, setting 
up in its amended declaration that the damage was caused 
by the negligent conduct of the petitioner. At the trial, Justice 
Stone continued, the respondent made no attempt to show com- 


































































































































696 






pliance with the requirement of the bill of lading for written 
notice of its claim to the carrier, and relied wholly on proof of 
the delivery of the stoves to the carrier in good condition and 
the delivery by the carrier at destination in a damaged con- 
dition, to establish its right to recover. Petitioner proved that 
the cars supplied were in weather-tight condition; that after the 
goods were loaded on the cars they were sealed at the point 
of shipment, and they arrived at destination in the same weather- 
tight condition, with seals unbroken. Continuing, Justice 
Stone said: 


The case turns on the meaning and application, in the cir- 
cumstances, of the last proviso of the so-called Cummins amend- 
ment, act of March 4, 1915, 38 Stat. 1196, 1197, c. 176, amending the 
interstate commerce act of February 4, 1887, c. 104, 24 Stat. 379, as 
amended by section 7 of the act of June 29, 1906, c. 3591, 34 Stat. 
584, 593. The last two provisos of the act, as construed in Barrett 
vs. Van Pelt, 268 U. S. 85, read as follows: 


“Provided further, that it shall be unlawful for any such 
common carrier to provide by rule, contract, regulation, or other- 
wise a shorter period for giving notice of claims than ninety days 
and for the filing of claims for a shorter period than four months, 
and for the institution of suits than two years; Provided, however, 
that if the loss, damage, or injury complained of was due to 
delay or damage while being loaded or unloaded or damage in 
transit by carelessness or negligence, then no notice of claim nor 
filing of claim shall be required as a condition precedent to 
recovery.” , 


If respondent does not bring the case within the terms of 
the final proviso, its failure to give written notice of claim will 
bar it from recovery. See Georgia, Florida & Alabama Ry. Co. vs. 
Blish Co., 241 U. S. 190; Barrett vs. Van Pelt, supra; Davis vs. 
Roper Lumber Co., 269 U. S. —. 


It was argued by petitioner in the state court as it argues 
here, that as respondent offered no direct evidence that the 
damage to the goods in transit was caused by negligence of 
petitioner, respondent did not show compliance with the require- 
ments of the Cummins amendment for relieving the shipper from 
the necessity of filing its claim in writing with the carrier. On 
the other hand, it is argued by the respondent that every carrier 
receiving goods for carriage in good condition, and returning them 
in bad condition, is conclusively presumed to have been negligent 
and is liable for the damage resulting from its negligence, unless 
the injury was caused by the act of God, the public enemy, or 
the act of the shipper or the nature of the goods themselves; that 
as the evidence and the verdict of the jury established that the 
damage was not due to any of these causes, the carrier’s negli- 
gence was to be conclusively presumed, and no notice of claim 
was necessary under the provisions of the Cummins amendment. 


It is sometimes said that the basis of the carrier’s liability 
for loss of goods or for their damage in transit is “presumed neg- 
ligence.” Hall & Long vs. Railroad Companies, 13 Wall. 367, 372. 
But the so-called presumption is not a true presumption, since it 
cannot be rebutted, and the statement itself is only another way 
of stating the rule of substantive law that a carrier is liable 
for a failure to transport safely goods intrusted to its care, unless 
the loss or damage was due to one of the specified causes. See 
Railroad Co. vs. Reeves, 10 Wall. 176, 189; Railroad Co. vs. Lock- 
yet F ie” 376; Bank of Kentucky vs. Adams Express Co., 

. S. 174, s 


We do not consider that the phrase “carelessness or negli- 
gence” of the carrier, as used in the Cummins amendment in 
exempting shippers from giving written notice of a claim for 
damage, has any reference .to the conclusive “presumption” to 
which we have referred. If such were the meaning of the statute, 
every case of carrier’s liability for damage in transit would be 
a case of presumed negligence, and proof of written notice of 
claim for damage required by the bill of lading would always be 
dispensed with, and the plain purpose of the amendment would 
be defeated. We think that by the use of the words “careless- 
ness or negligence,” it was intended to relieve the shipper from 
the necessity of making written proofs of claim when, and only 
when the damage was due to the carrier’s actual negligent con- 
duct, and that by carelessness or negligence is meant not a rule 
of liability without fault, but negligence in fact. See Barrett vs. 
Van Pelt, supra. 

There is no language in the statute from which a purpose 
may be inferred to vary or limit the common law rules govern- 
ing proof of negligence as a fact in issue, and the shipper may 
follow these rules when he seeks to show that no notice of claim 
was necessary. 


The respondent, therefore, had the burden of proving the 
carrier’s negligence as one of the facts essential to recovery. 
When he introduced evidence to show delivery of the shipment 
to the carrier in good condition and its delivery to the consignee 
in bad condition, the petitioner became subject to the rule applic- 
able to all bailees, that such evidence makes out a prima facie 
case of negligence. Miles vs. International Hotel Co., 289 Ill. 320; 
Miller vs. Miloslowsky, 153 Ia. 135; Dinsmore vs. Abbott, 89 Me. 
373; Railroad Co. vs. Hughes, 94 Miss. 242, 246; Hildebrand vs. 
Carroll, 106 Wis. 324. The effect of the respondent’s evidence 
was, we think, to make a prima facie case for the jury. See 
Sweeney vs. Irving, 228 U. S. 233; Haines vs. Shapiro, 168 N. C. 34, 
35; Sims vs. Roy, 4 App. D. C. 496, 499. But even if this “prima 
facie case” be regarded as sufficient, in the absence of rebutting 
evidence, to entitle the plaintiff to a verdict (Bushwell vs. Fuller, 
89 Me. 600, 602, 603; Cogdell vs. Railroad, 132 N. C. 852), the trial 
court erred here in deciding the issue of negligence in favor of 
the plaintiff as a matter of law. For the petitioner introduced 
evidence of the condition of the cars from the time of shipment 
to the time of arrival, which persuasively tended to exclude the 
possibility of negligence. 


The trial court properly submitted to the jury the question 
whether the damage was due to an act of God or the public enemy 
or to the inherent condition of the stoves, since upon the answer 
to it depended the liability of the carrier provided the shipper 
was entitled, under the Cummins amendment, to maintain suit 
without giving the stipulated notice. But the court erroneously 
instructed the jury that if they found that the damage was not 
due to these causes, they might return a verdict for the respondent, 
thus, in effect, resolving the issue of negligence in favor of the 
respondent. 


The judgment must, therefore, be reversed and the cause 
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remanded for further proceedings not inconsistent with this 
opinion. 





DENIES REHEARING IN C. & E. I. CASE 


The Supreme Court of the United States has denied a peti- 
tion of the Chicago & Eastern Illinois seeking a reopening of 
No. 574, Chicago & Eastern Illinois Railway Company vs. Chi- 
cago Heights Terminal Transit Company. On January 25, the 
court denied a petition of the C. & E. I. for a writ of certiorari, 
(See Traffic World, Jan. 30, p. 302.) The case involved the 
validity of a switching contract. 





PERSONAL INJURY CASES 


The Supreme Court of the United States has granted a peti- 
tion for a writ of certiorari in No. 846, Atlantic Coast Line, peti- 
tioner, vs. George L. Wimberly, administrator, and has denied 
petitions for writs of certiorari in No. 923, Andrew W. Mellon, 
Director-General, vs. Leah M. Gray, administratrix; No. 922, 
Southern Pacific vs. D. P. Trenholm, administrator, and No. 
926, Pennsylvania vs. Anna Patterson, administratrix. 


Cc. & E. |. SUES U. S. 


The Chicago & Eastern Illinois has brought suit against the 
United States in the Court of Claims to recover $69,561.62 alleged 
to be due it as the result of liquidation of an account between 
it and the Railroad Administration relating to federal agents’ 
and conductors’ balances. The company said this account had 
been fully liquidated and that as a result thereof there was a 
net debit balance against the Director-General and in favor 
of the company of $69,561.62. The Director-General, according 
to the company, refused to pay the claim on the ground that 
it was taken care of in the final settlement between the road and 
the Railroad Administration for the period of federal control. 


JANUARY OPERATING RESULTS 


Class I railroads in January earned on their property in- 
vestment at the annual rate of return of 4.60 per cent, according 
to reports filed by the carriers with the Bureau of Railway Eco- 
nomics. This is based on reports from 188 Class I roads rep- 
resenting a total mileage of 236,939 miles. In its monthly re- 
view of earnings the bureau said: 


The net railway operating income of the Class I roads for the 
month of January totaled $65,724,560 compared with $66,060,177 in 
January last year. The net railway operating income is what is left 
after the payment of operating expenses, taxes and equipment rentals 
but before interest and other fixed charges are paid. 

Gross operating revenues in January amounted to $480,997,458, 
compared with $485,018,679 in January, 1925. Operating expenses 
in January this year totaled $378,648,714 compared with $383,961,979 
during the same month one year ago. 

Maintenance expenditures in January this year totaled $164,225,- 
955, a decrease of $1,200,000 or seven-tenths of one per cent below 
those for the same month in 1925. Expenditures for maintenance 
of equipment alone totaled $105,442,865, a decrease of $3,015,000 or 
2.8 per cent under those for January one year ago. Maintenance of 
way expenditures amounted to $58,783,090, an increase of $1,815,600 
or 3.2 per cent compared with the same month last year. 

_Thirty-five Class I railroads operated at a loss in January of 
which eighteen were in the eastern, one in the southern and sixteen 
in the western district. 

Class I railroads in the eastern district had a net railway op- 
erating income in January this year of $30,194,166, which was at the 
annual rate of return of 4.80 per cent. This net income was a de- 
crease of $892,287 under the same month last year. Total gross 
operating revenues of the Class I railroads in the eastern district 
for the month amounted to $235,898,973, while operating expenses 
totaled $190,115,495. The gross operating revenues decreased 1.6 per 
cent under January last year while operating expenses showed a 
decrease of 1.8 per cent. 

In the southern district, Class I railroads during the month of 
January this year had a net railway operating income of $12,869,050 
which was at the annual rate of return of 6.01 per cent. This was an 
increase of $1,417,428 over January last year. Gross operating reve- 
nues of the Class I railroads in the southern district in January 
totaled $74,148,973, an increase of 9.2 per cent over the same month 
the year before, while operating expenses amounted to $54,941,685, an 
increase of six per cent over January, 1925. 

Class I railroads in the western district in January had a net 
railway operating income of $22,661,344, which was at the annual 
rate of return of 3.88 per cent. This was a decrease of $860,758 
under January, 1925. Gross epee, revenues of the Class I railroads 
in the western district for the month of January amounted to $170,- 
947,512, a decrease of 3.6 per cent compared with January, 1925, while 
operating expenses totaled $133,591,534, a decrease of 3.5 per cent 
under the same month one year ago. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 23-28, inclusive, was 207,683, as compared with 227,511 
in the preceding period, while the average daily shortage was 
197 cars, according to the car service division of the American 
Railway Association. The surplus was made up as follows: 

Box, 83,055; ventilated box, 346; auto and furniture, 3,988; 
total box, 87,389; flat, 7,382; gondola, 47,630; hopper, 26.521; total 
coal, 74,151; coke, 447; S. D. stock, 22,388; D. TD. stock, 3,291; 
refrigerator, 11,850; tank, 224; miscellaneous, §61; total, 207,683. 

The shortage was made up of 33 box, 50 ventilated box, 43 
flat, 15 gondola, 51 refrigerator and 5 miscellaneous cars. 

Canadian roads reported a surplus of 24,725 cars, made up 
of 19,210 box, 2,200 flat, 200 gondola, 2,150 S. D. stock, 600 refrig- 
erator and 365 miscellaneous cars. 
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GOODING BILL DEBATE 


The Trafic World Washington Bureau 


Although the Gooding long-and-short-haul bill was made the 
unfinished business before the Senate last Monday, debate on 
the measure was not begun until Friday at noon, when Senator 
Gooding began the delivery of a long speech in support of it. 
The senator had asked each day that the bill be laid aside 
temporarily, so that the army appropriation bill and other mat- 
ters could be disposed of before the debate on the unfinished 
business was started. 

The army appropriation bill, carrying $50,000,000 for rivers 
and harbors, was passed late Thursday. Senator Gooding then 
obtained the floor, expressed the conviction that the Gooding bill 
was one of the most important bills that ever came before 
Congress, and announced that he would begin his address at 
noon Friday. 

Fourth section matters, as usual, crept into the debate on 
the army appropriation bill when the river and harbor item was 
under consideration. Senator King, of Utah, moved that the 
item be reduced from fifty million to forty million dollars, de- 
claring that millions had been wasted on waterways in years 
gone by. The amendment was rejected. 


Expressing the opinion that operation of the government 
barge line on the Mississippi was not a financial success, Senator 
King found defenders of that service in Senators Pittman, of 
Nevada, and Ransdell and Broussard, of Louisiana. Senator 
Pittman, in the discussion, developed the intermountain view 
of the fourth section and water transportation. Senator King 
declared for regulation of intercoastal vessels by the Commis- 
sion as the solution of the fourth section problem. As it was, 
he asserted, unregulated boat lines were injuring the interior 
and also the railroads. 


The special fourth section committee of the National Indus- 
trial Traffic League, of which J. P. Haynes is chairman, has 
been busy in Washington preparing for the fight against the 
Gooding bill. Several senators will deliver speeches against it. 

The prospects for passage of the bill are not so bright as 
they were when the bill was favorably reported from the com- 
mittee and its opponents have hopes that it may be defeated 
in the Senate. A number of senators who voted for the Gooding 
bill last year have indicated they will oppose it this year. 


Senator McKiney, of Illinois, in a speech in the Senate last 
week on regulation of railroad rates, attacked the Gooding 
long-and-short-haul bill. This was the first attack on the Dill 
since the Interstate commerce committee favorably reported 
the measure to the Senate. ; 

The senator declared that the Gooding bill was one of the 
most pronounced pieces of class or sectional legislation that 
had ever been proposed in the history of the deliberations of 
the Senate. 

“It was designed with the idea,” said he, “that it would 
produce a financial advantage for the few jobbers in the so-called 
intermountain territory, which is the hinterland to the Pacific 
coast, at the expense and to the financial disadvantage to the 
millions of people in the great Mississippi Valley. With the 
interests of the citizens of Illinois in mind, I am, therefore, 
compelled to oppose this bill because it is inimical to the wel- 
fare of our state and for a further and broader reason—that it 
is directly opposed to the best interests of all of the people of 
all of the states of this nation.” 

Continuing, Senator McKinley, in part, said: 


If enacted into law, it will forever exclude the products of 
Illinois from the markets of the Pacific coast in competition with 
territory on and adjacent to the Atlantic seaboard, which enjoys 
the Panama Canal as a transportation agency. If it shall become 
a law, it will seriously reduce the revenues of the carriers in 
the United States who participate in transcontinental traffic. Loss 
of revenue will mean one of two things: Either an increase in 
freight rates or deterioration of freight service, and that will 
vitally affect every man, woman, and child in the nation. We 
are now trying to devise means of affording some relief to the 
farmers of our country. 

The Commission is investigating the entire rate structure of 
the country pursuant to the Hoch-Smith resolution with the idea 
of seeing if it is possible to effect a reduction in rates on agri- 
cultural products. The farmers of this country will watch the 
vote on this bill with a great deal of interest, a bill which has 
the possibility of an increase rather than a reduction in freight 
rates on the products he has to sell. The shippers and the traffic 
men of the entire country, with the exception of the territory 
Which is supposed to be benefited by this bill, are practically 
unanimously opposed to it, and they are thoroughly alive to the 
situation. They can plainly see that it is an attack upon the 
integrity and reputation of the Interstate Commerce Commission. 

hey know that the bill is pointed in the direction of government 
sd ag and that it is nothing but an attempt at political rate 
See 

The unwillingness to rest their case with the Commission 
under the present law makes it plain that this bill providing for 
Political rate making is an attempt to secure for its constituents 
an unfair advantage at the expense of the mid-west. ... 

We are all familiar with the fact that our western carriers 
have failed to earn in the aggregate a return which the Com- 
Mission has fixed as being fair when based upon their investment. 
These roads have applied to the Commission for an increase of 
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five per cent in their rates. Admitting that the value of the 
transcontinental business to the railroads cannot accurately be 
determined at this time, we know that if by a just administration 
of the present fourth section of the act it were found proper to 
permit these transcontinental carriers to participate in this com- 
petitive Pacific cost traffic, it would add materially to their reve- 
nue. On the other hand, if this measure is enacted into law 
they will forever be precluded from securing a hearing on the 
matter and the door of investigation will be closed for all time 
even though it is conceivable that changing conditions might 
make it desirable not only to the carriers but to the people of this 
country that the rigid provision of the long-and-short-haul clause 
be departed from in certain instances. It is conceivable that if 
this bill becomes a law it will result in an advance of all freight 
rates of our western transcontinental carriers. This may mean 
not only an advance upon agricultural products of the farmers in 
the great Middle West, but an advance on all freight to and from 
the intermountain territory and the Pacific coast as well. 5 Oe 

There is another feature in regard to this matter which 
should be thoroughly considered before we go any further. The 
proponents of this bill are loud in their statements that it 
is “absurb for Congress to consider appropriating large public 
funds to improve our rivers for the purpose of restoring water 
transportation upon them and at the same time to allow an- 
other branch of the government to put into effect a system 
of freigh rates which will destroy water transportation.” There 
seems to be no question but that the time is ripe for the improve- 
ment of our waterways and the completion of the various projects 
as outlined by Secretary Hoover in his testimony before the Com- 
mittee on Rivers and Harbors of the House of Representatives. 
This measure is an entirely different matter, and either its 
passage or its defeat will have no effect whatever upon water 
transportation. The policy of Congress as set forth in section 
500 of the transportation act that both rail and water trans- 
portation shall be fostered and developed has been rigidly adhered 
to by the Interstate Commerce Commission in its administration 
of the present fourth section of the act. No departure therefrom 
can be permitted if it results in destruction of the water compe- 
tition. Let us not be misled by this attempt to cloud the issue 
in this case. 


N. Y. CHAMBER OPPOSES GOODING BILL 


Opposition to the Gooding bill was expressed by the Cham- 
ber of Commerce of the state of New York at its regular 
monthly meeting. 

In a resolution introduced by Edward E. Loomis, acting 
chairman of the chamber’s committee on internal trade and 
improvements, the measure is objected to on the ground that 
“it puts Congress into the rate-making business and affords the 
opportunity of making this highly technical question the foot- 
ball of politics.” 

Moreover, Mr. Loomis pointed out, “the bill would take 
from the Commission authority over a matter which it is fully 
equipped to handle, and lays down a hard and fast rule which 
the Commission should have the power to waive when the cCir- 
cumstances, in its judgment, warrant it.” 

The action of the law would seriously handicap the trans- 
continental railroads, it was declared, since, if they are unable 
to meet the competition of the water route by way of the Pan- 
ama Canal, their earnings will be .greatly reduced, and their 
only alternative would be for these lines to raise their rates 
to the intermediate points in order that earnings might be suffi- 
cient to continue operation on the present scale. This rate 
increase, in turn, said Mr. Loomis, would entail serious hardship 
in the West. 


N. Y. MERCHANTS OPPOSE CUMMINS BILL 


In a letter to Senator Watson, chairman of the Senate com- 
mittee on interstate commerce, the New York Merchants’ Asso- 
ciation writes as follows concerning the Cummins consolidation 
bill: 


This organization, as well as the United States Chamber of Com- 
merce through its referendum 43, has registered approval of volun- 
tary consolidations, but we are opposed to enforce consolidations on 
the ground that such legislation is of doubtful wisdom and there 
is + fear that if it is passed the public interest will not be 
served. 

The Interstate Commerce. Commission, in its annual message to 
Congress, made certain recommendations with respect to that part 
of the present law which requires the Commission to lay down a 
plan for the consolidation of railroads of the United States to a 
limited number of systems. We believe the recommendations of the 
Commission to be sound. We have attended many hearings growing 
out of the present act and we have reached the conclusion that con- 
ditions are such as to make it inadvisable to lay down any rule for 
the consolidation of carriers to a limited number of workable sys- 
tems, and that competition could not be maintained or existing routes 
kept open if such a plan were made effective. 

The general tendency under any such plan would be to reduce 
competition as has been amply demonstrated at the hearings before 
the Commission and we sincerely trust that the committee, of which 
you are chairman, will not record its approval of this legislation. 





FOURTH SECTION REPARATION 


Senator Cummins, of Iowa, has introduced a bill (S. 3466) 
amending the fourth section of the interstate commerce act by 
addition of a paragraph requiring carriers to pay reparation on 
account of violation of the section. The text of the bill follows: 


That section 4 of the interstate commerce act is hereby 
amended by adding thereto the following paragraph: (3) If any 
common carrier or carriers subject to the provisions of this act 
shall charge and collect for the transportation of passengers or 
of like kind of property any higher rate or charge for a shorter 
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distance that is published for a longer distance over the same 
line or route in the same direction, the shorter being included 
within the longer, or shall charge and collect any rate or charge 
which yields greater compensation than the aggregate of pub- 
lished intermediate rates or charges subject to the provision of 
this act, except when authorized by the commission or when 
such rates and charges are included in applications filed in pur- 
suance to the amendment to this section of June 18, 1910, to cover 
rates existing at the time of the passage of the said amendment, 
such carrier or carriers shall make reparation to the party or 
parties entitled to receive the same of the amounts collected in 
excess of the amounts which would have been collected upon the 
basis of the rate or charge published for the longer haul or in 
excess of the aggregate of the published intermediate rates or 
charges as the case may be, with interest at 6 per centum from the 


date such amounts were charged and collected by said carrier 
or carriers. 


RAILROAD LABOR BILL 


The Trafic World Washington Bureau 


The Senate interstate commerce committee has favorably 
reported the railroad labor bill as it was. passed by the House. 
The bill had been approved by the committee as it was reported 
by the House committee on interstate and foreign commerce, 
but adoption of two amendments to the bill by the House neces- 
sitated action on the measure as it came from the House. 

A request for the continuance of the Railroad Labor Board 
until the end of the current fiscal year, that is, to June 30 next, 
and argument in support thereof, prepared by Edwin P. Mor- 
row, have been put into the Congressional Record by Repre- 
sentative Sackett, of Kentucky. Mr. Morrow suggested continu- 
ance of the board on the ground that it should be given an 
opportunity to dispose of the 87 applications for wage increases 
now on its docket. He inclosed an estimate showing that those 
requests involved increases in pay, which, if allowed, would 
amount to $32,295,554. 

In justice to the parties that had voluntarily submitted the 
disputes placed before the board and who had spent thousands 
of dollars in their preparation and in justice to the United States 
which had expended thousands of dollars in the hearing of 
testimony, he said, the board should be allowed to continue 
its operation until the end of the fiscal year. By that time, Mr. 
Morrow said, the board would be able to clear its calendar by 
rendering decisions on all undecided disputes. He wrote the 
letter, he said, because he found from debate in the House and 
in the committee that the status of cases now pending was not 
generally understood or known. 

Copies of telegrams received by the board from various 
organizations of railroad workers were attached to the letter. 
The organizations asked the board to decide the cases in which 
they were parties. Under the proposed legislation the board 
would have no time in which to wind up any of the cases on its 
docket after the bill was signed by the President. 

In response to an inquiry with reference to the railroad 
labor bill, a spokesman for President Coolidge said at the White 
House late March 5 that whether any amendments ought to be 
made to the bill was distinctly a question for the congressional 
committees handling the matter. It was remarked that the 
bill had been referred to as an administration bill, but that the 
bill did not originate with the administration in any way and 
was an agreemenit between a majority of the railroads and the 
employes. Whether the agreement embodied in the bill was 
perfect and needed no amendments, it was said, was a question 
the President would not be able to pass judgment on without 
hearing the interested parties. It was said that the President 
thought the agreement was a matter of a great deal of promise 
and consequence and that the fact that the managements and 
men were able to agree seemed to be a long step in advance 
for amicable adjustment of wage disputes. 





GOVERNMENT IN BUSINESS 


The Trafic World Washington Bureau 


Government in business was defended in the Senate in de- 
bate on the resolution providing for leasing of Muscle Shoals 
by Senator McKellar, of Tennessee, who referred to results of 
the government’s management of the barge lines on the Mis- 
sissippi and Warrior rivers, the parcel post, and the Panama 
Canal as proof that the government was financially successful 
in business. Senator Bruce, of Maryland, questioned the con- 
clusions reached by Senator McKellar as to the financial suc- 
cess of these activities of the government in business. Senator 
McKellar urged government operation of the Muscle Shoals 
plant. 

“Has not the observation of the senator been that gov- 
ernment operation of industrial plants of every sort has in- 
variably been attended with financial disaster?” asked Senator 
Bruce. 

Senator McKellar replied in the negative, referring to the 
construction of the Panama Canal at a cost of $400,000,000 and 
declaring that the income from the canal was now about $25,- 
000,000 a year, and that it would not be long before the debt 
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for the canal was paid off, and that the government would be 
receiving something like $25,000,000 income each year. 

“I think the government in business there has been a great 
success,” said he. 

Establishment of the parcel post system was an invasion 
of private business, the senator continued, adding that the result 
had been a reduction in rates to the people. He declared the 
parcel post was more than paying its way now. He declared 
that the Post Office Department had been run at a profit under 
the Wilson administration and said the fact it had recently been 
run at a loss was due to wage increases for postal employes, and 
to extravagance by the Republicans. 

Senator Bruce challenged the statement that “at any time 
in recent years the operations of the government postal depart- 
ment have resulted in a profit.” Senator McKellar asserted he 
could back up his statement with figures. Senator Bruce con- 
tended that a large part of the expenses of the postal service 
was paid out of the general receipts of the Treasury. He asked 
whether the cost of building a new post-office building in a 
given city was paid out of postal receipts. Senator McKellar’s 
answer to that was that he had been a member of the Senate 
for nine years and “we have practically spent nothing for erec- 
tion of post offices during that time.” 

As to the parcel post, Senator McKellar said the post office 
committee had a confidential report from Postmaster-General 
New showing that the parcel post service was making a profit 
of $8,000,000 a year. 

Senator McKellar referred to the operation of the govern- 
ment barge lines and commented on a saving of 20 per cent to 
the people in freight rates because of that service. 

Senator Bruce wished to be shown detailed figures as to 
receipts and expenses of such operations as the Panama Canal 
and of the barge lines. 

“Of course, the fact the government gives the people lower 
rates is not a matter of any real significance if the government 
is covering up its deficits in the tax rates or is increasing the 
general burden of taxation to its people,” said Senator Bruce. 

Senator McKellar referred Mr. Bruce to the report of the 
Secretary of the Treasury on the Panama Canal. As to the 
barge lines, he said the expenses were not paid out of the gov- 
ernment treasury because the lines were run by the Inland 
Waterways Corporation, a government body. He claimed that, 
in the last few years, there had been a net profit to the govern- 
ment as the result of operation of the Mississippi and Warrior 
river barge services. He said he hoped to present a bill for the 
establishment of a barge line from Chicago to New Orleans and 
that he hoped Mr. Bruce would vote for it. 

“To be run by the government?” asked Mr. Bruce. 

“To be run by the government,” replied Mr. McKellar. 

“The senator will never gain my assent under any circum- 
stances,” replied Senator Bruce. “It was only at the last ses- 
sion of Congress that persons interested in water transportation 
on the Mississippi came before the interstate commerce com- 
mittee and said it could not stand up under competition with 
the railroads and asked for passage of the Gooding long-and- 
short-haul bill in order that it might be able to compete with the 
railroads.” 

Senator McKellar said that, as he understood it, the Gooding 
bill had not the slightest connection with the barge line on the 
Mississippi. 


“Yes; it has all the connection in the world,” said Senator 
Bruce. 

Senator Smith, of South Carolina, later commended the op- 
eration of the Mississippi-Warrior barge lines, quoting at length 
from statements made by Brgadier-General T. Q. Ashburn, head 
of the Inland Waterways Corporation. He put in the Record 


the statement on barge operation results printed in The Traffic 
World of February 6, p. 376. 


REDUCED INTEREST BILL 


The Trafic World Washington Bureau 


The Senate interstate commerce committee held a hearing 
March 6 on the bill introduced by Senator Gooding (S. 2929), 
providing for extension of time for payment of railroad indebted- 
ness to the government and for reduction of the rate of interest 
thereon from 6 to not less than 4 per cent. (See Traffic World, 
Feb. 6, p. 361.) 

As of December 31, 1925, the railroad indebtedness to the 
government resulting directly or indirectly from federal control 
of the railroads, totaled $306,508,442.86. Under the present law 
the Treasury must charge 6 per cent interest on this money. 
A reduction in the rate of interest to 4144 per cent, estimated to 
be the cost of the money to the government, it was poined out, 
would save the railroads approximately $5,300,000 a year. 

E. G. Buckland, vice-president of the New York, New Haven 
& Hartford, which owed the government $87,130,000, as of 
December 31, 1925, testified as to the history of that indebted- 
ness and funding plans of the company in connection with 
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urging passage of the bill. Referring to the refusal of the 
Director-General of Railroads to increase rates to meet ex- 
penses, Mr. Buckland said if the spread between revenues and 
expenses had been maintained by the Director-General, the New 
Haven would have owed the government but $27,042,265 instead 
of $87,180,000. Continuing, he said, in part: 


This company does not ask to have this indebtedness or any part 
of it forgiven. It only asks that it may have the breathing space in 
which to pay every dollar of it, and in the meantime that the govern- 
ment shall forego a profit upon an indebtedness which is greater by 
$60,000,000 than it ought to be or would have been if the property 
had been returned to private ownership with the net earning ca- 
pacity it had when taken over by the government. The need for 
this breathing space and a 4% per cent interest rate is a real one. 
The company ought not in fairness to the communities which it 
serves, be required to increase its fixed charges. It could pay off in 
something less than thirty years its entire debt to the government 
if the rate of interest were fixed at 44% per cent and the company 
were to continue to pay 6 per cent of the principal sum and apply 
the balance over 4144 per cent to discharging the principal. If the 
company is required to assume a heavier burden it will have just 
so much less with which to pay for additions and betterments es- 
sential to adequate service. The stockholders have been without divi- 
dends since 1913, which at 6 per cent on the capital stock amount 
to more than $117,000,000. The company’s credit cannot be restored 
until it has paid dividends over a substantial period of time. Until 
its credit is restored it cannot obtain funds with which to make ad- 
ditions and betterments excepting ‘at unduly high interest rate. 
Therefore, whatever the government takes above the interest cost 
to itself, is depriving the company of amounts which ought to be 
put into the property in order that it may continue to give to the 
communities through which it operates the transportation which they 
require and which is essential to their prosperity. 


S. G. Hopkins, appearing for J. D. Shatford, chairman of the 
Railroad Owners’ Association, read a statement prepared by 
Mr. Shatford in support of the bill. The statement said the 
association represented approximately one-sixth of the stock 
of Class I roads, and also approximately 5,500 of the Milwaukee 
stockholders, 2,500 of New Haven stockholders and 500 of Bos- 
ton & Maine stockholders. Mr. Shatford said he had been en- 
deavoring since October, 1923, “to obtain relief from the ex- 
cessive interest charge of 6 per cent.” 

“There are only two big means of reducing service rates 
for freight and passengers,” said Mr. Shatford. “One is. by re- 
ducing the amount which must be paid for capital, which, of 
course, means interest rates, and the other is by reducing op- 
erating expenses, assuming, of course, that we shall be com- 
pelled to maintain the present wage standard. By granting us 
a low interest rate at this time you will be clearly establishing 
a precedent and will doubtless have a great influence on future 
financing of the transportation systems. If you do not grant us 
the time we ask in which to amortize this debt, but instead 
compel a short time, you will be compelling us to finance at the 
end of that period, paying commissions to the bankers of ap- 
proximately ten millions, on the amount now due the govern- 
ment.” 

In response to an inquiry as to why the railroads asked 
forty years in which to pay the government, Alfred P. Thom, 
general counsel of the Association of Railway Executives, said 
forty years had been set as a maximum because counsel in 
charge of reorganization of the Milwaukee thought, if the rate 
of interest was fixed at more than 4 per cent, it might require 
forty years’ time. ; 

J. H. Hustis, president of the Boston & Maine, and J. S. 
Frelinghuysen, formerly United States senator from New Jersey, 
representing junior bondholders of the Milwaukee, testified in 
support of the bill. 


MOVE TO RESTORE STATE POWER 
The Trafic World Washington Bureau 


A move has been started by Senator Shortridge, of Califor- 
nia, to have Congress legislate in respect to quarantine against 
plant diseases so as to restore power to states to issue quar- 
antine order in instances in which the federal department of 
agriculture has not acted. The California senator has announced 
to his colleagues that, in consultation with Secretary Jardine, it 
has been agreed that an amendment should be proposed to the 
act of March 4, 1917, the national tree and plant quarantine 
statute. Senator Shortridge was induced to move in that direc- 
tion by the decision of the Supreme Court of the United States 
in No. 187, Oregon-Washington Railroad & Navigation Co. vs. 
State of Washington (See Traffic World, March 6, p. 632). 

In substance, the court, in that case, held that, when Con- 
gress had legislated on a subject, the power of a state over that 
subject was gone, even if the federal agent designated to exer- 
cise the power had not acted, as was the fact in this case. 
Washington tried to enforce its insect pest law against the 
Oregon-Washington because, in disregard of the state quarantine 
Proclamation the railroad hauled baled alfalfa hay into or 
through the state. The carrier was fined. It appealed to the 
Supreme Court of the United States when the state courts 
held against it. 

Senator Shortridge called the attention of the Senate to 
what he called the great importance and far-reaching effect of 
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the decision, the opinion in which was written by Chief Justice 
Taft, announcing, as before set forth, that he was drafting an 
amendment restoring power to the states under certain condi- 
tions. He suggested that senators from every state would be 
interested because many of them had quarantine laws intended 
to prevent the spread of cattle and plant diseases. He said the 
decision had already alarmed many states, as he knew from 
many telegrams that had come to him. 

John E. Benton, general solicitor for the National Associa- 
tion of Railroad and Utilities Commissioners, in commenting on 
the case, said: 

This decision, handed down by the U. S. Supreme Court on 
March 1, will be disturbing to those who agree with the President 
that we are concentrating government too much in Washington. 
One reason for its continued increase in the fact that acts of 
Congress, when they come to be construed by the federal courts, 
often reach so much further than those less skilled in the inter- 
pretation of the language of Congress would think designed. 
What is specifically provided in an act may be desirable; what 
results from the act by implication may be destructive of very 
necessary powers of local government. * * *# 

The act primarily relates to importation of nursery stock. 
It prohibits importation without a permit from the Secretary of 
Agriculture, makes it the duty of the Secretary of the Treasury 
to notify the Secretary of Agriculture of the arrival of imported 
nursery stock, and prohibits the shipment of such stock from one 
state to another without notification to the Secretary of Agri- 
culure, or at his direction to the proper state authorities of the 
destination state, and empowers the Secretary of Agriculture to 
prevent importation when necessary to prevent the introduction 
of any tree, plant or fruit disease, or injurious insect pest. * * * 

The act did provide that no imported nursery stock should be 
shipped from one state to another without notifying the Secretary, 
or if he so directed, the proper official in the state of destination. 
The purpose of notifying state officials if they are by the legis- 
lation inhibited from acting is not adverted to in the opinion. 
Perhaps the court considered that it was to enable them to 
ask the secretary of Agriculture to act. 


AGRICULTURE AND RAILROADS 


The Trafic World Washington Bureau 


Criticizing the Republican party for alleged shortcomings 
in meeting the agricultural problem, Representative Swank, of 
Oklahoma, in a speech in the House, among other things, said: 


We know that freight should be reduced on farm products, and I 
ask why this administration does not have the freight rates adjusted? 
Some stalwart republican will say that we have an Interstate Com- 
merce Commission to fix freight rates. That is true and that com- 
mission is under the present Republican administration, and if the 
administration wanted a reduction in freight rates it would be had. 
Ah, but they say the railroads must have a fair return on their 
investments. We agree to that, but what we want is to see this 
administration extend the same treatment to the farmers of the 
country. No guaranteed profit is given the farmers as is given the 
railroads. I believe that all legitimate business should make a 
reasonable profit and I want to see agriculture, the greatest business 
of all, also make a fair profit. Yes, this administration takes care 
of the railroads all right, and a statement from the Interstate Com- 
merce Commission shows the following net revenue from railway 
operations: 


Net revenue 


Mia a he bie leh tee os eel NS ee $969,346,226 
BN ise cb So icwnds Daehn lece neues teed Mh OLE Tok 1,162,779, 249 
RD 406s 4 hedulkdtave decd ebudisksuhatedhetoxstaaletes 1,412,962,592 
Be cecsiittinn <tadn hd cacnichswxpttineteh vaaloeieb AAINEbee Cees ake dias 1,304,206,157 
TE sunntdshantainntdantihveiintiatihiwdatadiieie cies Leno. 1,468,995,683 


You will note that the net revenue of the railroads of the country 
was more last year than for any of the past five years. You can take 
care of the railroads to the extent of these profits, but when any 
legislation is proposed for the farmers you refer to it as special 
legislation which should not be enacted. 


The “net revenue” figures quoted by Mr. Swank are not 
“net railway operating income.” The Commission’s official report 
for 1925 on operating revenues and expenses of Class I roads 
does not contain such a figure as that quoted by Mr. Swank for 
1925. The Commission’s statement shows the following for 
1925: Net revenues from railway operations, $1,603,352,957; rail- 
way operating income, $1,238,174,581; and net railway operating 
income, $1,136,984,243. In 1924 the net railway income was 
$986,717,759. 


METRIC BILL AND RAILROADS 


The Traffic World Washington Bureau 


Passage by Congress of H. R. 10, a bill extending the use of 
metric weights and measures in merchandising, would impose 
a probable minimum cost of $332,835,000 on the Class I railroads 
of the country, and an additional annual cost of $79,970,000, 
according to testimony given before the House committee on 
coinage, weight sand measures by John R. Leighty, special 
engineer of the Southern Railway, appearing for the American 
Railway Engineering Association, a branch of the American 
Railway Association. The engineering association, by resolution, 
has expressed its opposition to the adoption of the metric system 
of weights and measures to the exclusion of the English system 
or the American system at present in general use. 

Mr. Leighty told the committee that, if the bill were passed, 
existing tariffs would have to be recalculated on the basis of 
new weights and/or distance, and that the cost to do that was 
estimated at “well up to $100,000,000.” After explaining it was 
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his purpose to point out specifically the cost which some of 
the effects of adoption of the metric system would have on the 
conduct of the business of the railroads, Mr. Leighty said: 


It is, of course, to be presumed that in the event that the 
bill becomes a law the metric system of weights and measures 
will be used: 

“1, For buying or selling goods, wares, or merchandise, 
unless permission to use other weights and measures has been 
granted by the United States Department of Commerce or by an 
authorized State official. 

“2. For charging or collecting for the transportation of any 
goods, wares, or merchandise, unless permission has been granted 
to do otherwise by any of the authorities designated above.” 

It must necessarily follow the adoption of the new units of 
weights and measures that the standard weights and sizes of 
materials used by railroads will be on the new basis without 
complicated fractional divisions, conforming, however, as nearly 
as may be with the present sizes. 

The perpetuation of railroad properties through maintenance 
is brought about by the replacement of single units of materials 
whenever necessary, instead of the abandonment of large items 
of property and the reconstruction of new. This point may be 
illustrated by the ordinary wooden trestle bridge, of which there 
are 143% miles on the 12,200 miles of railroad with which I am 
now associated, and somewhat more than 3,000 miles on the 263,500 
miles of railroad in the United States. 

These structures are standardized on each railroad, but no 
considerable difference exists in the standards used by the va- 
rious companies. The construction is simple in order that repairs 
by the replacement of single pieces of timber may be as cheap as 
possible. 

The usual construction is to have supporting timbers either 
of piles or dimension timber spaced 12, 14 or 16 feet apart, 
which carry on top of them caps usually 12x12 or 12x14 or 14x14 
inches depending on the weight of cars and engines using the 
structure and the density of the traffic. 

The common practice is, when one of the caps on the support- 
ing bent has decayed to the point that it needs renewal, the old 
one is thrown off and another is put in its place without dis- 
turbing any other part of the structure. On the top of the caps 
there are timbers which carry the track ties. These are usually 
laid three under each rail and span over two of the supporting 
timber bents, so that the stringers are in lengths of 24, 28 or 32 
feet. The group of three stringers under each rail is packed 
together so that two of them end over a cap and a third one 
goes through unbroken. The maintenance of the stringers is 
done by taking out an unserviceable one and putting in a new 
one, so that the new one must fit into place. 

All standard plans are based upon timbers of commercial size 
stringers, so as not to require any work in dimensioning when 
repairs are made. A 7x14 inch- stringer 12 feet long under 
the metric system would be 17.28x35.56 cm. by 3.6578 m. long. 
The new standard dimension under the metric system would 
probably be 17x35 cm. by 3.75 m., which would have the effect of 
making the stringer 654x13% inches by 14 feet 33%, inches in 
dimension. 

In order to put such a new standard stringer into an old 
standard bridge it would be necessary to put a shim or packer 
three-eighths inches on the side of the stringer and one-quarter 
inch shim underneath it to raise the top to a level with the other 
stringers to make a bearing under the ties, in addition to which 
there would be a waste of 3% inches in the length of each 
stringer. The additional cost of such a replacement would be 
approximately $1 per stringer over that for replacement with a 
timber of proper dimension. 

On the 3,000 odd miles of bridges there would be 18,000 miles 
of stringers, requiring complete renewal about every 10 years; or 
about 1,800 miles per year, which would be 531,500 stringers at 
an extra cost of approximately $1 each. Similarly, as soon as 
materials are standardized to the metric system, increased costs 
would follow the application of all materials used in the mainten- 


ance of railroad property, or it will be necessary to purchase 
materials of special sizes. 


Manufacturers usually charge from 25 to 50 per cent more for 
special sizes than for regular standard stock sizes. 


In 1924 the railroads of the country spent somewhat in excess 
of two billion dollars for maintaining their property, of which 
approximately $634,000,000 was for material. It may safely be 
assumed that the additional cost due to the necessity of buying 
special sizes or using sizes that do not fit would be at least 
10 per cent or somewhat more than $60,000,000, which would 
continue indefinitely as an annual addition to the maintenance 
costs and probably would not become materially less for at 
least 30 years. 

The adoption of the kilometer as a standard of distance in- 
stead of the mile would require the changing of the mile markers 
from their present location to the new one and adding a suffi- 
cient number to take care of the increased units. There are 
about 262,500 mile-posts now in service, which would have to be 
moved and renumbered under the new system at an average cost 
of about $4 each—$1,050,000. There would be required 157,000 
additional distance markers at $5 each—$785,000, making a total 
of $1,835,000 for the comparatively unimportant item of changing 
the distance unit. 

Existing tariffs would have to be recalculated on the basis of 
new weights and/or distance, which cost is estimated by our vice- 
president in charge of traffic at $540,000. Much of this would be 
common to other roads using the same tariff rates, so that this 
amount would not multiply by the number of roads: but it would 
be safe to estimate that the cost would be not less than three- 
fourths of the above for each of the 180 class I railroads in the 
country, which would amount to $97,200,000. There would also 
be a cost for this item on the smaller roads, which would bring 
the total well up to $100,000,000. 

The cost of changing standard plans, modifying specifications, 
etc., on the road with which I am associated is estimated by the 
chief engineer and mechanical engineer as being about $75,000. 
This might be used as a guide for the cost on the other 180 
class I carriers, or a total of $13,500,000. The same work would 
have to be done on the smaller roads, which would bring the cost 
up to not less than $15,000,000. 

In addition to the change of standard plans, specifications, 
etc., it would be necessary to add to and change the shop equip- 
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ment, machinery, tools, etc., estimated by our mechanical en- 
gineer at a cost of not less than $950,000 and keep a double stock 
of supplies for repairs to equipment due to the double standard, 
which would amount to about $250,000 for a period of years 
during the transition from one standard of measurement to an- 
other, or a total of $1,200,000 for one railroad, which, applied to 
the 180 class I carriers, would amount to $216,000,000, no consider- 
ation being given to the additioinal building required for hous- 
ing the additional machinery. 

The costs suggested above are probably not all that would be 
incurred in making the change, but are sufficient to show that 
it ought not be made without serious consideration. To recapitu- 
late, we find the following as a probable minimum cost to the 
railroads of the country. 

Additional Investment Cost: 


Changing mile posts.......... Pi Sacked pea taeeewoek $ 1,835,000 
Changing tariffs...........-. RR Ne Regs baa 100,000,000 
Changing standard plans...........-sseeeeseeeeee 15,000,000 

Change in shop machinery, tools, etc, and addi- 
Nee ge Sr «+. 216,000,000 
—_—_- —_— 


$332,835,000 
Additional Annual Cost: 
DERIMESMEMESS CL DBTODOEEY 6 .c.o.cc ccisidiecccvccns cooing $ 60,000,000 
6 per cent on additional investment........... ecee 19,970,000 


$ 79,970,000 

Nothing is included in the above for the probable increase 

in claims due to errors and misunderstandings of the shipper and 

the agents of the companies. Neither is anything included for the 

additional cost in the accounting department due to the necessary 

duplication for a period of years of accounting and statistical 

records used for the purpose of comparison of current oper- 

ations with those of past years, which is very essential to the 
economic welfare of the business. 





Other railroad officials who appeared in opposition to the 
bill were Alfred P. Thom, Jr., general solicitor of the Association 
of Railway Executives; J. V. Neubert, engineer of maintenance 
of way of the New York Central; and W. P. Wiltsee, chief en- 
gineer of the Norfolk & Western. Hearings on the bill will 
be resumed March 18. 


AGRICULTURAL CONFERENCE 


A call for a conference of chambers of commerce and com- 
mercial organizations of California, Arizona and Nevada, for 
the purpose of developing an agricultural program, applicable 
to this territory, has been sent out by the Chamber of Com- 
merce of the United States, which says: 


The conference will be held at Fresno, March 26 and 27, under 
the joint auspices of the Agricultural Service of the National 
Chamber and the Fresno County Chamber of Commerce. It will 
include representatives of farmers’ organizations, production and 
distribution, banking and transportation, manufacturing and ad- 
vertising, insurance, journalism and federal and state research 
and extension work. 

The Fresno conference will mark another step in the direc- 
tion of the consideration of agricultural problems from a national 
viewpoint by the business interests of the country. Three re- 
gional agricultural conferences have been held under the auspices 
of the National Chamber, at Kansas City, Portland and St. Paul, 
during the past twelve months. These were designed primarily 
to develop ways and means by which commercial organizations 
best can cooperate with farmers in their trade areas, and brought 
together representatives of agriculture and other industries. The 
California conference will go forward and in the light of the 
principles and practices disclosed at the earlier conferences will 
deal directly, with agricultural problems of outstanding importance 
in the three states and attempt to pave the way for future agri- 
culural expansion within this territory. 

Among the subjects listed for discussion are agricultural 
credits, taxation, water, labor, crop diversification, transportation, 
rail, motor, and water and advertising. 





GIVING STATES CONTROL 


Senator Overman, of North Carolina, in S. 3445, proposes 
that the transmission of intelligence by any telegraph com- 
pany from one place in a state to another place in that state, 
but over a route not wholly with the state of origin and destina- 
tion, shall be subject to the law of such state in respect of dam- 
ages for negligence (including mental suffering or anguish), 
applicable to transmission of intelligence wholly within such 
state, irrespective of the place where the negligence occurs. 
But the proposed statute provides that it shall not be applicable 
to transmission of intelligence if such intelligence was accepted 
for transmission before the passage of the act; if such com- 
pany had no facilities for transmission wholly within the state, 
or such company permitted the sender to elect whether the 
intelligence should be transmitted in interstate or intrastate 
commerce, and such intelligence was, in accordance with such 
election, accepted for transmission in interstate commerce. 





APPROPRIATION BILL REPORTED 


_ The Senate committee on appropriations has reported to the 
Senate the independent offices appropriation bill passed by the 
House. No change was made by the committee in the proposed 
appropriation of $6,153,157 for the Commission for the fiscal year 
ending June 30, 1927. 

The committee reduced the appropriation of $18,691,000 for 
the Fleet Corporation, as provided by the House bill, to $13,900,- 
000, the amount recommended by the Bureau of the Budget, but 
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March 18, 1926 


included a provision for $10,000,000 additional to be used by the 
Shipping Board, under supervision of the President of the United 
States, for the operation of lines taken back by the board from 
purchasers on account of inability to meet foreign competition. 

President Coolidge had transmitted to Congress the supple- 
mental estimate of $10,000,000. 

It had been previously planned to enact legislation enabling 
the board to use up to $15,000,000 out of its construction loan 
fund for the operation of ships and lines taken back from pur- 
chasers. Senator Jones, of Washington, introduced a bill pro- 
viding for that. 


REDUCED RATES FOR EMERGENCIES 


Senator Mayfield’s bill (S. 3286) to authorize reduced rates 
in cases of emergency was approved, this week, by the Senate 
interstate commerce committee. A favorable report on the bill, 
the text of which was printed in The Traffic World, Feb. 27, 
p. 573, was ordered. 

In the favorable report Senator Mayfield said: 


The purpose of this bill is to grant emergency relief, in the 
form of reduced freight rates, to or from any section of the 
country, in the case of earthquake, flood, fire, famine, drought, 
epidemic, pestilence, or other disaster. The provisions of existing 
laws do not meet such conditions, and there have been numerous 
instances where emergency relief could not be had even though 
the carriers were willing to grant lower rates to meet extraor- 
dinary cases. The bill authorizes such relief to be granted by 
the Interstate Commerce Commission in its discretion, with or 
without a hearing. The bill requires that the commission shall 
define the particular section to which relief shall be accorded and 
specify the period for which it shall be granted. 


TO CONSIDER I. C. C. PROPOSALS 


The House committee on interstate and foreign commerce 
planned to take up, March 12, recommendations for legislation 
made by the Commission in its last annual report. (See Traffic 
World, Dec. 12, 1925, p. 1398.) Commissioner Esch was to appear 
before the committee to go over with it the recommendations 
made by the Commission. 


CUMMINS’ REVISED BILL 


The Senate interstate commerce committee planned to take 
up in executive session, March 13, Senator Cummins’ revised 
railroad consolidation bill. The senator has been working on the 
bill and has made several changes which he will submit for the 
consideration of the committee. The changes, it is understood, 
will not affect the main provisions of the bill relating to the 
preparation of a plan after expiration of a stated period of time 
and recapture of excess earnings. 


NON-VOTING STOCK ARGUMENTS 


The Trafic World Washington Bureau 


Attorneys for the Pittsburgh & West Virginia Railway Com- 
pany, taking note of the fact that the Commission’s decision in 
the Nickel Plate merger case seems, in part, to turn on the fact 
of the issuance of non-voting stock, have filed a supplemental 
brief in finance docket No. 5244, in which the Pittsburgh & West 
Virginia is proposing to reorganize its financial structure, part 
of such reorganization being the issuance of non-voting stock. 
They say that should the Commission consider denying the ap- 
plication in point on the broad ground that it will not approve 
any application by a carrier for the issuance of preferred stock 
with limitations on its voting power, they ask an opportunity 
for oral argument on that question before the full Commission. 
Having discussed the non-voting stock question at considerable 
length in that supplemental brief they submitted that the appli- 
cation in this docket should be granted. A proposed report has 
been issued in this case in which the examiner critically dis- 
cusses the subject of non-voting stock. 

Eight propositions are laid down by the attorneys in their 
effort to show that the proposition of the Pittsburg & West Vir- 
ginja differs materially from that of the Nickel Plate. They are, 
in part, as follows: 


1. This case involves a mere internal rearrangement of the finan- 
cial structure, 

. This case involves no disfranchisement of existing stockhold- 
ers, whereas the Nickel Plate case contemplated the elimination of 
the voting rights of large numbers of existing stockholders. 

3. This case does not relate to a road having a heavy bonded 
indebtedness, indebtedness of that sort in the Nickel Plate amounting 
to more than 65 per cent. 

4. This case does not involve a proposed issue of preferred stock 
without substantial voting power, the voting power in the case of 
Nickel Plate stockholders depending, as the Commission said, “upon 
certain rather remote contingencies.” 

5. This case does not involve any possibility of control of the 
carrier being divorced from a substantial ownership interest. 

6. The action of the Commission in the Nickel Plate case is not 
@ precedent governing this case, citing in support of that proposition 
= a ce said in Louisiana Ry. & Nav. Co. of Texas, 99 

7. The plan of internal financial rearrangement proposed in this 
case is compatible with the public interest. The fundamental con- 
tention of the applicant is this: A financial structure, in which one- 


half of the investment is represented by a security preferred as to 
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earnings and as to assets but postpened as to control of manage- 
ment, and the other half of the investment by a security which is 
postponed as to earnings and assets but preferred as to control of 
management is not incompatible with the public interest. 

8. The proportion of interest in the investment in this carrier 
represented by stock with full voting power will, after the geo 
plan has been carried through, be greater than that prevailing gen- 
erally in the carriers of the country. This Commission has approved 
and no doubt will approve in the future, financial structures in which 
stocks with full voting power represents materially less than one- 
half of the total investment in the carrier, and this even though 
the holders of securities representing the larger part of the invest- 
ment have no right to participate in the management even when their 
interests are imperiled except by the cumbersome and catastrophic 
methods of receivership and foreclosure, which is practically always 
the case with bondholders. If the applicant, instead of taking ex- 
tremely conservative course it has taken, had initially reorganized 
on the more usual basis of a bond issue, it presumably would have 
been permitted to do so by the Commission. It seems to the ap- 
plicant that a denial of the present application, made after it has 
built the property up, would be penalized for its conservatism, and 
would be a discouragement to like conservative methods of reorganiza- 
tion in the future. 


VIRGINIA DENIES FEDERAL POWER 


The Traffic World Washington Bureau 


Attorneys for the commonwealth of Virginia and the State 
Corporation Commission, in a brief on finance application No. 
4943, in which the Norfolk & Western seeks to lease the Vir- 
ginian for 999 years, contend that the federal government has 
not the power to permit the merging of parallel and competing 
lines such as it contends these roads are. that the Virginian 
and the Norfolk & Western are undertaking to do something 
beyond the power given them by the charters granted to them 
by Virginia; that the lease would not be in the public interest 
and that lease of the Virginian to the Chesapeake & Ohio would 
be more in the public interest than the merger proposed in that 
it would enable the Chesapeake & Ohio to operate the Virginian 
as a main line and thereby give the Virginia communities 
touched by them the sort of competitive service Virginia desired 
to promote when it granted charters to the two companies and 
some of the Virginia communities extended aid. Control by 
the New York Central or some other carrier would preserve 
competition, they said. 


Approval of the lease, they said, would create a monopoly 
at Norfolk. Further, they said that approval of the lease would 
give the Pennsylvania which, they said, was now in control of 
the mine fields of Pennsylvania wide control over the mine 
fields of the two Virginias. 


The brief is divided into five chapters. In the first the 
position is taken that the constitution and statutes of Virginia 
prohibit the lease and that it is beyond the power of Congress to 
authorize the lease or consolidation of parallel and competing 
carriers, where, as in this case, the state chartering the carriers 
prohibits such unification. In the second the point is made 
that the carriers are without authority to enter into the pro- 
posed lease. The third is that, the carriers having accepted 
charters from Virginia, are bound by the constitution and sta- 
tutes of that state and even granting the power of Congress to 
authorize the leasing or consolidation of competing carriers, 
the carriers will not be permitted to make such lease in dero- 
gation of their contract with their creator. The fourth chapter 
is devoted to a discussion of the parts of the interstate com- 
merce law relied upon as authorizing the lease with a view to 
showing that they are not susceptible to the construction placed 
upon them by the petitioning carriers. In the fifth the question 
of public interest is discussed with the conclusion that the 
proposed lease is very much against that interest. 

The other side of the case was presented by the applicant. 
It asserted that lease of the property to it would render unneces- 
sary the expenditure of $19,200,000 in the near future, if the 
properties are not unified and $40,000,000 in the more distant 
future, not so distant, however, that its arrival cannot be fore- 
seen for the double-tracking of the Virginian, from Princeton to 
Norfolk, a distance of 346 miles. The Norfolk & Western esti- 
mated the annual saving in the cost of operation, by reason of 
unification, at $2,000,000. In addition to that saving, the appli- 
cant said, there would be an improvement in service. It con- 
tended there was no carrier competition between the two in the 
transportation of coal, constituting about seven-eighths of the 
Virginian’s tonnage. It points out that most of the junctions are 
at rural points, the only junctions not of that character being 
Roanoke and Norfolk. In January, April, July and October, 1924, 
the brief said, only 248,263 tons could possibly have been com- 
petitive and that not more than one-third of that amount was 
actually competitive. Estimating that the actually competitive 
coal could not have amounted to more than 100,000 tons in those 
four months, it called attention to the fact that in those months 
the two roads handled almost 16,500,000 tons. There was no 
actual passenger competition, the brief said. 

As to Pennsylvania control, the brief asserted the Norfolk 
& Western was gn independent and independently operated road, 
not controlled by the Pennsylvania, although affiliated with it 
by stock ownership. It pointed out that only four of the eleven 
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directors were said to be directors. of the Pennsylvania, and 
asserted that those who had talked about Pennsylvania control 
had confused control with leadership or influence exercised by 
a large stockholder. 

As to the contention of Virginia state officials that the law 
of that state did not permit the proposed unification, the Nor- 
folk & Western flatly construed the laws of Virginia as author- 
izing the lease, but that in any event, it said, paragraph (8) 
of section 5 vested authority in the Commission to approve a 
lease under paragraph (2) of section 5 free from state or federal 
restraint. 

The applicant, speaking of the objection of the Chesapeake 
& Ohio, based on the fact that the Commissionn, in its tentative 
consolidation plan assigned the Virginian to the Chesapeake & 
Ohio, pointed to the fact that, as the applicant saw the fact, 
the president of the Chesapeake & Ohio, after the hearing on 
this application had been begun, was advised by five C. & O. 
directors that they were not inclined to enter into any lease, 
but were willing to buy Virginian stock if it could be obtained 
at desirable terms, and that nothing further had been done about 
the matter. 

Other briefs were filed by the Virginian, City of Norfolk, 
Chesapeake & Ohio, Chesapeake Western, Alpha-Pocahontas 
Coal Co. et al., City of Princeton, W. Va., and R. H. Angell, in 
his own right and as a committee representing firms, corpora- 
tions and individuals at Roanoke. ' 

The city of Norfolk said that it was in the public interest 
that the integrity of the Virginian should be preserved for the 
present. It asserted that the proposed unification would be 
destructive of material existing and potential competition. It 
asserted that the unification would result in the domination, by 
the Pennsylvania, of the anthracite and semi-bituminous coal 
fields of the United States, would be destructive of competition 
in the production and distribution of such coal and would fa- 
cilitate the formation of a monopoly of such coal. 

Attorneys for the Virginian took the position that the atti- 
tude of the Chesapeake & Ohio was that of a dog in the manger 
and that it had not been shown that that road had any plan 
or proposition for acquiring the Virginian. 


CANADIAN PACIFIC LEASE CASE 


In its formal report in Finance Docket No. 5297, lease of 
line by Canadian Pacific Railway Company, mimeographed, the 
Commission, by Division 4, held that a law of Vermont for- 
bidding an alien railway corporation to obtain control of a rail- 
road in Vermont without leave of the general assembly, was 
not a bar to approval, under paragraph 2 of section 5 of the 
interstate commerce act, of acquisition by the Canadian Pacific 
of control by sub-lease of a line of railroad extending from 
Wells River to Derby, Vt., a distance of about 69 miles, which 
has been leased and operated by the Boston & Maine. 

The line in question, referred to as the Wells River line, 
is owned by the Connecticut & Passumpsic Rivers Railroad 
Company and was leased to the Boston & Lowell Railroad 
Corporation for 99 years from January 1, 1887, which lease 
was assigned to the B. & M. on December 13, 1892. At the 
international boundary the line connects with the Massawippi 
Valley Railway which extends to Sherbrooke, Quebec, approxi- 
mately 35 miles. The Massawippi line is also leased and 
operated by the B. & M., which plans to lease it to the Quebec 
Central, a subsidiary of the Canadian Pacific. The Commission 
said that proposed transfer was not involved in the application. 

The Wells River line connects with the Montpelier & Wells 
River at Wells River; with the St. Johnsbury & Lake Cham- 
Plain and ‘Maine Central at St. Johnsbury, Vt., and with the 


C. P. at Newport, Vt., and Sherbrooke. Continuing, the Com- 
mission said: 


The Montpelier & Wells River and the St. Johnsbury & Lake 
Champlain Railroads are both subsidiaries of the B. & M. For years 
the annual operating expenges of the former road have exceeded 
its annual operating revenues by from $50,000 to $100,000, while the 
latter road has failed year after year to earn its fixed charges and 
is indebted to the B. & M. to the amount of $1,900,000 for advances 
to pay operating and interest deficits. In an effort to keep the roads 
running the management has lately been turned over to local people, 
with the hope that they can secure more traffic and can operate 
at a smaller cost than has been possible heretofore. It is testified 
that both roads must cease operation unless some way can be 
found by which they can be operated without loss. The two lines 
serve the granite-quarrying industry of northern Vermont, and the 
testimony is that their continued operation is vital to the welfare 
of the sections they traverse. The communities in the tributary ter- 
ritory have no other railroad service. Granite from the quarries 
served by the St. Johnsbury & Lake Champlain is used largely for 
building construction, while that from the territory reached by the 
Montpelier & Wells River is utilized mainly for monumental pur- 
poses. The principal markets for the granite are in the west and 
northwest. Most of the shipments move over the Canadian lines 
because they furnish an expedited service with a differential in 
class rates. 

The B. & M. proposes to sub-lease the Wells River line to the 
C. P. for the term of 30 years from March 1,° 1926. The C. P. 
agrees to maintain and operate the line; to pay an annual rental 
of $246,000, and all taxes, rates, duties, and assessments levied 
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upon the demised property or any part thereof; and at the. termina- 
tion of the sub-lease to surrender the property in the like good order 
and condition in which it now is. Permanent additions or im- 
provements made by the C. P. with the previous consent in writing 
of the B. & M. shall be paid for by the latter company on the 
termination of the sub-lease at their then value. The proposed 


— payment equals 6 per cent on a stipulated valuation of the 
ne. 


For some years the B. & M. has planned to relieve itself from the 
duty of operating the Massawippi Valley Railway, which is the only 
line operated by it in Canada. The testimony is that this _ rail- 
road originates but little local business; that its traffic is almost 
wholly overhead; and that the operation of the line has been un- 
profitable to the B. & M. The C. P. desired to secure a connection 
with the B. & M. at some point south of Newport, in order to place 
it mére on a parity with the Canadian National, which connects 
with the B. & M. at White River Junction. By so doing it is 
believed that it can increase its traffic from New England points, 
and to that end it has agreed to lease the two lines. The Canadian 
lines give the industries in New England, particularly in northern 
New England, two gateways through Canada, which, it is testified, 
have been of benefit in times of congestion, and of value at all 


—— to many manufacturers because of their differential westbound 
rates. 


Representatives of the granite industry and other business 
interests of northern Vermont testified in support of the application. 
If the proposed sub-lease becomes effective the St. Johnsbury & 
Lake Champlain and Montpelier & Wells River Railroads will con- 
nect directly with the C. P. This is expected to result in an ex- 
pedited service, a better car supply, and perhaps some reduction in 
rates through the elimination of one intermediate carrier. 

The proposed acquisition of the Wells River line by the C. P. 
is not expected to effect any substantial diversion of traffic from the 
B. & M. The C. P. service will terminate. at Wells River, where 
connection will be made with the B. & M. instead of at Newport. 
Apparently the proposed sub-lease would benefit the B. & M., the 
C. P., and the New England shippers. At the hearing, communica- 
tions from a number of New England industries were introduced in 
evidence, all favoring the proposed acquisition. The project ap- 
parently has the united support of the commercial interests in the 
affected territory. 


The state of Vermont, through its attorney general, called at- 
tention to certain sections of its general laws which provide, in 
effect, that an alien railway corporation shall not, by itself, or 
through others, own or acquire title to any railroad, or the use 
thereof, or have anything to do with the management or control 
of a railroad in that state without leave of the general assembly. 
The statute confers upon the court of chancery jurisdiction to 
enforce the prohibition. The C. P. is incorporated under the laws of 
Canada. The attorney general stated at the hearing that from such 
survey as he had made he would favor the proposed acquisition, but 
that he. thought the provisions of the statue should be complied 
with. Paragraphs (2) of section 5 of the act confers jurisdiction 
upon us to authorize one carrier to acquire control of another, either 
under a lease or by the purchase of stock, or in any other manner not 
involving the consolidation of.such carriers into a single system 
for ownership and operation, provided we find such acquisition will 
be in the public interest. In Construction of Cut-off for I. C. R. R., 
86 I. C. C. 371, we said: 

“As an administrative body charged with the determination of the 
public interest, it is not for us to question the authority of Congress, 
but to act in accord with its evident intent, leaving the courts to 
determine the validity of our action. The statute under which we are 
proceeding is framed in plain language and contains no condition, 
either express or necessarily implied, that its administration is 
subject to the limitations of state authority.” 


These observations appear equally applicable in the present pro- 
ceeding. 


Upon the facts presented we find that the acquisition by the C. P. 
of control of the Wells River line in accordance with the terms of the 
sub-lease, a copy of which is filed with the application, will be in 
the public interest, and that the terms and conditions of said sub- 
lease are just and reasonable. An appropriate order will be entered. 


LAKE CARGO COAL CASE 


Additional information as to what the Commission expects 
under its order of March 2 in No. 15007, Pittsburgh Coal Pro- 
ducers’ Association et al. vs. Ashland Coal & Iron Railway Co. 


et al., has been put out in a notice to the press dated March 
8, as follows: 


The Interstate Commerce Commission in conference today 
considered its order of March 2, 1926, reopening for further con- 
sideration the so-called Lake Cargo Coal Rates, 1925, Docket 
No. 15007, Pittsburgh Coal Producers’ Association ‘et al. vs. Ash- 
land Coal & Iron Railway Company et al., and Docket No. 15007 
(Sub. No. 1), Pittsburgh Vein Operators’ Association of Ohio et al. 
vs. Ashland Coal & Iron Railway Company et al. 

By that order all parties were required to show cause within 
twenty days from March 2 whether or not further hearing should 
be had to supplement the record already made, such showing to 
state the nature and purpose of the evidence to be adduced. The 
applications were to be made and served in conformity with Rule 
15 of the rules of practice. The Commission stated that any 
party adverse to further hearing has the right to file and serve 
in like manner a reply to all applications for further hearing 
within ten days after they have been served with copies of such 
applications for further hearing. 


The Commission has allowed the Public Service Commission 
of Pennsylvania, the attorney general of Ohio, the Tri-State Coal 
Stripping Association, and Butler Board of Commerce of Butler, 
Pa., and the Butler-Mercer Coal Operators’ Association to inter- 
vene in No. 15007, Pittsburgh Coal Producers’ Association et al. 
vs. Ashland Coal & Iron Railway Co. et al., and the sub-number 
thereunder, Pittsburgh Vein Operators’ Association of Ohio et 
al. vs. Same. Nearly all the interests represented by the newly 
admitted interveners have been heard on some of the collateral 
phases of this lake cargo coal case. 
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THE TRAFFIC WORLD 


Special Freight Services 


Seventh of a Series of Twelve Articles on This Subject, Written for The Traffe World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Preference Freight Arrangements—Part | 


High grade carload freight traffic receives special treatment 
in handling by many roads through the use of “special,” “ex- 
pedited,” “manifest,” “symbol,” or “preference” freight trains. 
Live stock, perishables, valuable carload freight, and merchan- 
dise cars of L. C. L. freight are the commodities that get pref- 
erence movement by many railroads. These trains are distin- 
guished from ordinary trains in that they are operated at high 
rates Of speed on regular schedules between important. railroad 
yards and have the’right of way over slower or ordinary freight 
trains that carry bulk freight for which there is no need for 
expeditious movement. In fact, the manifest freight trains of 
many roads take preference on movement over all other trains 
except the fast through passenger trains. Fast or preference 
freights are usually made up at the forwarding yards in solid 
trains to which cars are added or dropped at intermediate yards 
en route, but the trains themselves, unlike ordinary freight trains, 
are not classified at every intermediate yard. Classification of 
cars at the yards along the lines is a time-consuming process and 
the elimination of the practice results in the,reduction of the 
running time between the important centers between which the 
fast, preference, symbol, or manifest trains are run. Ordinary 
freight is carried on freight trains made up at various yards and 
despatched to another yard in the direction of destination when 
there is sufficient tonnage available to make up a full train. 
“Tonnage,” or “dead,” or “slow” freights operate on irregular 
schedules at comparatively slow speed and are reclassified at 
each intermediate yard or as frequently as is necessary to 
segregate cars of freight for destinations in the same district 
into solid trains of sufficient tonnage to justify movement. The 
frequency with which ordinary freight trains are moved depends 
on the density of passenger and freight traffic on the line of the 
road and the amount of tonnage available for such trains. Al- 
though the railroads throughout the country are constantly 
striving to improve their service with respect to ordinary freight, 
this class of tonnage receives attention after the requirements 
of the passenger, express, and fast freight services have been 
met. To the ordinary freight service is assigned whatever 
rights of way and motive power are available after other require- 
ments have been met. 

The scheduled fast freight services of a aubiber of railroads 
are known as “disc train” services, or there are several classes 
of fast service to accommodate the different classes of freight 
requiring expeditious movement. As a rule, preference move- 
ments fall into three general classes: 


1. Live stock and perishables. 


2. Merchandise cars of L. C. L. freight. 
3. All other classes of C. L. freight requiring expeditious 
movement. 


Disc or preference trains are operated on regular schedules 
at speeds of twenty miles or more an hour in contrast with the 
average of twelve miles an hour provided for “slow,” “dead,” 
“drag,” or “time” freight. The fast scheduled: freight trains, 
moving at the higher rate of speed, can carry only about two- 
thirds of the amount of tonnage carried by the-slower freight. 
Hence, the operating officials of roads that ‘have preference 
trains are obliged to superintend all details. of the movéments 
of the trains and to see that nothing.interferes. with the sched- 


ules. Because of the higher speed schedules and the smaller ~ 


quantities of freight per train, preference, or disc, trains‘ are 
more costly to operate than the- slower freight trains. The 
railroad operating men complain that there is much abuse in 
making tonnage “fill-ups” for such trains, cars of slow freight— 
low class merchandise, raw materials, grain, building material, 
and even minerals—being placed in the trains as a means of 
obliging certain shippers or of obtaining competitive traffic. It 
is necessary, if preference services are to be effective, that care 
be exercised in seeing that only proper freight is accommodated, 
for, in the words of L. F. Loree, president of the Delaware & 
Hudson, “the more the preference freight, the less the prefer- 
ence.” 


The details of the preference services vary considerably 
with different railroads. In general, however, special expedited 
service is given to perishables, live stock, and high grade mer- 
chandise freight consisting of valuable commodities in carload 
lots and carloads of less than carload shipments that are travel- 
ing in through cars between important industrial and commer- 
cial centers. A number of roads extend their fast freight 
Services to include many other less valuable and more bulky 
commodities that yield the railroads less revenue per ton-mile, 





in order to expedite the movement of all freight traffic over 
their rails and to improve the general quality of their freight 
transportation services. In nearly all cases cars of the sorts of 
goods that customarily move by ordinary freight trains receive 
place on fast freight trains if the cars, for any reason, are 
urgently needed by the consignees, and arrangements are made, 
either before the cars are shipped or while they are in transit, 
to have them placed on preference trains. 

Preference freight service is given selected classes of traffic 
without extra charge. It is true, the classes of traffic that get 
expeditious treatment are usually those that move at rates over 
the average for all commodities. All highly rated articles do not 
get preference movement and goods that are below the average 
railroad revenue producers sometimes get expedited service. 
Cars of low grade goods are sometimes placed on preference 
trains at the request of shippers or consignees without extra 
charge being made for the faster service, as has been said. 

The preference freight arrangements of a Selected list of 
typical railroads are given in this and the following article. 

The Preference Freight Service of the Pennsylvania System 

The Pennsylvania Railroad, in April, 1925, inaugurated a 
system of naming its fast’ through freight trains, including all 
of its preference, or symbol, trains carrying perishables, live 
stock, and high grade merchandise, as well as a number of 
slower scheduled trains carrying all classes of freight and sev- 
eral that carry solid drafts of empty refrigerator, stock, and 
bank cars. In all, 54 trains have been named distinctively and 
are operated on regular schedules between important yards of 
the Pennsylvania System. Not all of the through trains have 
the same fast schedules. For example, the “Uncle Sam,” oper- 
ating between St. Louis and Atlantic Seaboard points, carries 
perishable freight, making deliveries the third morning after 
leaving St. Louis. The “Eclipse,” operating between the same 
points, carrying merchandise, makes fifth morning deliveries. 

The names of the trains were substituted for the symbols 

by which the trains were formerly designated. The “Uncle 
Sam” was formerly Symbol Train VL-2, while the “Eclipse” was 
known as VL-4. The plan of naming freight trains for the first 
time in American transportation history was adopted in order 
to identify the trains in the minds of shippers. The names 
chosen either typify reliability, speed, regularity, or the char- 
acter of the traffic handled, or they have historical significance. 
The “Greyhound” operates between St. Louis and the Atlantic 
seaboard, carrying live stock, and makes third morning deliv- 
eries; the “Packer” carries perishable freight from Chicago to 
the Atlantic seaboard, making third morning deliveries, and the 
“Star Union Line,” operating between Atlantic seaboard points 
and Chicago, carries all freight and makes fourth morning de- 
livery. This designation makes new use of the name of the 
first through east and west fast freight line of the Pennsylvania 
that was discontinued during the period of Federal control. A 
list of some of the preference trains on fast through schedules 
carrying live stock, perishables, and merchandise is given here- 
with: 


PENNSYLVANIA RAILROAD SYSTEM—Scheduled Preference 
Freight poueteak ~yurememenees List 

Name of Train From Delivery Schedule 
Uncle Sam St. Louis Atlantic Third morning 
Greyhound St. Louis Seaboard Third morning 
Man-of-War Chicago Seaboard Third morning 
Packer Chicago Seaboard Third morning 
Gas Wagon Detroit Seaboard Third morning 
Bullet Indianapolis Seaboard Third morning 
Thoroughbred Indianapolis Seaboard Third morning 
Spark Plug Pittsburgh 


Cincinnati Second morning 
Cat Bird Norfolk Philadelphia and 
New York 
Oriole Potomac Yards New York 
Colonel Chicago Louisville 
[Invincible Chicago Cincinnati 
Captivator Cincinnati Atlantic Sea- 


board 
Pittsburgh Atlantic Sea- 
Buffalo 


board 
Philadelphia and 
Cincinnati 
Columbus 


Second morning 
First morning 
First evening 
First evening 


Third morning 
Premier 


Choo Cow 


Challenger 
Lightfoot 


First afternoon 


First noon 
First morning 
First morning 


Jersey City 
Chicago 
Chicago 





The Pennsylvania has had the best records in its history 
for prompt and regular service in preference train movements 
since its substitutions of names for symbols to designate pref- 
erence freight trains. Nine trains made perfect performance 
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Greater POWER 
and ENDURANCE in 


onc Big Brute 


wot Big Brute pull a heavy load up a steep 

hill—watch it plow its way through “heavy 
going”. Then you will realize its greater power. You 
can load it to full capacity— and more—knowing it 
is powerful enough to master the toughest job a truck 
is ever up against. 








And Big Brute is strong 
and sturdy enough to stand 
up under the greatest YF 
stress. GMC products have 
always been remarkable 
for their endurance. More 
than 71% of all vehicles 
ever built by General 
Motorsare still in active 
service. And into Big 
Brute has been built even 
greater endurance—en- f 
durance such as trucks ‘4 
have never had before. \ 
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POWER and ENDURANCE such as 
trucks have never had before made 


possible by these features 


53 Horsepower Engine 

An engine powerful enough to 
master any job a truck is ever up 
against. 


2 Range Transmission 


Two separate pairs of constant 
mesh gears give the countershaft 
two separate speeds. By merely 
shifting the range lever (which 
is easily accessible from the driv- 
ers seat) the power can be trans- 
mitted either through the low 
super-power range for “heavy 
going’,or through the high driv- 
ing range for usual requirements. 


This two-range transmission 
—an exclusive GMC feature — 
develops 30 per cent more 
pulling power than is possible 
with the same size engine and 
the usual type of transmission. 


This two-range transmission 
is also an economy feature. It 
makes it unnecessary to “over- 
power” the truck, and provides a 
power transmitting unit which 
assures economical operation 
under any and all conditions. 


Pressed Steel Frames 


The sturdy heat-treated press- 
ed steel frame, with its six cross 
members and rear end diagonal 
braces mean greater semi-flexi- 
bility and endurance. 


Radius Rods 


—relieve the springs of all 
stress except carrying the load, 
the driving thrust from the rear 
wheels being delivered through 
the radius rods direct to the 
frame. The radius rods also as- 
sure perfect alignment of the 
rear axle. 


Simpler, Stronger Axles 

—built with fewer working 
parts and great over-strength— 
the rear axle being a full floating, 
worm-gear type. 


Products of 
Yellow Truck and Coach 
Manufacturing Company 
subsidiary of General Motors 


GMC Big Brute, 34 and 5 ton trucks 
GMC 1, 1% and 2) ton trucks 
Yellow Cabs - Yellow Light Delivery Trucks 
Yellow Coaches - Hertz Drivurself Cars 
GMC 5 to 15 ton Tractors 


Sold and Serviced Everywhere by Branches, Distributors and Dealers of 
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A General Motors Product 


GENERAL MOTORS TRUCK COMPANY, PONTIAC, MICHIGAN 


A DIVISION OF YELLOW TRUCK AND COACH MANUFACTURING COMPANY 
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records in April and May, 1925, the first two months after the 
names were adopted. These trains made from 38 to 56 runs 
each, all on time. The distinctive names were found to have a 
psychological effect on yard and train crews, dispatchers, and 
freight clerks and handlers, that urged them ta better per- 
formances. An engineer of the “Greyhound” could hardly take 
himself seriously as an engineer if the “Greyhound” limped into 
destination a half day late. 

The Pennsylvania’s plan of named preference trains is 
merely a further development of an old and extensive system of 
symbol preference freight trains that link the important term- 
inals and industrial centers of the system with fast freight 
services. 

Special attention is given to all perishable freight, live 
stock, merchandise and other freight that requires expeditious 
movement. Special attention is given to the handling of the 
symbol trains in the yards and on the road. Solid trains are 
made up and run through to the destinations without reclassifi- 
cation. The cars that contain freight for preference movement 
are carefully inspected before they leave the originating points— 
in fact, before they are loaded, whenever this is possible. If the 
cars are set out of preference trains at intermediate points on 
account of being in bad order, special reports are made and the 
cars are repaired under load or are shopped and the contents 
transferred as soon as possible. Effort is made by the operating 
and mechanical departments to keep preference freight moving 
freely at high rates of speed. 


Symbol Freight Trains of the New York Central 


The New York Central has scheduled freight train services 
that connect the extremities of its lines at New York, Chicago, 
Peoria, East’ St. Louis, Louisville, and Cincinnati, and Boston 
and Philadelphia, over the connecting lines of the Boston & 
Albany and the Reading, with each other. Perishables, live 
stock, and poultry are carried from Chicago to New York and 
Boston in time to make deliveries to freight stations, team 
tracks, industrial sidings, or the rails of connections the third 
morning after departure from Chicago. 

Merchandise freight from New York City is concentrated 
at the Seventy-second street yards of the New York Central. 
Here the cars are made up in a daily merchandise freight train, 
L. S. No. 1. This train is scheduled to leave daily at 12:05 a. m., 
and stops to pick up additional cars and drop cars for inter- 
mediate points at the following yards: 


es — § Arrive— First 
ES ee a ere a 8:45 a. m. § Day 
De Witt Yards, Syracuse, N. Y........ Arrive— 3:30 p. m. | First 
Depart—11:15 p. m.j§ Day 

Seneca Yards, Buffalo, N. Y........... } Asrive— 8:00 a. m. | Second 
bere cto.08 a. m.j Day 
Collinwood Yards, Cleveland, O........ Arrive—10:00 a. m.? Third 
bt ig a. m.jf Day 
Air Line Junction, Toledo, Ohio....... Arrive— 6:30 a. m.) Third 
\ Depart— 8:00 a. m.jf Day 
a res ee § Arrive— 4:00 p. m. ( Third 
l Depart— 5:30 p. m.f§ Day 

Englewood Yards, 63rd St., Chicago, § Arrive— 3:00 a. m. | Fourth 
EE Wet center tid oae ngs cacmunncate | Depart— Day 


From here the cars are delivered to Polk street freight 
station, to industrial sidings, or via the belt lines serving the 
Chicago district, on the fourth morning after departure from 
New York. 

From Boston another symbol train, L. S. No. 3, leaves Bos- 
ton at 8:45 p. m. and carries merchandise cars in connection 
with the Boston and Albany. This train connects with L. S. No. 
1 at Collenwood Yards. Fourth morning deliveries are made in 
Chicago by this train. 

Train L. S. No. 1 also operates a connection via Suspension 
Bridge, N. Y., with the Michigan Central train, M. C. No.1. This 
train arrives at Detroit at 3 a. m. the third morning; at Jackson, 
Mich., 11:30 a. m. of that day; at Kalamazoo, 7 a. m. the fourth 
day; Kensington Yards, 12:01 a. m. the fourth day. From De- 
troit, connections are made with trains that arrive at Bay City, 
Mich., at 8:30 a. m. the fourth day and 6 p. m. the fourth eve- 
ning. Here deliveries are made to connections of through 
traffic for points beyond, as well as local deliveries to industries 
and freight stations. 

In connection with the Big Four lines, the N. Y. C. train 
L. S. No. 1 connects at Lindale, Ohio, with Big Four train No. 
95. This train operates via South. Anderson, Indianapolis, and 
Terre Haute, Indiana and Mattoon and East St. Louis, IIl., arriv- 
ing at that point at 5:30 a. m. the fourth day. Cars for St. 
Louis and connecting lines are delivered at this place. 

At South Anderson this train drops cars for Louisville, 
which are delivered there at 12:30 a. m. the fourth day. At 
Lindale, Ohio, cars are turned over to Big Four train No. 91 
for Cincinnati. This train is operated through Bellefontaine, 
Ohio, and delivers cars at Cincinnati the third day. Cars for 
Columbus are cut out of L. S. No. 1 at Lindale, made up in Big 
Four train No. 67 and delivered at Columbus at 6 a. m. the 
third day. B. F. train No. 95 takes cars from L. S. No. 1 at Lin- 
dale, arriving at Indianapolis at 11:30 a. m. the third day and 
at Peoria, Ill., at 9 a. m. the fourth day. 
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Corresponding merchandise symbol trains are operated east- 
bound from these points. Train N. Y. 4 carries perishables from 
Chicago to New York and Boston, making third morning deliy- 
eries at each of these points. Train N. Y. 6 is used to haul 
perishables and live stock between Chicago and New York and 
Boston, making third morning deliveries. Train N. Y. 10 carries 
merchandise between the same points on a four-day schedule, 
Train X. N. 2 is used for live stock and poultry traffic, east- 
bound, between the same points, and is scheduled to make the 
same time. Eastbound perishable traffic is handled from Chi- 
cago and Michigan Central points on trains C. S. 2 and N. Y. 2 
of the M. C. and N. Y. C. to New York and to Boston in con- 
nection with the B. & A. Third morning deliveries are made at 
both these destinations. Third morning deliveries of perishables 
and live stock are made at both New York and Boston. Perish- 
able freight coming to the New York Central at East St. Louis 
is handled in trains B. F. 94 and N. Y. 4. Cars containing these 
commodities leave East St. Louis daily at 3 a. m., arriving in 
New York at 3 a. m. of the fourth day. 


Joint Traffic with Connections 


The Reading collaborates with the New York Central in 
offering through merchandise service between Chicago and other 
points on the New York Central system west of the end of the 
Reading Company’s lines and points in eastern Pennsylvania, 
particularly Philadelphia. Reading trains 57 and 59 are made 
up daily at Broad street yard and Port Richmond, Philadelphia, 
respectively. These trains arrive at Newberry Junction, Penn- 
sylvania, early the next morning, where cars for movement over 
the N. Y. C. are made up in train L. S. 7 of the New York Cen- 
tral. The route of this train is via Clearfield, Pennsylvania; 
Ashtabula, Ohio; Collinwood Yards, Cleveland, Ohio; Air Line 
Junction, Toledo, Ohio; Elkhart, Indiana, and Englewood, to 
Chicago. Four day deliveries are made of Philadelphia merchan- 
dise cars Over this route. 

Hastbound merchandise cars are consolidated into through 
symbol trains daily at Collinwood yards. Train C. P. 2 carries 
Philadelphia and eastern Pennsylvania merchandise cars to 
Newberry Junction, where they are made up into symbol trains 
58, 56 and 52 of the Reading. Eastbound perishable traffic for 
Philadelphia and eastern Pennsylvania is handled by the New 
York Central via Buffalo, N. Y., the Lehigh Valley, and Reading. 

A through expedited service for merchandise and perish- 
able traffic is operated by the Reading, Central Railroad of New 
Jersey, New York Central (West Shore), and Boston & Albany 
railroads. Cars of these commodities are handled by combina- 
tions of symbol trains, leaving Philadelphia at 8:45 p. m. and 
traveling via Jersey City, N. J.; Weehauken, N. J.; Selkirk 
Yards, N. Y.; the Castleton Cut-Off, the Hudson River Connect- 
ing Railroad, to Boston. This through service permits deliveries 
to be made in Boston the second morning after departure from 
Philadelphia. Similar scheduled service is maintained south- 
bound over the same route. ; 

The symbol or scheduled fast freight services of these roads 
is typical of the high standard of service that is offered to per- 
ishables, live stock, poultry, and merchandise freight by the 
carriers in the eastern section of the United States.’ 


The “Arranged” Freight Train Service of the New York, New 
Haven & Hartford Railroad 


The New York, New Haven & Hartford has recently re 
vised its schedules covering its arranged services. This road 
has a comprehensive system of “arranged,” or preference, serv- 
ices, including inter-division, local, boat, and miscellaneous ar- 
ranged services. Daily through trains are operated between the 
important terminals of the New Haven from Harlem River, on 
the south, to Boston, on the north. These trains handle perish- 
ables, merchandise, fish, and other expedited freight at high 
rates of speed and with few stops. | 

The regulations governing the service provide that no 
changes may be made in the arranged services without the au- 
thority of the superintendent of transportation. The trains han- 
dling perishables, boat freight trains that make connections with 


1. The writer is indebted to G. C. Woodruff A. F. T. M.; J. B. 
Dwyer, G. A. Freight Traffic Department, and H. A. Barnes, Chief 
Clerk of the General Agent’s Office of the New York Central for 
data regarding the services of their system. 


the coastwise lines that operate through freight service in col- 
nection with the New Haven, and the “time” freights are desig- 
nated by symbols to distinguish them from local or slow extra 
freight trains. The preference trains have preference over all 
extra or irregular trains. Connecting divisions, junction points, 
and yards are kept informed as to the movement of these 
through arranged trains so that they may be prepared to hat- 
dle them without delay. 

Freight agents, yard masters, and freight conductors are 
required to familiarize themselves with the preference schedules 
and keep the dispatchers informed as to the number of cars to 
be delivered and picked up at each yard and station. 

If the tonnage of preference freight does not equal the 
hauling capacities of the engines assigned to the arranged trails, 
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slow freight may be added to the extent permitted by the engine 
ratings and carried on the trains. This slow freight must be 
cut out en route when such action is necessary to make room 
for perishable or time freight that must be picked up en route. 

The fast freight arrangements of other typical railroads will 
pe discussed in the following article. 


HOOVER ON WATERWAYS 


Herbert Hoover, secretary of Commerce, in an address at 
the annual banquet of the John Ericsson Republican League of 
Illinois, at Chicago, March 9, spoke as follows: 


The pioneer settlement of the Mid-West was due peculiarly to 
its natural waterways. Then came the railways, more efficient than 
the shallow barges and packet boats which plied the unimproved 
rivers—and the rivers died out of importance in our economic life. 
But once more science and engineering have brought about a revolu- 
tion in river improvement, in canal building, in ship and barge con- 
struction which make possible to again give back to the waterways 
the cheaper transportation for many kinds of goods. Then came the 
war with its shifts in great economic currents adversely affecting 
the Middle West, which today make it doubly urgent that we take 
advantage again of these great natural water courses. 

The necessarily large advance in our railroad rates as a result of 
realignment of values from the war serves to put a row of tollgates 
around the Middle West, which together with the completion of the 
Panama Canal and with ocean rates maintained at the low pre-war 
basis all combine to distort the economic setting of this whole sec- 
tion. 

It has placed Mid-West agriculture and Mid-West industry in a 
new relationship to different parts of our country and to the world 
markets as a whole. It is not as if all trade routes had remained 
the same and all transportation in the world had been advanced 
in rates an equal amount. The shift in currents and the unevenness 
of advances works to the great disadvantage of the Middle West. 

If we would restore these relationships we must find funda- 
mentally cheaper transportation for our bulk commodities and raw 
materials which we both export and import into the Mid-West. 

With the higher cost of labor and materials we cannot expect 
any consequential reduction in our railroad rates without ruin. to that 
vital circulating system. Our railways have reached the highest ef- 
ficiency in their history and we must. maintain them in that con- 
dition. We cannot close the Panama Canal. Nor can we arbitrarily 
raise Atlantic ocean and other sea rates, because the standards of 
living in the rest of the world, unlike our own, have not increased 
over pre-war, and therefore the cost of operating foreign overseas 
shipping is not far from a pre-war basis. 

A study by the Department of Commerce of these combined fac- 
tors in their effect upon the Middle West indicates clearly a great 
pressure against her interest. The Panama Canal has drawn the 
Atlantic and Pacific seaboards and their back country economically 
much closer together. We can roughly visualize this if we set up a 
new measuring unit in the shape of the number of cents which it 
takes to carry a ton of staple goods at present rates. Using that 
measuring rod and taking in every case the cheapest route, we find 
that before the war New York was 1904 cents away from San Fran- 
cisco, while now it is only 1680 cents away. But Chicago, which was 
2610 cents away from the Pacific Coast before the war, is today 
2946 cents away. In other words, Chicago has moved 336 cents 
away from the Pacific Coast while New York has moved 224 cents 
closer to the Pacific Coast. A similar calculation will show that in 
the same period as ocean rates remain about the same, Chicago has 


moved 594 cents away from the markets of the Atlantic seaboard 
and South America. 


The same ratios apply to the other mid-west points. All this 
causes certain types of mid-west business to migrate to seaboard. It 
steadily tends to establish manufacture nearer to seaboard and farther 
from the heart of agriculture, to the mutual disadvantage of both. 
Nor does this apply wholly to goods shipped out and into the mid- 
ae It as aera — one —— 7 interior distribution. Indi- 

ual merchants and manufacturers in the interior wil Vv - 
dreds of instances of all this. er Cee See 

This disturbance in relative rates affects agriculture even more 
deeply than industry. Our competitive agriculture lies to a large 
degree in Argentina, Australia and India. They are all nearer to sea- 
board and ocean rates remain the same as pre-war, while our rail rates 
on wheat, for instance, have increased about 6% to 12 cents per 
bushel. Therefore foreign farmers reach European markets at a less 
cost in proportion to pre-awr than can our mid-west American farmer. 
What these differentials are is difficult to work out accurately, for their 
short rail hauls also show some increase, but in the main they repre- 
sent a large part of the increase in our railway rates. 

I believe most of those who have examined the question agree that 
if we were able to run ocean shipping into the lakes and if we had 
the Mississippi waterways ary | modernized we could show savings of 
from 6 to 11 cents per bushel in transport from different parts of the 
mid-west, or about the amount of rail rate increases. 

I believe all students agree that the cost of transportation is a 
deduction from the farmer’s return at the world’s markets—more than 
that, the price at which he realizes from his surplus in foreign and 
seaboard markets influences the price of his whole product so that the 
effect of increased transportation rates to these markets is far greater 
than the bare amount exported out of the mid-west. It is an enor- 
mous sum when applied to our crops and is one of the contributing 
causes of the farmer’s post war difficulties. 

In any examination of our country for remedies we naturally turn 
to the development of the magnificent natural waterways by deepen- 
ing them so as to permit modern barges on the rivers and ocean ship- 
Ping to the lakes. Some months ago, speaking in Kansas City, I put 
forward the idea that we must visualize our inland waterways as a 
great connected transportation system, rather than as disconnected 
lake, canal and river projects. These broken segments in improve- 
Ment of our waterways are, I believe, both the reason for their failure 
in the results that had been hoped for them, and at the same time 
proof that if we would complete and organize our interior drainage 
into a modern consolidated transportation system we shall go a long 
Way toward solving this whole economic problem. 

Our waterways naturally comprise two great inland systems—the 
Mississippi system of modern barge lines and the Great Lakes system 
of ocean steamers, both reaching to the sea and to Chicago. If we 
examine our possibilities in this vision we find that the rivers of the 
Mississippi drainage between the Alleghenies and the great plains are 
disposed _typographically in such a fashion that by deepening them 
We could project a 9,000 mile consolidated system, through which 
twenty states could find cheaper transportation for their import. and 
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export raw materials and much advantage in interior distribution. 
That system would comprise an east-west trunk line from itienere 
through St. Louis to Kansas City, a distance of 1,600 miles, along the 
Ohio, Mississippi and Missouri, and it would also comprise a north- 
south trunk waterway from Chicago to New Orleans. 

Both these main lines should some day be deepened to nine feet. 
Most of this distance (except parts of the St. Louis-Kansas City sec- 
tion) can be given this depth within five years. The lateral rivers 
would be of less depth (mostly six feet). By systematic improvement 
of these lateral rivers we can bring into the system all the great area 
comprising St. Paul and Minneapolis, Omaha and South Dakota points, 
Chattanooga and Nashville, and Little Rock, and by completion of the 
coastal canal, we could bring in Galveston and Houston; and so on 
with the other possible rivers. In this way we could create one con- 
solidated system of transportation with about 3,000 miles of what we 
might call the main line, and some 6,000 miles of laterals, giving an 
outlet to the world through the Gulf. We have been engaged for 
many years at work on parts of this system, gradually improving it, 
deepening it, so as to permit of modern craft. But, unfortunately, we 
have conceived it as a series of local improvements and today it lies 
in many disconnected segments. 

The Great Lakes system is an equally important part of this 
whole problem, for it presents the possibility for a cheapened trans- 
portation for import and export of grain and raw materials and other 
goods to Europe and the North Atlantic for twelve or fifteen states 
in the heart of the mid-west. The lakes today are the greatest inland 
transportation system in the world. But at the present time the out- 
ward traffic from the lakes to the sea has to pass through double han- 
dlings and less economically operated craft made necessary by move- 
ment through the twelve-foot Erie Canal or the fourteen-foot St. 
Lawrence Canal. We know from an engineering point of view that it 
is entirely feasible to make every lake port an ocean port. Chicago, 
Milwaukee, Duluth, Detroit, Cleveland, Buffalo and all their hinter- 
land of states would at once come miles nearer to the seaboard. A 
twenty-five-foot waterway will admit seven out of eight of all ocean- 
going vessels that come to our harbors. This system for ocean-going 
ships would comprise over 3,000 miles of routes and give the mid- 
west its needful outlet to the Atlantic. 


Thus we have two great systems of inland transportation with a 
combined length of nearly 12,000 miles. Now, the present physical 
situation of these partially developed waterway systems is much the 
same in many aspects. he Great Lakes system lacks deepening of 
the connecting link to the sea, so that ocean-going vessels cannot 
penetrate into the lakes. The Mississippi system is two-thirds physi- 
cally deepened, but in disconnected sections, so that modern barges 
cannot operate systematically over it. As transportation systems they 
might be compared with the great railway system which has occa- 
sional stretches of narrow-gauge tracks. In such a case the volume 
of goods that could be handled would diminish to the capacity of the 
moumese link, and the cost of transportation would be enormously en- 
hanced. 

The question at once arises whether the completion of these sys- 
tems will give the relief that we seek. 

The proof that it will give this relief lies in the fact that the mod- 
ernized section from St. Louis to New Orleans is today transporting 
grain and other goods profitably at rates equal to pre-war railway 
rates. It would work even more economically if it were part of a great 
system with its larger business and more mobile equipment than as 
a single segment. We know also the economies that we can obtain 
by through traffic from the lakes in ocean steamers. 

There are other reasons why these systems should be completed 
beyond even those I have mentioned. A quarter of a century hence 
we shall have 40,000,000 more people. Our railways and their terminals 
would need to be enormously expanded to care for these future Amer- 
icans and we can secure much of these added facilities by water at 
much less capital outlay and a decreased cost of handling many kinds 
of goods. Nor will all this waterway improvement injure our railways, 
the preservation of whose welfare we must safeguard as the primary 
circulating system of our country. That they need have no fear is 
demonstrated by the fact that we have in twenty years added 17,000,- 
000 automobiles carrying as many passenger miles as all the railways. 

Yet the railways have grown also in the meantime. Moreover in 
the waterway case, if we can decrease the cost of distributing goods 
Wwe can increase the consumption of goods and thus increase the total 
traffic. There also are other important reasons for completing the 
waterways. It will assure the better distribution of population, and 
will be of vast importance by bringing industry into the agricultural 
area with its scores of interacting benefits to both. Industry and 
agriculture each benefit from nearer markets and greater diversifica- 
tion of employment. 


There are engineering problems yet to be solved in completing the 
lakes system. The engineering work on the Mississippi system is 
complete and we need no delay in undertaking it. 


I am happy to report to you that the President has expressed his 
willingness to approve an increase in appropriations for river and 
harbor work which will permit of an expenditure of about twenty 
millions of dollars next year upon the Mississippi system. This has 
been reported favorably by the House committees. Your senators have 
given it high standing in the Senate. The engineers state that about 
five years of work on this scale will complete the job, provided the 
states do their share. Under the present methods of appropriations 
the United States engineers determine the distribution of appropria- 
tions, and thus no one can charge log-rolling or the pork-barrel. That 
former system was responsible for much waste and for the erratic 
character of our waterways in the past, but the present method is a 
guarantee for the future. I hope that the battle for the construction 
of the great Mississippi system will be won at this session of Con- 
gress. I therefore believe that we are in sight of the nine-foot chan- 
nel from Chicago to the Gulf. It will open to you import and export 
markets to the Caribbean and South America on terms which you 
have not hitherto enjoyed. The economic position of Chicago and the 
mid-west will then be assured and much relief will have been secured 
for our farmers, 

But great as this accomplishment will be, the unlocking of the 
Great Lakes System to the sea is of first importance. Transportation 
on the Great Lakes involves two great problems—a deep channel to 
the sea, and a stabilization of the levels of the lakes. At my sugges- 
tion, two years ago we entered upon an agreement with the Canadian 
government for a joint. and conclusive engineering investigation of 
the St. Lawrence route. Our engineers are also making a compre- 
hensive engineering review of the shipway route across New York 
state. These investigations will be completed within a few months. 
We already know that twenty-five-foot canals can be built upon both 
routes, but until we have the complete engineering data whereby we 
can compare the cost of construction and the advantages in operation 
of the two routes. it is useless to enter upon debate as to their com- 
parative merits. When we have the facts and conclusions in hand, we 
can then hammer them out on the anvil of debate. 

But in the meantime there is another series of problems con- 
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nected with the Great Lakes System which demands our attention. 
During the last seven years the levels of our lakes have been steadily 
falling. A pons J of two to three feet in water levels has greatly im- 
paired the traffic for the depth in our lake harbors and connecting 
canals have been decreased by just that amount. It is computed that 
the loss in transportation on the lakes during the past season alone 
amounted to upwards of nineteen million dollars because of its 
shrunken depths. The United States engineers report that something 
less than one-sixth of this fall has been due to diversion at Chicago 
and five-sixths to the climatic cycle. 

We are well advised at Washington of this fall in lake levels. 
Protests from our own lake cities and lake states and from Canada, 
all directed at Chicago; litigation in our courts; bitter denunciation 
in the press and by public bodies—all these are showered upon us 
daily. I do not propose to enter into a partisan discussion of these 
questions, although it may be safe to hazard that Chicago is not to 
blame for the climatic cycle. Moreover it is plain that she must have 
some water from the lakes. Quarrels concerning water quickly get 
from the realm of engineering into the realm of emotion. The real 
question is to hold more water in the lakes. Lawyers and courts 
cannot hold it there—but the engineers can. Litigation produces feel- 
ing but not water. I have observed throughout the whole country 
that for some reason quarrels over water questions create more emo- 
tion than even land questions. And I ask all the lake region to con- 
sider that before the controversies go further we had better spend our 
money on cement and steel rather than on the lawyers. We should 
be as much concerned with the five-sixths of the drop in the levels 
as we are with the one-sixth which it is proposed to remedy in the 
courts. Our United States engineers tell us—and we have the best 
engineer corps in the world—that they can restore the level of the 
lakes by curtailing the outflow at Niagara until they fill up. They 
tell us that proportionately to the gigantic outflow it is a small job. 
By so doing we will have equalized the vagaries of climate and sta- 
bilized the vagaries of emotion. 

I am in hopes that we may be able to enter upon friendly dis- 
cussion with our Canadian friends upon these many problems of the 
lakes. I believe that upon examination by reasonable,men bent upon 
solution, it will be found that there is complete mutuality of in- 
terest between our two countries in these matters, and that we 
shall be able to propose solutions of cement and steel which will 
protect all the cities and interests upon the lakes whether in Canada 
or the United States, including Chicago—and we belitve it can be 
done by engineers much more effectively than by the courts or in- 
ternational dispute. 


WATERWAY ADVOCATES CLASH 
The Trafic World Washington Bureau 


Army engineers have submitted an adverse report on the 
proposed all-American ship canal connecting the Great Lakes 
with the Hudson River. The engineers held that the construc- 
tion and operation of the proposed waterway would require an 
expenditure largely in excess of the probable benefits to be de- 
rived from such a waterway. 

The Great Lakes-St. Lawrence Tidewater Association, pro- 
ponent of the lakes-to-ocean waterway via the St. Lawrence, 
through Charles P. Craig, executive director, declared in a state- 
ment this week that Secretary of War Davis, by voicing approval 
of the proposed all-American waterway between the lakes and 
the Atlantic Ocean, via the Hudson River, from a military point 
of view, had injected “a nasty issue” into the proposals. 

In letters to Chairman Dempsey, of the House committee 
on rivers and harbors, Secretary Davis, Secretary of the Navy 
Wilbur and President Crowley, of the Fleet Corporation, voiced 
approval of the proposed all-American waterway. 

“Thousands of miles of peaceful unguarded boundary line 
between Canada and the United States after more than a cen- 
tury suddenly becomes a menace to peace, according to Secre- 
tary of War Dwight F. Davis,” said Mr. Craig, quoting the fol- 
lowing from Secretary Davis’ letter to Chairman Dempsey: 
“From the military standpoint it is essential that waterways 
connecting the Great Lakes with the Atlantic seaboard shall be 
entirely within American territory.” Continuing, Mr. Craig, in 
part, said: 


This is a bit of real vital news for in all the years that the de- 
velopment of the St. Lawrence River for deeper shipping has been 
discussed and studied, never has this thought of defense or danger 
therefrom been expressed by an army engineer, a war strategist, 
or a secretary of war. Three administrations have approved the 
development of the St. Lawrence for ocean navigation as a relief to 
the freight congestion and high cost of transportation for the north 
Mississippi Valley. 

Secretary Davis thought of this eminent danger and gave expres- 
sion to it after suggestion and coaching from Chairman Dempsey, 
a bitter opponent for purely local reasons, of the St. Lawrence de- 
velopment. 

Time after time our best army engineers have surveyed the St. 
Lawrence route and never once has any one of them reported that 
development was hazardous from a national defense standpoint. 
Many times eminent engineers, both army and civil, have reported 
on routes, various and sundry, across New York State and never 
once has one of these engineers thought to make favorable report on 
these projects because of national defense. 

This “national defense’ discovery was left for the strategists— 
eee and Davis. 

ecretary Davis was timely with his report—for the Congress, 
at the insistent urging of Mr. Dempsey, last year made further ap- 
propriation for a survey of a route across New York state to connect 
the Great Lakes with the ocean. There were a half dozen reports 
available but yet in order to satisfy Dempsey another report was 
ordered. The division engineers who made the report—Secretary 
Davis’ own army engineers—after careful study and research reported 
to their superiors that the pet Dempsey route across New York state 
is not feasible because of the high cost of operation. This report, 
bear in mind, is not final—only the report of the divisional en- 
eers—and must still go to the army engineering board for check- 
ng and approval. 

The report, however, being in harmony with former reports means 

that the only feasible workable route out to the sea from the Great 
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Lakes is nature’s way—down the St. Lawrence. Mr. Dempse 
ay | said the north Mississippi Valley is entitled to get to the Mn 
ut when the army engineers won’t make the kind of report he wants 
he appeals to the secretary of war and is accommodated with a letter 
raising the issue of national defense and danger. , 
This letter of Secretary Davis is timely for the opponents of 
deep shipping for forty million landlocked American citizens, lo- 
cated in the north Mississippi Valley. Timely because it comes in the 


face of an adverse report on a route across New York stat 
Dempsey has been trying to put over. 7 oe 

However, Secretary of War Davis, with his accommodating letter 
to friend Dempsey, raises a nasty international question of defense 
between friendly neighbors. For more than a century the United 
States and Canada have had 3,000 miles of unguarded boundary line— 
not a soldier, not a gun, not a suspicion, not a fear—and now the 
secretary of war of the United States raises the question of defense 
One hundred years of peace between Canada and the United States. 
one hundred years of unguarded boundary lines between two great 
nations—this a world wonder and a world example—is now to be 
broken or jeopardized merely to defeat forty million landlocked 
— = their natural desire to use the St. Lawrence as a way 
out to e sea. 


The letter of Secretary Davis raises a nasty issue for if we build 

a deep seaway across New York because we are afraid to trust 

Canada and join her in deepening the St. Lawrence, then rightfully 

the nine million people of Canada could well insist upon developing 
the om Leg as a means od their defense. * * * 

» aS a nation, we are going to do something for national de- 

fgnne | get on aa up es gy — than digging a canal ae 

e—a cana a e army engi P 
and never even suggested. J wre ee 


If we are going to do something for navigation let us tak 
reports of cuales engineers and then build a seaway that a 


serve all the people of our count 
javte-aanen eae ry and equalize the freight cost for 


If we are going to play politics and juggle facts, spend the people’s 
money for honest information and then when it is found that the 
report is adverse, raise the bug-a-boo of national defense against a 
friendly neighbor, one-twelfth our population, then we ought to hang 
our heads in shame. : 

Secretary Wilbur, in his letter to Chairman Dempsey, said 
he was of the opinion that the proposed all-American waterway 
would be “a very important addition to the transportation sys- 
tem of the country and would be, therefore, an important asset 
to the national defense,” and that a waterway “of this type, to 
be an asset to the national defense, must be entirely within 
the limits of the United States. 

President Crowley said that, as between the St. Lawrence 
route and the all-American route, it seemed to him that the 
American people should be more interested in developing that 
one which would be wholly within their own territory “in pref- 
erence to the expenditure ‘of millions of dollars on an improve- 
ment which will not only be very largely in foreign territory 
but which will probably contribute more to the development of 
Canadian ports than ports of the United States.” 

Proponents of the St. Lawrence waterway project lodged 
objections with President Coolidge against the statement made 
by Secretary of War Davis with reference to the proposed all- 
American waterway between the Great Lakes and the Atlantic 
Ocean. Senators Willis, of Ohio, and Lenroot, of Wisconsin, 
accompanied by other advocates of the St. Lawrence project, 
called on the President and also on Secretary Davis. It was 
declared by the proponents of the St. Lawrence project that 
the all-American waterway would cost $600,000,000, with $30, 
000,000 for maintenance, as against a cost of $270,000,000 and 
$2,500,000 for maintenance for the St. Lawrence project. 

Secretary Davis said he had made no comparative study of 
the two routes and that in his letter to Chairman Dempsey he 
had answered a specific question from Mr. Dempsey as to the 
military value of the all-American project. He also said he had 
not attempted to state whether the military value of such a 
waterway was sufficient to justify the construction of it, nor 
had he looked into the commercial phases of the question. 
It was also stated that the Secretary had not formed an opinion 
as to the relative merits of either of the proposed routes. 

Hearings on the adverse report of army engineers on the 
proposed all-American route were begun this week before the 
river and harbor board of the army engineers’ corps. Chairman 
Dempsey attacked the adverse report and read into the record 
the letters from Secretaries Davis and Wilbur and President 
Crowley. The adverse report, on the other hand, was supported 
by Representative Sosnowski, of Michigan, and others. A dec 
laration by Mr. Sosnowski that the letters of the Secretaries 
were in the nature of threats to subordinate officers who would 
pass on the proposal and that they should not have been written 
while the army engineers had the matter up for decision brought 
a statement from Major General Jadwin, presiding at the hear- 
ing, that the Secretaries could not be criticized before the board. 
Mr. Sosnowski insisted he had the right to criticize the Secre- 
taries, declaring that opponents of the all-American route could 
meet the views of proponents of the route. It was finally de 
cided that testimony on the military phases of the project would 
be heard later. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for Janu 
ary, 1926, shows 18,275 cars held overtime—a percentage of 


08.33—as against 16,112 cars—a percentage of 07.60—for Janu 
ary, 1925. 
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CANADIAN CAR LOADING 


Car loading the week ended February 27 was slightly lighter 
than the previous week. Grain loading was 387 cars heavier, 
coal was 399 cars lighter, pulpwood was 557 cars lighter, and 
the total was down 590 cars. Compared with the corresponding 
week in 1925, total loadings were 3,052 cars heavier, principally 
from increases in lumber, pulp, and paper, other forest products, 
merchandise, and miscellaneous freight. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
-—For the Week Ended— 




























































Feb. 27, Feb. 20, Feb. 28, 
vi, hh 
in and Grain Products.........sseee++ 2,49 : 2 
Bhat ict aki ke ecseeeets 837 872 903 
DD <1. cdhicuceceeseeb eset sie eenneeeeeeae aanane 2,916 3,839 
COKE ccc vcccccccesececs w0sicieeateeseneeoesne 663 731 278 
Lumber See ee See SESS esEEeseeeeSFeESESSSeee 2,408 2,613 2,134 
PUNO cicccccdcsvsevedesccouemowenegeece BpTee 3,941 3,683 
Pulp and Paper.....cscccccccccccccscccscece 2,433 2,359 2,206 
_* Forest Products....... whbonsobenbes as a 1 as3 
TE. cceccvessce eeeee eeeeaeeseee . eeeeeee 
QPTGRRMEESS, Te. ©. Loves ccvcevcoscccceccee Matas 11,006 10,701 
ccionaaes. ee err ree ee err 9,176 7,642 
Potal Care TAGS. oo ic ccececesecersie 37,490 38,386 35,873 
Total Cars Received from Connections 34,367 33,346 30,115 
WESTERN CANADA 
Grain and Grain Products..... aiewd eunsies \ SEO 4,388 4,828 
Live BtOK. .cccccccccccvcvcesevececesoceeees 872 914 
2 PC EE SERCO 2,131 2,232 
ONE 26156 has weagnes aebedbeb0Sscevesdidudiente 49 5 43 
DN a. iilinlns Cia didba tele wieainwibo@eiaadete 948 920 681 
POINT bx ccicte nose vbGdideosewnlimescebche 542 537 396 
St GE IED 0 o's 654. 06 00804eodbeveesesee 387 349 213 
Other Forest Products..........se0e 2,069 1,995 1,646 
OR. d6ceesdda~en <0 Samak oe ea eae a ee ou my ate 
Merona; Ga Cy Lee iéeciccdsvcdicvadsics e ’ ’ »429 
SIS cco sedenascecaGh <u coon 2,375 2,172 1,761 
PONE Cate: ERGO G iisidkes scncdse icesbes 18,074 17,768 16,639 
Total Cars Received from Connections 2,606 2,466 2,602 
TOTAL FOR CANADA 
Grain and Grain Products..........seee++ 6,908 6,521 6,727 
RAVO EE cc scd occwodssetwee 1,744 1,817 
5,047 6,071 
° 781 321 
SO aa Wevdtevetescscteoceecocegtes See 3,533 2,815 
ea 4,484 4,079 
GU SN cn acc deccesececeweeceseee | me 2,708 2,419 
Other Forest Products.........ccccccecees 4,087 3,913 3,598 
RO add MasibNuhh © Vaehsas 646s c6sencteiceecets Dee 1,472 1,136 
Merchandise, Li. C. Li.....eceeeceece covces 28,008 14,603 14,126 
Miscellaneous........cceseeeses wihipide aan --. 11,096 11,348 9,403 
Total: Cars TeeOe so. occisiccss veecccve 55,564 56,154 52,512 
Total Cars Received from Connections 36,973 35,812 32,717 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products..... Perret Te 61,183 53,527 
SD: CE aaa or aeeCib tbnweaneveaslneeees bes 15,920 18,153 
BN Wide bbe ek6wes cen scesvesacweusedaiee- obs 42,586 47,813 
DL sist owsccipewnte-ec able de tsb agabemere tide 4,570 2,514 
iT uncutaneabnanwebtnendelinettienets 24,192 22,795 
DEINE oc anene oc gihGint-o abipiaiclononranbe es 32,781 33,854 
Oy EE I vn ke'n b.teteteecseetebewebes 21,628 17,363 
Other Forest Products............ eres 28,768 7,075 
Ee ae $666tb-caldc+erees pret 11,454 9,080 
i A Eee ay . 114,284 109,563 
Miscellaneous......... Nb Sieeaataesanteanut one 84,498 ’ 
TOURS CE BAMOOE ooo aiccesccecik ese 441,864 419,766 
Total Cars Received from Connections 279,990 272,293 


OPPOSES ST. LAWRENCE CANAL 


The Shipping Federation of Canada, which opposes the deep 
waterways’ scheme, has been calling attention to the fact that 
the Great Lakes-St. Lawrence Tidewater Association, spends 
thousands of dollars and circulates vast quantities of literature 
advocating the construction of a ship channel from the lakes to 
the sea, and it published a statement showing the grounds of 
Objection to the scheme. 

Some of the reasons it sets forth against the construction 
of a 25-foot waterway on the St. Lawrence, and the erection at 
the Long Sault of a power house having a capacity of 1,464,000 
h. p., are as follows: 


It would not be commercially practicable for ocean-going vessels 
to trade between Montreal and the Great Lakes ports in competition 
with the lake freighters. The fixed charges and operating expenses 
of the lake boats are so much smaller than on the trans-Atlantic 
steamers that, even counting the trans-shipping charges, the lake 
boats could handle the traffic above Montreal at a cheaper rate than 
the ocean going boats. 

The estimate of $252,728,200 for a 25 foot navigation between 
Montreal and Lake Ontario does not give any idea of the sums that 
would have to be spent in deeping the harbors of the Great Lakes 
and connecting channels between the various lakes. 
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To the estimate of maintenance costs, $2,562,000 should be added 
to the maintenance cost of the Welland Canal and the fixed charges 
on the whole capital expenditure, together with those on the Lake 
ha gran $s ggg division, which would alone amount to over $20,000,- 

00 a year. : 

There is no evidence of traffic requirements justifying the enor- 
mous SS, required to provide 25 foot navigation from Ft. Wil- 
liam to Montreal. Besides, if a deeper waterway were required, pref- 
erence would be given to the Ottawa route, which has the advantage 
of beimg shorter and of being entirely in Canadian territory. 

Canada has no interest in the international development of power 
on the St. Lawrence river. She owns 80 per cent of the total power 
available between Lake Ontario and Montreal and over 60 per cent 
of this is entirely in Canadian territory. 

The navigation interests on the St. Lawrence require all the depth 
of water available between Montreal and the sea, as each inch of 


— depth in Montreal harbor means an additional cargo of 52 
ons. 


Finally, the Shipping Federation states its opinion that, 
in view of the ever increasing burden of direct and indirect taxes 
in Canada, no new construction should be undertaken without 
being assured that the tangible returns will be sufficient to cover 
both the maintenance costs and the fixed charges. 


CANADIAN RAIL EARNINGS 


Contrary to the case in 1924, the gross earnings of the 
Canadian Pacific Railway for 1925 showed a substantial increase. 
Further notable achievement was made in the matter of op- 
erating economies, with the result that the statement of earnings 
and expenses shows an increase of nearly $3,000,000 in net profits 
over the preceding year. The report, covering December and 
the twelve months of the company’s fiscal year, shows another 
big gain in net for the final month of 1925. 

The net showing for the year was the best since 1917, being 
$40,154,775. On the basis of last year’s fixed charges, pension 
fund, and preferred dividends amounting to about 18% millions, 
this will leave well over the 7 per cent on common usually drawn 
from net profits from railway operations, the other three per 
cent being taken from special income accomunt. 

Gross earnings for December were the best for any De- 
cember since 1917, and the second highest in the history of the 
company, being $19,818,544, an increase of $4,128,373 over De- 
cember, 1924. Working expenses were up only , $3,030,882 to 
$14,991,752, leaving net for the month at $4,826,792, an increase 
of $1,087,490. 

Only four years in the history of the company have seen 
the gross earnings of $183,356,005 exceeded. This was an in- 
crease of $853,849 over 1924. Working expenses for the year 
were $143,201,229, a decrease of $2,073,684, leaving net for the 
twelve months at $40,154,775, as compared with $37,227,241 in 
the preceding year, an increase of $2,927,533. 

Gross earnings, working expenses and net profits for De- 
cember and for the twelve months of 1925 were as follows: 


December 1925 1924 
NF ie hos rn hls ay saeco aban eww Gee marae eaten $ 19,818,544 $ 15,690,171 
UTA GRORIEE, onc 6 das 0:0 6 0:9'0-6 a0 sien oes 14,991,752 11,960,870 

Wee “SEE aos 5h sc cert cn eteasace esas $ 4,826,792 $ 3,729,301 

Year 
NN 2 cica ee bass tc waw cca dtieets eeecew ata $183,356,005 $182,502,156 
WOOTEN CMONEOS | asi. 65k iss oc tn dewseceve 143,201,229 145,274,914 

OE RE, 2s Sheila cweeweras utes cd $ 40,154,775 $ 37,227,241 


The official statement issued by the company reflects the 
moderately better times which obtained, particularly toward the 
end of the period under review, and the bringing down of op- 
erating expenses in face of higher gross. The special income 
account also shows a gain over last year, being shown at its 
highest level since 1923. 

The improvement is measured by an increase of one-fifth 
per cent in net showing on the $260,000,000 ordinary stock of 
the company over the preceding year. In 1925 net was equal 
to 12.5 per cent on the junior security as compared with 11 per 
cent in 1924, 12 per cent in 1923, and 11.6 per cent in 1922. 

The earnings from railway and lake steamers are drawn 
upon to supply 7 per cent of the 10 per cent dividend on ordinary 
shares, or $18,200,000. This account in 1925 provided $3,010,315 
in excess of this requirement. 

Special income for the year, after making allowances for 
contingent reserves, amounted to $11,357,375, as against $9,971,- 
252 in 1924. The payment of 3 per cent on ordinary stock, or 
$7,800,000, from this account left a balance of $3,557,375, as 
against $2,171,252, in 1924, and brings the special income account 
surplus up to $34,379,524. 

The usual appropriation of $500,000 was made to the pension 
fund. The statement in full shows: Gross earnings from rail- 
way and lake steamers, $183,356,006; working expenses, includ- 
ing all taxes, $143,201,230; net earnings from railway and lake 
steamers, $40,154,776; deduct fixed charges, $14,438,517. Sur- 


plus, $25,716,259; deduct contribution to pension fund, $500,000. 
Net revenue from earnings of railway and lake steamers avail- 
able for dividends, $25,216,259. After payment of dividends de- 
clared for year, the surplus from earnings of railway and lake 
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steamers is $3,010,315. Special income for year after making 
allowances for contingent reserves, $11,357,375. 

Earnings of the Canadian Pacific Railway for the week end- 
ing February 28, 1926, were $3,102,000, an increase, compared 
with the same period last year, of $206,000. Earnings of the 
Canadian National for the same period were $4,589,922, an in- 
crease of $403,413. 


EXPRESS STORAGE CHARGES 


Unless they change their minds, the American Railway 
Express and the Southeastern Express companies will soon file 
tariffs carrying storage rules and charges, effective about May 1, 
applicable to inbound express shipments held for delivery be- 
yond three days of free time. The filing, when the plan of 
imposing charges was made up will be in accordance with Classi- 
fication Docket No. 7. That docket says that interested ship- 
pers or receivers desiring to enter objection to the proposed 
new departure (for express companies have never assessed 
charges for the failure of a consignee to accept shipments) 
may send their views on the subject to George S. Lee, traffic 
manager of the American, at 46 Trinity Place, New York, or to 
Cc. B. Williams, traffic manager of the Southeastern Express 
Company, 82 North Pryor Street, Atlanta. The proposed rules 
and charges are as follows: 


1. Express shipments destined to points in the United States 
at which free delivery service is maintained will be subject to the 
following storage rules and charges or at option of the Express 
Company may be sent to public warehouses. 

Note.—Points at which free delivery service is maintained and 
the limits of such service are shown in the Joint Directory of 
Collection and Delivery Limits at Express Stations I. C. C. No. A-4, 
Supplements thereto and subsequent issues thereof. 


Notification 

2. Notice shall be promptly sent or given consignee by the 
Express Agent in writing or as otherwise agreed to by the Express 
Agent and the consignee. Written notice must bear same address 
as shown on the shipment, and a copy of the notice must be 
retained by the Express Company. 

. Computing Time 

8. Three days (3 days) free time will be allowed which will 
be computed from the first 7 a. m. after the day on which notice of 
arrival is sent or given consignee. In computing free time 
Sundays and Legal Holidays (National, State and Municipal) but 
not half holidays will be excluded. In computing time any frac- 
tional part of 24 hours will be computed as one day. 

Charges 

4. (a) On shipments weighing 100 pounds or less: For the 
first day after expiration of free time ten (10) cents; for each of 
the next eight days five (5) cents; total storage charge first nine 
days fifty (50) cents. When the total storage charge reaches 50 
cents for a shipment weighing 100 pounds or less no further 
charge will be made until the expiration of 1 month from date 
storage charge commenced. After the first month at the rate 
of fifty (50) cents per month, any fraction of a month to be 
computed as one month. 

(b) Shipments weighing over 100 pounds will be charged 
proportionally at the rate per 100 pounds shown in paragraph (a), 
any fractional part of 100 pounds to be computed as 100 pounds. 

Example: Shipments weighing over 100 pounds and not over 
200 pounds will be charged twice the rate shown in paragraph (a). 

5. These rules and charges do not apply: 

(a) To shipments, of which the Express Company’s agent has 
failed to send or give notice of arrival to consignee. 

(b) To shipments bearing address within the established, 
Free Delivery Limits at point of destination as published in 
I. Cc. C. No, A-4, Supplements thereto and subsequent issues thereof, 
which have not been tendered for deliyery at such address unless 
the failure to make such tender is due to request of shipper or 
consignee. 

(c) To shipments bearing address beyond the established 
free delivery limits. 

(d) To shipments bearing no street address but consigned to 
persons or firms whose residence or place of business is beyond 
the established free delivery limits. 

(e) To carload shipments subject to detention charges in 
Rule 16-f of this Classification. 


OLD RELEASED RATES ORDERS 


The Trafic World Washington Bureau 


The Commission by division No. 2, in released rates order 
No. 728, dated March 2, but given out March 8, mimeographed, 
has cleared its books of a number of released rates orders on 
soap, soap powders, washing powders or scouring compounds, or 
cleaning compounds (dry); household goods; emigrant movy- 
ables; blackstrap molasses; marble, building and monumental 
blocks, rough marble, tile, and marble curbing, flagging and 
paving. Orders respecting the commodities mentioned have 
been rescinded. The rescission is to be effective sixty days from 
March 2. 

While of formidable appearance the order is not so sweeping 
as its terms might be taken to imply. It is the result of an 
agreement made with southern carriers in the summer of 1923 
to get rid of as many released rates as possible. Since that time 
the carriers have been revising their tariffs on that point and 
have about completed the removal of released rates on soap. 
Withdrawal of the permission to make rates on soap released to 
a certain value per pound is the main object of the order. How- 
ever, it covers the subject generally, the understanding being 
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that wherever the carriers feel it absolutely incumbent upon 
them to make released rates, they will obtain new permissions, 
In accordance with that understanding the Commission promul- 
gated released rates order No. 729 authorizing the carriers to 
make such rates on blackstrap molasses in tank cars from New 
Orleans, La., to Fayette, Ala. That order was dated March 3 
and was granted by division No. 2. 

By means of order No. 728, the Commission rids its books of 
orders that may not be as precise as they should have been in 
the first instance. Rescission of the old orders makes it incum- 
bent upon the carriers to have a care in respect of outstanding 
released rates and makes it impossible for railroads, in the 
event of questions arising in the future as to the quality of re. 
leased rates upon which shipments have been made, to plead 
any of the old orders which verbally may not have been as 
precise and accurate as the desire was when they were issued. 
The orders that have been rescinded are as follows: 


No. 588 of March 30, 1923, and No. 599 of April 27, 1923, issued 
to the Louisville and Nashville Railroad Company; No. 231 of Janu- 
ary 19, 1921, issued to the Southern Pacific Lines; No. 347 of August 
8, 1921, issued to the Norfolk and Western Railway Company; No. 
539 of December 18, 1922, issued to the Chicago and-North Western 
Railway Company; No. 532 of December 8, 1922, issued to the Chi- 
cago, St. Paul, Minneapolis and Omaha Railway Company; No. 406 
of December 7, 1921, issued to the Utah, Idaho Central Railroad 
Company; No. 548 of December 29, 1922, issued to the Pontchartrain 
Railroad Company; No. 497 of August 16, 1922, issued to the Potomac, 
Fredericksburg & Piedmont Railroad Company; No. 23 of April 18, 
1918, No. 96 of January 21, 1920, No. 145 of July 23, 1920, Nos. 222 
and 223 of December 21, 1920, No. 252 of February 12, 1921, Nos. 259, 
260 and 261 of February 21, 1921, No. 275 of April 16, 1921, No. 300 
of May 31, 1921 and No. 350 of August 8, 1921, issued to W. P. Emer- 
son, Agent; No. 182 of October 21, 1920, No. 228 of January 18, 1921, 
No. 477 of June 16, 1922, No. 557 of January 17, 1923, No. 589 of 
March 31, 1923, and No. 591 of April 7, 1923, issued to F. W. Gomph, 
Agent; No. 177 of October 14, 1920, No. 262 of February 28, 1921, No. 
529 of November 13, 1922, and No. 632 of October 22, 1923, issued to 
J. J. Cottrell, Agent; No. 63 of June 13, 1919, No. 76 of September 
16, 1919, and No. 102 of April 8, 1920, issued to J. H. Glenn, Agent; 
No. 20 of February 6, 1918, issued to M. P. Washburn, Agent; No. 
68 of July 29, 1919, issued to E. B. Boyd, Agent; No. 328 of July 1, 
1921, issued to E. B. Boyd and W. J. Kelly, Agents; No. 528 of 
November 7, 1922, issued to E. B. Boyd and B. T. Jones; Agents; 
No. 631 of October 22, 1923, issued to B. T. Jones, Agent; No. 415 
of January 11, 1922, issued to J. E. Crosland, Agent; No. 555 of 
January 17, 1923, issued to S. J. Henry, Agent, and No. 505 of Sep- 
tember 13, 1922, issued to N. W. Hawkes, Agent. 


PERFORMANCE OF CARRIERS 


Class I railroads operated their freight trains with the 
greatest efficiency in the use of fuel in 1925 on record, says the 


ae of Railway Economics in a statement continuing as 
ollows: 


An average of 159 pounds of fuel was required in 1925 to haul one 
thousand tons of freight and equipment, excluding locometive and 
tender, a distance of one mile. This was the lowest average ever 
agg by the railroads since the compilation of these reports began 

The average for 1925 was a decrease of 11 pounds under that for 
1924 and was 24 pounds less than that for 1923. The volume of freight 
moved by the railroads in 1925 was six per cent greater than in 1924 
and was practically the same as that for 1923. 

The reduction of 11 pounds of coal in 1925 compared with the 
preceding year was equivalent to a saving of more than one shovel 
ef coal for every mile run by the average freight train. 

The road locomotives of Class I railroads in 1925 consumed a 
total of 97,477,842 tons of coal, a decrease of 439,771 tons compared 
with the amount consumed in 1924, and a decrease of 11,997,000 tons 
under 1923. They also consumed 2,084,219,402 gallons of fuel oil, a 
decrease of 14,844,617 gallons compared with the preceding year, but 
an increase of 104,351,402 gallons above 1923. This included fuel 
consumption in the freight and passenger service, but does not include 
oe neg te oe service, shops or office buildings. 

. ng factors contribu 
— during the past year: ee Sere eee 

, improved locomotives built with a view of increasing the 
tractive power while at the sa i 
neuiea tr canals ane me time reducing the amount of fuel 

2. Increase in the length of “runs” of locomotives. 

3. Eudcational programs carried on by the various roads to 
encourage fuel conservation and ‘to instruct firemen as to the proper 
method of stoking locomotives. 

4. Closer inspection of coal purchased by the carrier for the 
purpose of obtaining a better grade of fuel than formerly. 

. Greater expendition in the handling of trains through ter- 
minals and also along the lines, due to improved methods of classify- 
ing freight as to reduce delay in transit, and also to the more inten- 
sive use of signal devices which expedites the movement of trains 
without necessarily increasing the actual speed of trains. 


OPERATION OF PALMETTO LINE 


Vice-Chairman E. C. Plummer, of the Shipping Board, has 
announced that information has reached him “which would indi- 
cate that as a result of the consideration given by the Shipping 
Board as to the agency situation in the south Atlantic district 
in connection with the American Palmetto Line that there is 
apparently a question in the minds of those not fully familiar 
with the situation as to the board’s policy on future operation.” 
Mr. Plummer announced that the policy of the Shipping Board 
in regard to its service from the south Atlantic was “that it 
would not be curtailed and further that the board would see 
to it. that this service is maintained and, if conditions warrant, 
the service would be extended by placing additional steamers 
in the trade.” 





Mar‘« 


the 

fish¢ 
gani 
befc 
Rep 
tive 
Colt 
test 


Pre 
“sti 
tion 
the 

fun 
refe 
elin 
app 
me! 
gre 
the 


cei’ 
pra 


_ adr 


str’ 


of | 
her 


exe 


~~ an oe ee oe eee ee 2 4 Se. 2 





No. 11 


upon 
sSions, 
romul- 
ers to 
o New 
arch 3 


oks of 
een in 
incum- 
anding 
in the 
of re- 
plead 
2en as 
issued, 


issued 
f Janu- 
August 
ly; No. 
Vestern 
1e Chi- 
No. 406 
tailroad 
lartrain 
otomac, 
pril 18, 
Jos. 222 
os. 259, 
No. 300 
Emer- 
8, 1921, 
589 of 
Gomph, 
21, No. 
sued to 
»tember 
Agent; 
nt; No. 
July 1, 
528 of 
Agents; 
No. 415 
555 of 
of Sep- 


ith the 
ays the 
ling as 


aul one 
ive and 
ge ever 
s began 


that for 
’ freight 
in 1924 


vith the 
> shovel 


umed a 
ym pared 
000 tons 
21 oil, a 
ear, but 
led fuel 
. Include 


by the 


sing the 
, of fuel 


“oads to 
e proper 


for the 


igh ter- 
classify- 
*e inten- 
»f trains 


ard, has 
uld indi- 
shipping 
district 
there is 
familiar 
ration.” 
g Board 
“that it 
yuld see 
warrant, 
jteamers 








March 13, 1926 


SHIPPING LEGISLATION 


The Trafic World Washington Bureau 


With Scretary Hoover, of the Department of Commerce, as 
the first witness, the House committee on merchant marine and 
fisheries began hearings March 8 on proposed legislation reor- 
ganizing the Shipping Board and Fleet Corporation. The bills 
pefore the committee on the subject are those introduced by 
Representative Bacon, of New York, H. R. 8052; by Representa- 
tive Lehlbach, of New Jersey, H. R. 5369, and by Representative 
Colton, of Utah, H. R. 5395. At the conclusion of Mr. Hoover’s 
testimony, the committee adjourned until March 11. 

Secretary Hoover began his statement by pointing out that 
President Coolidge in his message to Congress last December 
“strongly recommended the placing of the fleet and its opera- 
tions ‘under the direct control of a single executive head, while 
the Shipping Board should exercise its judicial and regulatory 
functions in accordance with its original conception.’” He also 
referred to the President’s statement that he did not advocate 
elimination of regional consideration but that it had become 
apparent that without centralized executive action the manage- 
ment of this great business, like the management of any other 
great business, would flounder in incapacity and languish under 
the division of counsel. 

Pointing out that the Shipping Board was originally con- 
ceived largely for regulation of discriminations and other bad 
practices in ocean traffic and then loaded with the most gigantic 
administrative task ever undertaken by a government—con- 


’ struction and management of $3,000,000,000 worth of shipping— 


Mr. Hoover said he did not believe that the form of organization 
of the board was ever adapted to the task. He reiterated views 
heretofore expressed by him that the necessarily divided minds 
of the best board in the world had always resulted in failure in 
executive work. Continuing, he said, in part: 


In the way the shipping board has grown up it is today in effect 
solely responsible to Congress and as a matter of fact has repudiated 
the authority of the President. I do not believe that Congress ever 
conceived it was undertaking direct responsibility for the administra- 
tion of operation of ships, but that is the practical result today. It 
is one reason why we have made no more progress with our mer- 
chant marine than we have. ; : 

In order that we shall set up a better administration it seems to 
me, therefore, that it fs necessary to analyze the various functions 
of the shipping board and assign them in such places and fashions 
as they can best be handled. . 

Your committee has requested that I should express my own views 
on the subject. They are simple. My view is that the whole fleet and 
other properties should be transferred to the Emergency Fleet Cor- 
poration, the president thereof to be appointed by the President 
of the United States, subject to confirmation of the Senate, and 
should be solely responsible to the President. I am myself opposed 
to incorporating the management of the fleet either directly or in- 
directly in the Department of Commerce which is a service agency 
to the whole merchant marine whether private or governmental. 

There are certain functions in relation to the emergency fleet 
which are of deliberative character and it seems to me they should be 
conducted by some sort of board. Such questions as the inauguration 
of new routes or the abandonment of those being operated are of this 
type. It seems to me that such a board should be created as an ad- 
visory board to the President of the United States, and that in it 
we should endeavor to secure cooperation of the different government 
departments which have to do with the merchant marine by their 
representation on such advisory board. I also believe we should have 
a regional representation of every part of the United States. I do 
not believe that constructive results will be secured or that the regions 
will be properly represented if they are dependent upon political ap- 
pointments. It is my feeling that we should set up regional com- 
mittees somewhat akin to those in the federal reserve districts to 
represent. the merchants, manufacturers, farmers and shipping people 
in that region. : 


Mr. Hoover also submitted part of the statement he made 
before the National Merchant Marine Conference held under the 
auspices of the Chamber of Commerce of the United States. 
(See Traffic World, Nov. 21, 1925, p. 1222.) 

In that statement Mr. Hoover said it was useless to renew 
proposals to subsidize shipping and he reiterated that view be- 
fore the committee. 


In response to questions by committee members, Mr. Hoover 
said, use of government funds to support shipping lines in 
specific trade routes until they could be taken over by private 
capital, as provided by the merchant marine act, was not in the 
nature of a general subsidy to all shipping lines. He also said 
the government lines had been of tremendous value to the 
United States from the standpoint of development of trade and 
referred particularly to the services to South America in that 
connection. He said it was true, in response to a question, that 
the chief cause of depression in world shipping was excess ton- 
hage, with the resulting depressed ocean rates. He thought that 
Within the next twelve to eighteen months there would be a 
marked improvement in the condition of world shipping. He 
did not think depressed ocean rates were due to a conspiracy on 
the part of foreign shipping interests to make it appear to the 
American people that there was no profit in shipping to the end 
that the Americans would get out of the business. He said the 
foreigners were losing too much money. 

A. B. Barber, manager of the transportation department of 
the Chamber of Commerce of the United States, testified March 
ll before the House merchant marine committee. He submitted 
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the recommendations of the National Merchant Marine Confer- 
ence with reference to shipping legislation which were published 
in The Traffic World, November 21, 1925, p. 1224. He also sub- 
mitted the report of a special committee of the Chamber, ex- 
plaining that the Chamber itself had as yet taken no position 
on the questions involved, although it would be ready to make 
recommendations as soon as it had completed a referendum vote 
of its membership, which it was taking on the report of the 
special committee. The recommendations of the Marine Con- 
ference and of the special committee were in substantial accord 
with the provisions of the Bacon bill, Mr. Barber said. Quoting 
from the special committee’s report, Mr. Barber said: 


Our shipping industry faces conditions probably more difficult 
than those of any of our other industries. The abnormal condition 
of government ownership and operation resulting from the war of 
itself has created many problems. A complex accumulation of laws 
and regulations governing shipping, largely inherited from a period 
when shipping was a neglected industry, need revision to meet mod- 
ern conditions. The problem of competition from vessels more cheaply 
operated under foreign flags faces the private owner now as before 
the war. To deal with these questions it is more than ever necessary, 
in the opinion of your committee, that the governmental agencies 
having to do with shipping should be properly organized. 

In the recent studies of this question by many different agencies, 
and in the widespread expression of individual opinion of which the 
Merchant Marine Conference had the benefit, your committee finds a 
striking general agreement on certain fundamental points. It appears 
to be generally recognized that the attempt to combine in the 
Shipping Board (a) quasi-judicial or regulatory duties, (b) certain 
responsibilities for the promotion of shipping, and (c) the executive 
function of administering and disposing of the government-owned 
fleet and other shipping property is unsound in theory anda nas 
worked badly in practice. 

The National Chamber through Referendum 9 of 1915 and Ref- 
erendum 12 of 1916, went on record in favor of the creation of a 
nonpartisan shipping board of five persons of recognized ability and 
experience in marine transportation for the purpose of encouraging 
the establishment and successful operation of an American merchant 
marine, taking over certain administrative duties relating to the 
registry, measurement and inspection of vessels, preparing a general 
revision of the navigation laws, and exercising certain regulatory 
powers over shipping. 


In the ten years that have intervened since those recommenda- 
tions were made there have been notable changes in the situation. The 
United States Shipping Board was created and to it was assigned 
by law not only many of the duties recommended by the Chamber 
but also extensive duties in connection with the construction and 
operation of merchant vessels. These latter activities have over- 
shadowed and adversely affected the Shipping Board’s execution of 
its other functions. 


In the meantime other developments have occurred which have 
an important bearing on the organization questions involved. The im- 
portance of separating regulatory from other government functions 
has become increasingly apparent. Furthermore, the Department of 
Commerce has been developed as the branch of the government 
charged with the duty of promoting, in the public interest, the wel- 
fare of commerce and industry, of which shipping forms an important 
part. The close relation of the merchant marine to the upbuilding of 
foreign trade and the maintenance of the essential trade route serv- 
ices has more than ever become apparent. At the same time ex- 
perience has brought out clearly the importance of having individual 
responsibility for administration of the government merchant fleet. 
These developments indicate certain logical steps in any reorganiza- 
tion of the government services concerned with shipping. 

The importance of regional representation in the body which is 
to govern the operations and liquidation of the Emergency Fleet Cor- 
poration might be overlooked. Your committee believes this appre- 
hension to be unwarranted as all recent proposals for reorganization 
of the Shipping Board and other government shipping services pro- 
vide for effective regional representation. The reorganization pro- 
posed by Mr. H. G. Dalton in his report to the President contem- 
plated control of the Fleet Corporation by a board of directors con- 
sisting of cabinet officers with the suggested addition of representa- 
tion of the principal seacoast districts. .The Merchant Marine Con- 
ference recommended that the affairs of the Fleet Corporation should 
be under the supervision of a national board with regional boards to 
sit with the national board in determining policies affecting their 
cestene in connection with the increase, decrease or sale of trade route 
services. 


Great benefit has been derived from bodies with regional re 
resentation during the past twelve years in connection with the fed- 
eral reserve banking system and more recently in connection with 
the railway service. The Federal Reserve Board is composed of the 
Secretary of the Treasury as chairman, the Comptroller of the Cur- 
rency ‘and six regional representatives appointed by the President. 
Advisory to. this hoard is a Federal Advisory Council made up of one 
representative for each of the twelve federal reserve districts, se- 
lected by the boards of directors of the federal reserve banks. In 
the railroad service regional advisory boards, composed of shippers 
and representatives of the carriers, have assisted in securing efficient 
distribution and use of rolling stock and prompt action on other 
problems of rail transportation. Regional advisory shipping councils 
will assist in making the federal shipping administration more re- 
sponsive to local needs and furnish a medium for promoting better 
understanding of merchant marine questions throughout the country. 

In view of the above, your committee recommends that the func- 
one of the government in relation to shipping be assigned as fol- 
Ows: 

(a) Quasi-judicial or regulatory duties embodied in maritime en- 
actments should be entrusted to a newly constituted Shipping Board 
or Merchant Marine Commission consisting of persons experienced 
in marine transportation who, in view of the proposed limitations 
of this board’s duties to those of a regulatory character, could, it is 
believed, at least at the outset, be limited to three commissioners. 

(b) The governmental service functions relating to shipping, now 
in part assigned to the Shipping Board but also largely assigned to 
the Department of Commerce, should be concentrated in the said de- 
partment and, together with those now assigned to other departments 
of the government but having a close relation to shipping, should be 
brought together as one branch of the Department of Commerce 
headed by an assistant secretary of merchant marine. 

(c) Executive control of the administration and operation of the 
government-owned fleet and the sale of shipping property should be 
vested in the president of the Fleet Corporation, subject to determina- 
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tion of matters relating to the increase, decrease or sale of trade- 
route services, and the application of any government aid to shipping, 
by a federal shipping council to be appointed by the President of 
the United States and to consist of five cabinet officers, with the 
Secretary of Commerce as chairman, ex officio, the president of the 
Fleet Corporation and five regional representatives to serve without 
compensation other than expenses. There should also be an advisory 
shipping council for each region with proper representation of com- 
mercial, industrial, agricultural and shipping interests, to act in an 
advisory capacity to the president of the Fleet Corporation and the 
federal shipping council in matters relating to shipping in their 
respective regions. 


OUTLOOK FOR OCEAN RATES 
The Trafic World New York Bureau 


Local brokers are expressing the belief that, while the 
current depression in ocean freight rates may persist for an- 
other two weeks, due to the large volume of unemployed vessel 
tonnage on the market, there should be a turn for the better 
shortly. This opinion is based on technical considerations— 
first, that there should be an improvement in demand from 
shippers for space, and, second, that the vessels now here or 
on the way over with coal from abroad are steadily diminishing. 

Prevailing conditions are discouraging to shipowners. Space 
has been offered freely at six cents a hundred pounds to the 
Continent, one shilling six pence to the United Kingdom, and 
11 cents to the Mediterranean for heavy grain, without takers. 
These rates are well below the cost of operation and are ac- 
cepted by the shipowners solely to avoid taking their vessels 
back to Europe in ballast. No such state of affairs can exist 
long. Within a short time owners will definitely withdraw from 
the market or rates must advance to a basis at least approxi- 
mating the cost of business. Renewed buying of grain in local 
markets is regarded by some brokers as foreshadowing the 
expected recovery. 

Limited activity in coal was noted. Orders that developed 
were quickly taken out of the market on the terms offered by 
charterers. With freight rates at the present level and the 
price of coal declining, it seems probable that more business 
will be recorded in the next week or two. 

The same conditions prevailed in the sugar, lumber and 
time charter markets. The Pacific coast-Atlantic lumber trade 
has dwindled considerably, due to easier conditions in Florida. 
The keen competition for space noted some time ago has dis- 
appeared. The Gulf-River Plate lumber traffic was also quiet. 


Coffee Rates Cut 


The most important development in the ocean rate situa- 
tion recently has been the withdrawal of the Lloyd Brasiliero 
Line from the Northbound Brazil Conference, which has been 
followed by drastic reductions on the rates of coffee imports. 

Steamship lines comprising the Brazil Northbound Con- 
ference have met the secession of the Lloyd Brasiliero Line 
with a rate cut on coffee shipments, effective March 14. This 
action may precipitate a rate war, as it is believed that the 
Lloyd will meet or even lower the proposed cut. The attitude 
of the Brazilian government is being watched with interest, as 
it owns the majority of stock in the company, which bolted the 
conference Monday. 

The new rates are a radical reduction over existing rates 
and are almost half of what the rates were a few months ago. 
Effective March 14, the conference lines will quote 40 cents a 
bag on coffee, with a 5-cent higher differential on the passenger 
ships. The present rates are 70 cents a bag for liners and 60 
cents for freighters. Previously they were 80 and 70 cents, 
respectively. A bag of coffee weighs 132 pounds. 

The Lloyd Brasiliero served notice on the conference in 
Brazil that it would act independently in the quoting of coffee 
rates. This action was said to be a result of the small differ- 
ential enjoyed by the passenger liners over the freight ships. 
The Lloyd is said to have favored a larger differential, which 
would have thrown more coffee to the slower freighters. 

Much significance is attached to the inauguration by the 
Lloyd of a direct steamship service from Santos, the principal 
coffee port, to New York. Renato de Azevedo, general agent 
for the company here, said that the Taubate, the first ship en- 
tered in the run, is now coming north. This means that the 
company is making a serious bid to capture a large share of the 
coffee trade. 

Mr. de Azevedo said that he was not entirely familiar with 
the present rate dissension, as the northbound conference has 
its seat in Brazil. He said that the present upheaval originated 
on that end, and added that he believed his company would 
continue to quote the conference rate. 


Intercoastal Break 


Negotiations for an arrangement between the U. S. Inter- 
coastal Conference and non-member lines, as urged by the Ship- 
ping Board, have definitely collapsed for the present. There is 
little probability, however, of a rate war, and, according to indi- 
cations now, the trade will carry on for the next two or three 
months without serious change until conversations are renewed. 
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Responsibility for the break seems to rest with the con. 
ference, which gave notice to the independent lines, that, as the 
present rate contract, approved by the Shipping Board, does 
not expire until June 1, it is not advisable to attempt to make 
changes at this time. The demands of the non-conference lines 
included the requirement that bonds should be deposited as a 
guarantee of the rate tariffs, and that the two-thirds or three. 
fourths rule should be substituted for the unanimous consent 
agreement, which they claimed was implied in the 15-day notice 
clause. According to this point of view, any company, by giv- 
ing notice of intention to disregard the conference agreement, 
could block the efforts of the other members. 

Collapse of the negotiations was harmonious, without eyi- 
dence of ill feeling or any threats of retaliation. Both groups 
seem to recognize the need of stabilized conditions to permit 
of forward bookings by shippers, who must be assured that there 
will be no radical departures from the tariff if they are to make 
sound commitments for future business. 

It is not expected that the Shipping Board will enter into 
the situation again at present. So long as conditions are fairly 
satisfactory and there is no indication of a rate war, it is be- 
lieved that the board will await expiration of the existing con- 
ference contract and the reopening of the conversations looking 
toward its revision or extension. 

The difficulties in the intercoastal trade arose originally 
because of the large number of vessels coming from the Pacific 
coast with lumber, which were willing to cut rates to get return 
eargoes. This factor is now less important, with the result 
that the pressure of competition is slightly lighter. 


Changes in Rates 

The United Kingdom Conference has increased the rate on 
cotton goods, in bales, effective May 1, from 40 to 50 cents a 
hundred pounds, due to excessive claims for damages from 
hooks. The rate on shipments in cases remains unchanged at 
40 cents. The Black Sea-Levant Conference announced that a 
decision had been reached to drop the flour rate to Pirzeus and 
Salonika from 33 to 25 cents through March, with the possibility 
that the new rate would be continued through August. 

In view of the recent action of the Brazil Conference in 
reducing the surcharge at Santos to 50 cents a ton, it is inter- 
esting to note that definite plans have been launched by the 
Sao Paulo government for the relief of congestion at that port. 
These provide for the construction of a new port with a free 
zone, and extension of the tracks of the Soercabana railroad. 
Financing is to be arranged through a foreign loan. Imports 
through Santos increased from 411,000 tons in 1900 to 1,459,000 
tons in 1924 and to 1,010,000 tons in the first half of 1925, with- 
out an appreciable increase in transportation facilities. 

President Charles L. Wheeler, of the McCormick Steamship 
Company, announces that his company, together with the Mun- 
son Line, will immediately establish two new steamship services, 
one to operate from Pacific coast ports to Havana and Jackson- 
ville, and the other from west coast ports of Canada and the 
United States to Caribbean, Venezuelan, Colombian and Cuban 
ports except Havana. The first mentioned service is to have 
monthly sailings for the present and will be inaugurated with 
the sailing from Portland, Ore., of the Munindies on April 3, 
while the second service is to be maintained with a sailing 
every six weeks, for the present, though it is expected this will 
very shortly be changed to a monthly schedule also. 

An ordinance has been passed by the Portland, Ore., Com- 
mission of Public Docks fixing a flat rate of 70 cents a ton for 
handling Oriental vegetable oils between ships and cars at ter- 
minal No. 4. The rate will become effective as soon as trans- 
continental railroad lines publish an amended tariff providing 
for the absorption of half of the charges. Steamship operators 
will absorb the other half. The absorption applies on oil des- 
tined for reshipment to transcontinental points. 


MARINE BILL REPORTED 


The Trafic World Washington Burcau 


Chairman Scott, of the House committee on merchant 
marine and fisheries, favorably reported to the House this week 
the bill (H. R. 7245), with amendments, providing for consolida- 
tion of functions relating to navigation and establishment of 
load lines for American vessels. 

In connection with the proposed consolidation of naviga- 
tion functions in the Department of Commerce, the bill provides 
for two additional assistant secretaries of commerce. In the 
report, discussing the functions of the Department of Commerce 
and explaining the purposes of the bill, Chairman Scott said: 


The work in the bureaus might be placed in two groups. In the 
first group there is embraced the bureaus and services relating to 
industry and trade. There are the Bureaus of Standards, Bureau 
of Fisheries, Bureau of Foreign and Domestic Commerce, Bureau 
of Census, Bureau of Mines, radio division, and the Patent Office. 
The second group embraces a general marine service consisting of 
the Bureau of Lighthouses, Bureau of Steamboat, Inspection Serv- 
ice, Bureau of Navigation, and the Coast and Geodetic Survey. 

The department feels that to effectively supervise the several 
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divisions rendering a diversified and differing service there should 
be two additional assistant secretaries. Practicing the economy 
and elimination of waste which it has encouraged in private 
industry, and in many instances effected, it urged the coordination 
and consolidation of the Steamboat Inspection Service with the 
Bureau of Navigation, and recommends the abolishment of the 
office of supervising inspector general of steam vessels. The de- 
partment also suggests the transfer from the Treasury Depart- 
ment to the Department of Commerce of the admeasurement 
division. Your committee feels that these recommended coordina- 
tions will prove both profitable and efficacious. 

It is intended to apply practical business methods to govern- 
mental activities. Under the present arrangement we have 
Government employees whose work is being directed by the De- 
partment of Commerce but these employees are employed, pro- 
moted, and discharged by another branch of the Government and 
the Department of Commerce has no control over the conduct 
of these men who are enforcing the marine laws, rules, and reg- 
ulations. The situation is fraught with too serious possibilities 
to be ridiculous. An effort is made in this bill to consoldate 
marine activities into one’ compact, well-operated organization 
which will not only function effectively but will afford a prac- 
tical and efficient aid to the American merchant marine. It is 
not the desire to effectively coordinate the marine activities and 
neglect the other important groups.: The bill allows the Secre- 
tary of Commerce a period of 12 months after the adoption of 
this act within which he may consolidate and effect a reorgani- 
zation of the division within the Department of Commerce, as 
in his judgment, will promote economy, efficiency, and a more 
valuable service to the public and to the Government. 

In conjunction with the recommended coordination of marine 
activities your committee offers affirmative load-line legislation 
which it considers essential. For many years the other maritime 
nations of the world have had load line laws. These have been 
largely uniform in their provisions as well as reciprocal to other 
nations having laws of similar character. The American ships 
for years have either consented to a foreign survey or marking, 
or have operated out of foreign ports by indulgence. To continue 
such a policy is unwise and exceedingly dangerous. Under pres- 
ent conditions a very damaging blow could be struck at the 
American merchant marine which could not be legally evaded or 
avoided by diplomatic negotiations. Your committee offers this 
legislation with the thought that the American merchant marine 
is entitled to it and because it covers the situation above 
suggested. 


Representative McKeown, of Oklahoma, submitted minority 
views in which he objected to, among other things, the fact 
that bill excluded coastwise vessels and vessels on the Great 
Lakes from the load line provisions. He also said the super- 
vision of the personnel of the seamen should be transferred to 
the Department of Labor rather than to the Department of 
Commerce. 


HOBOKEN LINE RULING PROTESTED 


Conditions imposed by the Secretary of War in the pur- 
chase contract of the Hoboken Shore Line Railroad are such 
that the Port of New York Authority has refused to accept the 
terms, according to a statement from the latter organization. 
Negotiations for purchase are now at a standstill, despite the 
fact that the Port Authority considers the Hoboken line as a 


necessary part of its plan for unifying New York harbor facili- 
ties. 


BOARD COMMENDS HANEY 


The Shipping Board, this week, adopted a resolution prais- 
ing former Commissioner Haney who resigned March 1. It said 
it wished to express appreciation of his services as a member 
of the board. 


SHIP SALE APPROVED 


The Shipping Board has sold the West Cohakia to the 
Ocean Transport Company, Inc., of New York, for $197,000. The 
West Cahokia is a steel two-deck cargo vessel of 8,584 dead- 
weight tons, built by the Western Pipe & Steel Company in 
April, 1920, and at the present time is undergoing repairs at 
San Francisco, Calif. 


DEFERS SALE OF LINE 


The Shipping Board has decided to defer action for a period 
of three months with reference to proposed sale of the American 
Scantiec Line, operated by Moore & McCormack Company, Inc., 
between north Atlantic ports and Scandinavian and Baltic ports. 
The reason given was that the board wished to ascertain what 
might be done toward building up the trade of the service before 
asking for offers for the line. 


OPERATION OF BOARD LINE 


President Crowley, of the Fleet Corporation, and members 
of the Shipping Board, March 10, heard representatives of a 
humber of steamship companies each of which is an applicant 
for the job of managing agent of the proposed consolidated 
service to Australian and Indian ports. The board proposes 
to consolidate the lines of the Atlantic Australian Line and the 
American India Line. Those who appeared in support of their 
applications were: Oakley Wood, of the Atlantic, Gulf & 
Oriental Steamship Company; John M. Franklin, of the Argonaut 
Steamship Company; A. L. Burbank, of A. H. Bull & Company; 
A. F. Mack, of the Cosmopolitan Line; Henry Herbermann, of 
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the Export Steamship Corporation; Capt. Peter Kleppe, of the 
North & South Line; Kermit Roosevelt, of the Roosevelt Steam- 
ship Company, managing operator of the American India line; 
Charles H. Bates, counsel for the United States & Australasia 
Steamship Company, managing operator of the Atlantic Austra- 
lian Line; and J. P. Magill, of J. P. Magill & Son of New York. 
Each of the companies gave reasons why it should be selected 
as operator. A majority of them indicated they would buy the 
line later if they were selected as operator. Time was given 
until March 15 for the submission of additional data by the 
applicants. 


MAIL CONTRACTS FOR LINES 


The Postmaster-General and the Shipping Board have ap- 
proved contracts for the carriage of the mails awarded to the 
Munson Steamship Line for its service between New York and 
South America, and to the Export Steamship Corporation for its 
services between north Atlantic ports and Mediterranean and 
Black Sea ports. Under the contract with the Munson line the 
government will pay at the rate of $3 for each outward mile. 
Under the contract with the Export line approximately $100,000 
annually will be paid by the government. It is estimated the 
Munson line will derive approximately $500,000 a year in revenue 
from its mail contract. 


SUEZ CANAL OPERATIONS 


Consul John L. Bouchal, Port Said, has reported that the 
year 1925 was the most prosperous year in the history of the 
Suez Canal. The number of ships passing through the canal 
totaled 5,337, or 36 less than in the pre-war record year of 1912, 
but as the average size of vessels has increased, the net tonnage 
for 1925 exceeded that for 1912 by almost 6,500,000 tons and 
established a new record. Tolls collected amounted to $9,161, 739, 
the largest amount collected to date. Transits by nationality 
were as follows: 


Vessels of British registry retained first place in 1925, with 
15,942,898 net tons as against 14,994,681 net tons in 1924. Dutch 
vessels ranked second, numbering 526 of 2,682,000 tons as compared 
with 489 of 2,488,389 tons in 1924. Ships flying the Germany flag have 
attained 56 per cent of their pre-war average, or 359 vessels of 
1,807,235 tons; this compares with 350 ships of 1,646,872 tons in 1924. 
Italy was fourth, with 360 vessels of 1,415,700 tons, and France fifth 
with 331 vessels of 1,621,372 tons. Japan was represented by 188 
vessels of 1,150,926 tons, and the United States by 132 ships aggre- 
gating 811,798 tons. There was no change in the ranking of vessels by 
nationality as recorded during the year. 


TRADE BODY OPPOSES BUTLER BILL 


The Trafic World New York Bureau 


Opposition to the Butler bill, which is designed to “promote 
the flow of foreign commerce through all ports of the United 
States and to prevent the maintenance of port differentials and 
other unwarranted handicaps,” is expressed by the railway com- 
mittee of the New York Board of Trade and Transportation 
“because it interferes with the functions of the Commission in 
regulating rates.” A report has been prepared by this com- 
mittee, of which B. F. Fitch is chairman, recommending the 
adoption of a resolution by the full organization against the 
measure. 

“The bill aims to make unlawful all such differentials as 
now exist and have existed as between ports for the past forty- 
five years,” said the committee, “recognized as railroad policy 
and several times approved, after hearings, by the Commission.” 

The board will also be asked to approve H. R. 6359, intro- 
duced by Mr. Newton, of Minnesota, to amend the interstate 
commerce act providing for the extending of time to pay freight 
bills. 

“The present law provides that the Commission may make 
rules and regulations extending credit in the payment of freight 
bills not to exceed 96 hours after delivery of freight and such 
credit of 96 hours is given when circumstances warrant,” says 
the committee’s report. “But in many cases, and those of large 
receivers of freight particularly, it is found impracticable to 
check up goods received, the charges thereon, etc., and pass 
the freight bills through to the point of payment within 96 
hours. The result has been that some receivers do not pay in 
the time specified, and others pay cash, trusting to making neces- 
sary adjustments of overcharges, etc., eventually, which results 
in expense and trouble to the carrier and the consignee. 

“This bill leaves the Commission free to make such time 
limit as it shall find best serves the interests of the railroads 
and the shippers, and that is as it should be. 

“Your committee, therefore, recommends that, in so far as 
H. R. 6359, refers to giving authority to the Interstate Com- 
merce Commission to fix the time for the payment of freight 
bills, as provided in section 1 of such bill, it be enacted.” 


MARINE REFERENDUM 


Proposals for the rehabilitation of the merchant marine and 
the reorganization of government shipping agencies have been 
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submitted by the Chamber of Commerce of the United States 
to its 1,400 congtituent organization members in the form of a 
referendum. 

The proposals, advanced by a committee of the Chamber, 
follow, in the main, the recommendations of the National Mer- 
chant Marine Conference and are largely embodied in the Bacon 
bill now before the House committee on merchant marine and 
fisheries. They call for the maintenance of necessary trade 
routes under private operation, with such government aid as 
may be necessary; the separation of the Shipping Board and 
the Fleet Corporation, with some of the present functions of the 
board consolidated with functions now performed by the De- 
partment of Commerce; the creation of a Federal Shipping Coun- 
cil, with regional advisory councils, to take over the function 
of determining shipping policy; and the reconstitution of the 
Shipping Board as a purely regulatory body of the same char- 
acter as the Interstate Commerce Commission. 

The specific recommendations on which the member organ- 
izations of the national Chamber, comprising an individual mem- 
bership of approximately 775,000, are asked to express an 
opinion are: 





















1. That the duties of a reduced shipping board should be con- 
fined to regulation of the relations of merchant shipping to the 
—* 







. That services undertaken by the government for merchant 
shipping now performed by the shipping board should be transferred 
to the department of commerce. 

3. That authority to order increase or decrease of trade-route 
operations, and authority to determine all questions as to sale of 
vessels operating such a route, should be given to a federal shipping 
council serving without compensation. , 

That in each region of the country in which there is a mari- 
time interest there should be a representative advisory shipping 
council serving without compensation. 

That the president of the fleet corporation should have the 
duty of carrying into execution the decisions of the federal shipping 
council as to increase or decrease of trade-route operations, and sale 
of any vessel so operated. 

6. That, where necessity for maintaining trade-routes exists and 
pending transfer to private ownership, entire responsibility for op- 
eration of government-owned merchant vessels should be given to 
the president of the fleet corporation. 

That government aid to shipping should be limited to vessels 
operated upon trade-routes, and to the higher types of ocean-service 
which can be obtained through mail subventions, and should be suf- 
ficient to permit operation upon all essential trade-routes, and to 
assure the higher type of ocean-service. 

s That government aid should be restricted to American-built 
vessels. 


The results of the balloting will be announced about May 1. 


REVENUE FREIGHT LOADING 


“Loading of revenue freight for the first nine weeks this 
year—that is, from January 1 until February 27, inclusive— 
totaled 8,108,459 cars,” says the car service division of the 
American Railway Association. 


“This was an increase of 28,463 cars over the corresponding 
period last year and an increase of 182,370 cars over the corre- 
sponding period in 1924. ; 

“For the week ended February 27 loading of revenue freight 
totaled 912,658 cars. Due to the observance of Washington’s 
birthday, this was a decrease of 19,085 cars compared with the 
preceding week. It was, however, an increase of 48,562 cars 
over the same week last year which also included a holiday, but 
a decrease of 31,856 cars compared with the corresponding week 
in 1924, which did not include a holiday.” 

Loading the week ended February 27 and for the corre- 
sponding period of 1925, by districts, was reported as follows: 


_ Eastern district: Grain and grain products, 8,773 and 6,713; 
live stock, 2,590 and 2,712; coal, 44,029 and 48,857; eoke, 4,883 und 
2,731; forest products, 6,653 and 6,338; ore, 1,656 and 2,092; mer- 
chandise, L. C. L., 66,317 and 63,827; miscellaneous, 85,297 and 
77,696; total, 1926, 220,198; 1925, 200,966; 1924, 234,364, 

Allegheny district: Grain and grain products, 2,843 and 2,552: 
live stock, 2,085 and 2,147; coal, 49,813 and 42,52%; e-ke, 7,910 and 
6,102; forest products, 3,372 and 3,565; ore, 2,839 and 2,520: raer- 
chandise, L. C. L., 49,602 and 47,684; miscellaneous, 69,618 and 
71,395; total, 1926, 188,132; 1925, 178,488; 1924, 195,928. 

Pocahontas district: Grain and grain products, 224 and 177; 
live stock, 68 and 62; coal, 37,613 and 27,331; coke, 572 and 582; 
forest products, 1,619 and 1,635; ore, 67 and 127; merchandise, 
L. C. L., 6,994 and 6,803; miscellaneous, 4,228 and 4,182; total, 1926, 
51,385; 1925, 40,899; 1924, 45,950. 

Southern district: Grain and grain products, 4,132 and 3,691; 
live stock, 2,042 and 2,166; coal, 23,712 and 19,371; coke, 1,203 and 
1,075; forest products, 22,216 and 25,296; ore, 1,525 and 1,598; mer- 
chandise, L. C. L., 39,190 and 39,280; miscellaneous, 59,526 and 
53,351; total, 1926, 153,546; 1925, 145,828; 1924, 142,852. 

Northwestern district: Grain and grain products, 9,709 and 
10,236; live stock, 8,664 and 8,725; coal, 6,252 and 6,646; coke, 1,595 
and 1,841; forest products, 22,302 and 24,158; ore, 459 and 776; 
merchandise, L. C. L., 27,819 and 26,191; miscellaneous, 31,606 
and 31,698; total, 1926, 108,406; 1925, 110,271; 1924, 126,298. 

Central Western district: Grain and grain products, 10,188 
and 10,491; live stock, 9,488 and 10,894; coal, 14,373 and 12,828; 
coke, 296 and 298; forest products, 9,186 and 9,565; ore, 3,838 and 
3,766; merchandise, L. C. L., 33,677 and 33,168; miscellaneous, 46,643 
and 44,502; total, 1926, 127,689; 1925, 125,512; 1924, 138,168. 

Southwestern district: Grain and grain products, 3,947 and 
4,461; live stock, 1,779 and 2,186; coal, 4,642 and 4,013; coke, 154 
and 164; forest products, 8,392 and 8,939; ore, 878 and 594; mer- 
chandise, L. C. L., 13,688 and 13,508; miscellaneous, 29,822 and 
28,267; total, 1926, 63,302; 1925, 62,132; 1924, 60,954. 
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Total, all roads: Grain and grain products, 39,816 and 38,321: 
live stock, 26,716 and 28,892; coal, 180,434 and 151,569; coke, 16,613 
and 12,793; forest products, 73,740 and 79,496; ore, 11,312 ang 
11,473; merchandise, L. C. L., 237,287 and 230,461; miscellaneous, 
326,740 and 311,091; total, 1926, 912,658; 1925, 864,096; 1924, 944,514 


Loading of revenue freight this year compared with the two 
previous years follows: 


1926 1925 1924 
Five weeks in January.......... 4,432,010 4,456,949 4,294,270 
Four weeks in February........ 3,676,449 3,623,047 3,631,891 
ees a — oinemeingligil 
TR! HHA ABA BAK 8,108,459 8,079,996 7,926,089 


LIVE STOCK PRICES AND RATES 


The average increase in the price of live stock in 1925, com. 
pared with the preceding year, was greater than the total freight 
and distribution charges combined, according to a study by the 
Bureau of Railway Economics into the relationship of trans. 
portation costs to live stock prices. A summary of the study 
follows: 


Prices increased 21.8 per cent, while the average net proceeds 
received by the producer or seller at the shipping point, according to 
the study, was approximately 24 per cent greater in 1925 than in 1924, 
The increase for cattle and calves was 11.3 per cent, for hogs, 55 per 
cent, and for sheep, 16.7 per cent. 


_ As freight charges and other costs of distribution showed prac- 
tically no change in the two years, the generally upward trend of 
prices was clearly due to factors separate and distinct from trans- 
portation and distribution costs. 


Out of every dollar the purchaser paid for live stock in 1925, ac- 
cording to the study, 98 cents was realized by the producer or seller 
during the past year compared with 91.4 cents in 1924. Four and 
one-half cents out of each dollar which the purchaser paid for live 
stock in 1925 went to the railways for transportation service, a 
decrease of 1.1 cents compared with the preceding year, while 2.5 
= represented the cost of distribution compared with 3 cents in 

The study also shows that: 


1. Freight charges were a relatively small percentage of the 
total price paid by the purchaser for live stock in both years and 
were a smaller percentage in 1925 than in 1924. 


2. Apparently the principal factors influencing the seller’s net 
proceeds are the quality of the stock and marketing conditions. 


3. In the marketing of cattle and calves, hogs and sheep, trans- 
portation costs permit of the free movement of live stock to the 
various marketing centers from a wide range of territory. 


The study just completed by the Bureau of Railway Economics 
is based on the sales of 11,381 carloads of live stock aggregating 
794,424 head, for 36 marketing days at intervals of three weeks from 
October 15, 1923, to October 19, 1925. The live stock were shipped 
from 2,966 shipping points located in 39 states. The sales studied 
were made at ten large live stock markets, namely, Baltimore, Chi- 
cago, East St. Louis, Fort Worth, Jersey City, Kansas City, Lan- 
caster, Nashville, South Omaha and South St. Paul. 

Considering live stock in the aggregate, 432,979 head in 1924 
netted the shippers $8,460,835, while 361,445 head in 1925 netted the 
shippers $8,706,428. While the total number of shipments in 1925 were 
16.5 per cent less than in 1924, they brought an increased net return to 
the shippers of $245,593, or 2.9 per cent. As there was no material 
change in freight rates during the two periods and as the shpiments 
were fewer and consisted of lighter weight stock in 1925 than in 
1924, the aggregate amount charged to freight was considerably less 
in 1925 than it was in 1924. 


On a per-head basis, the average net proceeds to producer or 
seller at shipping point for cattle and calves in 1925 were $48.74, 
compared with $45.21 in 1924. This was an increase of $3.53 per 
head, or 7.8 per cent. The net proceeds for hogs in 1925 were $22.61 
per head compared with $15.05 for 1924, an increase of $7.56, or 50.2 
per cent. For sheep, the net proceeds in 1925 were $10.43 per head 
compared with $8.80 in 1924, an increase of $1.63, or 18.5 per cent. 


On a one-hundred-pound basis, the average price paid by the pur- 
chaser for all live stock during 1924 was $7.37, and $8.98 in 1925, an 
increase of $1.61, or 21.8 per cent. Cattle and calves show an increasé 
in average price per hundred pounds from $6.48 to $7.14, or 10.2 per 
cent; hogs increased from $7.35 to $11.09, or 50.9 per cent, and sheep 
from $12.52 to $14.42, or 15.2 per cent. 


While the average price of live stock was advancing, the freight 
costs and other costs of distribution remained practically stationary. 
The average freight charge per hundred pounds on all live stock 
was 41 cents in both years. The same is true of “other costs of 
distribution” which amounted to 22 cents per hundred pounds in both 
years. 

Because prices advanced in the markets studied, while the om 
of transportation and distribution remained stationary, the avers 
net proceeds to ba seller at shipping point showed a considerable 
increase during 1925. 

The Pace increase in price of all live stock per hundred pounds, 
during the two years studied, was greater than the freight —_ 
and other costs of distribution per hundred pounds combined. ret 
example, the average price paid by purchaser per hundred pounds : 
all live stock increased $1.61 between 1924 and 1925. The average 
freight charge for all live stock in both 1924 and 1925 was 41 a3 
per hundred pounds, while other costs of distribution averas is 
cents for both periods, making a total of 63 cents per hundred por i 
for transportation and distribution charges. The increase of $1. the 
the average price of all live stock was more than 2% times on 
combined cost of transportation and distribution. The same 
true, in varying degrees, of the individual classes of live stock. the 

As the increase in price from 1924 to 1925 was greater thee nd 
total freight and other distribution costs in either year, it ee 
that the net proceeds to the seller in 1925 was greater than the 
price paid by the purchaser in 1924. , 

That is, the seller of live stock at point of shipment in se 
ceived a greater net for his stock, after transportation and in the 
bution charges had been paid, than the total amount paid in 
market in 1924, before such charges were taken out. 
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SHIPMENT OF FIREARMS 
The Trafic World Washington Bureau 


A subcommittee of the House committee on interstate and 
foreign commerce, composed of Representatives Nelson, Garber 
and Shallenberger, held a hearing this week on H. R. 6232, 
introduced by Representative McLeod, of Michigan, providing for 
regulation of interstate shipment of firearms. The bill provides 
that it shall be unlawful for any person or persons to send 
in interstate commerce, by mail, express, or any other public 
or private carrier, any pistol or revolver unless the package is 
so marked as plainly and clearly to indicate that a pistol or 
revolver is contained therein. It further provides that in case 
a package so marked, or otherwise known as containing a pistol 
or revolver, is addressed or made deliverable to a person at any 
place within a state or the District of Columbia by whose law 
the sale of such revolvers or pistols is permitted only on 
presentation of a permit or other authorization, it shall be 
unlawful for the postmaster, or any agent of any carrier in 
interstate commerce to deliver or permit to be delivered such 

*pistol or revolver except upon presentation of such certificate 
or other authorization. Penalties are provided for violation of 
the provisions. 

J. W. Hull, secreatry of the American Reclamation Society, 
of Detroit, and Representative McLeod, urged passage of the 
bill. Mr. Hull said that, under existing conditions, persons 
could buy pistols and revolvers through the mails without any 
trace of such purchase and that this afforded an easy method 
for criminals to obtain firearms. He said the large mail order 
houses no longer sold such firearms, but that small specialty 
mail order concerns dealt in them. Representatives Foss and 
Stobbs, of Massachusetts, appeared in opposition to the bill. 
Manufacturers of firmearms did not object to some regulation 
of the traffic, according to the opponents, but they did not believe 
that the proposed law would meet the situation, and that it 
would not prevent criminals from obtaining firearms. 


ASK PERMANENT COAL RATES 


The Trafic World Washington Burean 


Petitions asking that the Commission make permanent the 
temporary rates now in effect on soft coal from the southern 
West Virginia field to the eleven northeastern states have been 
filed in No. 15006, In the Matter of Rates, Regulations, Rules and 
Practices Governing the Transportation of Anthracite Coal, 
which has come to be known as the anthracite substitutes case, 
have been filed by the New England Governors’ Fuel Committee, 
Kanawha Coal Operators’ Association, New England Traffic 
League, Boston Chamber of Commerce, Associated Industries of 
Massachusetts, Manufacturers’ Association of Connecticut, Inc., 
Springfield (Mass.), Chamber of Commerce, New Hampshire 
Manufacturers’ Association, Associated Industries of Maine, Con- 
necticut State Chamber of Commerce, Associated Industries of 
Vermont, Providence (R. I.), Chamber of Commerce, New Hamp- 
shire State Chamber of Commerce and the Portland (Me.), 
Chamber of Commerce. 

Unless the Commission acts affirmatively to keep the rates 
in effect they will expire by limitation on April 30. They were 
ordered into effect for the limited period on the theory that an 
emergency existed by reason of the strike in the anthracite 
fields. They theory was that the shortage in the fuel supply of 
the northeastern states would be so great that the nearer mines 
of the soft coal regions of Pennsylvania could not take care of 
the demand, although the nearer mines and the railroads serving 
them insisted that they would be able to supply the demand, 
even if it were confined to low volatile coals, the ones supposed 
to be more nearly like the anthracite coals the northeastern 
states had been using than the high volatile coals. 

Each of the petitioners asked for further hearing. The New 
England interests asserted that continuance of the rates would 
be in the public interest. The New England commercial bodies, 
however, asked for the establishment of just and reasonable 
rates “via all reasonably direct routes.” 


A. R. Yarborough, traffic manager for the Kanawha Coal 
Operators’ Association, who signed its petition, went farther 
than the others, in that he asserted that each of the combination 
rates now in effect in the eleven northeastern states, and each 
of the combination rates which would be revived through the 
cancellation of the temporary or emergency rates, was unjust, 
unreasonable and in violation of the first and third sections of 
the act; that the conduct of the respondents in refusing to dis- 
place the “incomprehensible combination mileage rates” with 
reasonable joint rates was in violation of the first section; that 
the members of that association l.ad paid the unjust and unrea- 
sonable combinations and that upon the expiration of the tem- 
porary rates they would be compelled to pay the revived unjust 
and unreasonable rates. 


Each of the petitioners quoted the remarks made by Com- 
missioner Campbell, at the hearing in New York November 13, 
in which he expressed the thought that the orders that might be 
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issued in this case would be for the establishment of temporary 
rates, together with his suggestion that after that had been done 
the question of the desirability of making such rates permanent, 
could be considered more at leisure. 

“There is in fact no reason under the law or upon the evi- 
dence in the case other than the reasons of expediency explained 
by the presiding Commissioner at the hearing,” said Yarborough, 
“why rates no higher than those prescribed in the order should 
not be made permanent.” 

At one or two points in his petition Yarborough said the 
members of the association for which he was speaking had suf. 
fered damage. He closed his petition by asking the Commission 
to “enter such further order or orders in the premises as it may 
deem reasonable and just,” which is some of the language em- 
ployed by complainants when they ask reparation. 


COMMISSION ORDERS 


The Commission has denied the petition of complainants and 
interveners for further hearing in No. 15199 (and Sub-No. 1), 
Wahsington Publishers’ Association et al. vs. Baltimore & Ohio 
Railroad Company et al., and No. 15229, The Evening Star 
Newspaper Company vs. Canadian Pacific Railway et al. 

The Citizens’ Gas Company of Indianapolis, Fairmount Glass 
Works, Langsenkamp-Wheeler Brass Woorks, Indianapolis Drop 
Forging Company, Imperial Drop Forge Company (Burrell 
Wright, receiver), Service Spring Company, Great Western Oil 
Company and Mid-West Engine Company (Union Trust Com- 
pany and Chas. W. Jewett, receivers), have been permitted to 
intervene in No. 15822, Indian Refining Company vs. Big Four. 

The State Corporation Commission of New Mexico has been 
permitted to intervene in No. 17930, United Verde Copper Con- 
pany et al. vs. Santa Fe et al. 

The Colorado and New Mexico Coal Operators’ Association 
has been permitted to intervene in No. 17930, United Verde Cop- 
per Company et al. vs. Santa Fe et al. 

The Weyerhaeuser Timber Company has been permitted to 
intervene in No. 17991, City of Providence vs. New York, New 
Haven & Hartford Railroad. 

The Luckenbach Steamship Company, Inc., has been per- 
mitted to intervene in No. 18017, A. C. Dutton Lumber Corpora- 
tion vs. New York, New Haven & Hartford et al. 

The Nebraska State Railway Commission has been permitted 
to intervene in No. 9200, railway mail pay. 

The order entered in No. 14150, Corporation Commission 
of Oklahoma vs. Abilene & Southern et al., and No. 14970, 
Texas Cottonseed Crushers’ Association et al. vs. Same, 
on May 6, 1925, as amended, is further amended so as to elimi- 
nate cotton hull ashes and cotton burr ashes, and rates thereon, 
from the requirements thereof. 

The Commission has denied the defendant’s petition in No. 
14121, Jewell Company, Inc., vs. Santa Fe et al., for reargument 
and reconsideration. 

The Commission has permitted the Wetsern Union Tele- 
graph Company to intervene in Valuation No. 701, Iberia & 
Vermilion Railroad Company. 

The order entered in No. 16432, Cairo Syrup Company vs. 
Indiana Harbor Belt Railroad et al., on December 5, 1925, which 
was by its terms. made effective February 8, 1926, and subse- 
quently modified so as to become effective on March 10, 1926, 
has been further modified so that it will become effective on 
April 10, 1926, instead of on March 10, 1926. 


The Keokuk Shippers’ Association, Keokuk Sand Company 
and McManus Quarries Company have been permitted to inter- 
vene in No. 17789, Missouri Gravel Company vs. Chicago, Bur- 
lington & Quincy Railroad et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 17170, American 
Tar Products Company et al., vs. Santa Fe et al., No. 17328, 
Certain-teed Products Corporation vs. Ahnapee & Western et al. 
and No. 17468, The Philip Carey Company et al. vs. Santa 
Fe et al. 

The Keokuk Barrel Company, Bott Brothers Manufacturing 
Company and Keokuk Shippers’ Association have been permitted 
to intervene in No. 17735, Omaha Cooperage Bureau vs. Atlantic 
Coast Line Railroad et al. 

The Birmingham Slag Company and Montgomery Gravel 
Company have been permitted to intervene in No. 17805, Colbert 
Limerock Asphalt Company et al. vs. Alabama Central Rail 
road et al. 

The Commission has dismissed the complaint under I. C. ©. 
Docket No. 17848, The Red Star Milling Company vs. Kansas 
City, Mexico & Orient Railroad et al. on the ground that it 
is barred by the statute of limitations. 

The Commission has denied the petition of defendants for 
rehearing or reargument and complainant’s petition for amend 
finding in No. 15696, Clark Brothers Bolt Company vs. NeW 
York Central et al. 

The petition filed on behalf of the Director-General in N® 
14445, George A. Fuller Company et al. vs. Director-General a 
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agent, Norfolk & Western et al., for reargument or reconsider- 
ation, is denied. 

The Commission has reopened for further hearing at such 
time and place as it may hereafter direct. No. 15749, Beggs & 
Cobb et al. vs. Boston and Maine et al., solely for the purpose 
of affording the petitioners, Hunt-Rankin Leather Company, 
complainant; Helburn & Moran, Rice & Hutchins, Incorporated, 
and Carr Leather Company, interveners, an opportunity to 
prove damage. 

The complainant’s petition for rehearing or reargument in 
No. 16284, Frank L. Cheesman vs. Central Vermont Railway 
et al. is denied. 

The defendants’ petition for rehearing in No. 16432, Cairo 
Syrup Company vs. Indiana Harbor Belt et al. is denied. 

The Commission has reopened for further consideration No. 
15423, The Northern West Virginia Coal Operators’ Association 
vs. Baltimore and Ohio et al. 

The Chicago & Eastern Illinois Railway Company has been 
permitted to install an automatic train control or train stop 
device upon that portion of its line between Danville, Ill., and 
Clinton, Indiana, in lieu of the territory specified in order of 
November 2, 1925, modifying said order of January 14, 1924, 
which, in all other respects, remains in full force and effect. 

The Louisville & Nashville Railroad has been permitted 
to install automatic train-stop or train-control device upon a 
full passenger locomotive division between New Orleans, Louisi- 
ana, and Mobile, Alabama, in lieu of that portion of its line 
prescribed by order of Commission, but in all other respects 
said order as amended February 5, 1926, shall remain in full 
force and effect. 

The Havana Truck Growers has been permitted to intervene 
in No. 17857, Gadsden County Truck Growers’ Association vs. 
Aberdeen & Rockfish et al. 

The Missouri Portland Cement Company has been permitted 
to intervene in No. 17942, the Atlas Portland Cement Company 
vs. Santa Fe et al., and Sub-No. 1, to No. 17942, the Atlas Port- 
land Cement Company vs. Santa Fe et al. 

The Nebraska State Railway Commission has been per- 
mitted to intervene in No. 17942, Sub-Nos. 1 and 3, the Atlas 
Portland Cement Company vs. Santa Fe et al. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 17662, Louisville Board of Trade vs. Aberdeen 
& Rockfish et al. 

The complainant’s petition for reargument in No. 15137, 
California Growers’ and Shippers’ Protective League vs. South- 
ern Pacific et al., has been denied. 

The Keokuk Shippers’ Association and Iowa Fiber Box Com- 
pany have been permitted to intervene in No. 17773, Eggerss- 
O’Flying Company vs. Chicago & North Western et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2620, the Commission has suspended from 
March 5 and 12, until July 3, schedules Speiden’s I. C. C. No. 965 
and supplement No. 2 thereto. The suspended schedules pro- 
pose to increase rates on cast iron pipe and related articles, in 
carloads, from Chattanooga, Tenn., to Plainfield and Somerville, 
N. J. The following is illustrative: 

Present Proposed 
From Chattanooga, Tenn., to Plainfield, N. J...... 889 925 
From Chattanooga, Tenn., to Somerville, N. J..... 889 925 


In I. and S. No. 2618, the Commission has suspended from 
March 5 until July 3, schedules as published in supplements Nos. 
115 and 121 to Boyd’s I. C. C. No. A-1357. The suspended sched- 
ules propose to restrict commodity rates on rough stoyge or mar- 
ble, carloads, from St. Louis, Mo., to Carthage, Mo., sd™as to not 
apply on interstate traffic, which would result in the application 
of higher rates on such traffic. The following is illustrative: 


From St. Louis, Mo., to Carthage, Mo., present 220, proposed 304. 


In I. and S. No. 2619, the Commission has suspended from 
March 5 until July 3, schedules as published in the following 
tariffs: Grand Trunk Railway System (Lines West); Supple- 
ments Nos. 3 and 4 to I. C. C. No. A-2308; Wabash Railway Com- 
pany, Supplement No. 3 to I. C. C. No. 5872. The suspended 
schedules propose to cancel free diversion and reconsignment 
privileges on anthracite coal, carloads, at Detroit, Milwaukee 
Junction, West Detroit and Port Huron, Mich., and assess reg- 
ular diversion and reconsignment charges in lieu thereof. 

In I. and S. No. 2623, the Commission has suspended from 
March 10, until July 8, schedules as published in fourth revised 
page 29 to Chicago Burlington & Quincy I. C. C. No. 15627. The 
suspended schedules propose to restrict transit privileges on 
grain and grain products at Denver, Colo., so that these priv- 
ileges will not apply in connection with commodities received 
from points on other lines and delivered to the Chicago, Bur- 
lington & Quincy at various junction points in Iowa, Montana 
and Nebraska, on and west of the Missouri River, when such 
commodities have had a previous transit at Missouri River 
cities; and also propose to cancel transit privileges at Denver, 
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Colo., on all grain and grain products originating at Omaha or 
South Omaha, Nebr., on the Chicago, Burlington & Quincy, 
The following is illustrative of the proposed changes in rates 
when second transit is given shipments at Denver: 


CORN, C. L., 
When transmitted at Sioux City, Iowa, and Delver, Colo. 


Present Proposed 
From Le Mars, Iowa., to California points....... 66 68 
From Ash Creek, Minn., to California points..... 66 73% 


In I. and S. No. 2621, the Commission has suspended from 
March 8 and later dates until July 6 schedules as published ip 
tariffs issued by various carriers publishing rates on coal from 
Illinois mines and from Lake Superior ports. The suspended 
schedules propose to increase rates on bituminous coal from 
Illinois to destinations in Minnesota on the Minnesota Western 
Railroad and to reduce rates on bituminous coal from Lake 
Superior ports to the same destinations. The following is illug- 
trative: 


To Lake Lillian, Minn., from Duluth, Minn., present 303; pro- 
posed 261; Springfield, Ill., present 404; proposed 441; Herrin, II, 
present 434; proposed 471. 


In I. and S. No. 2622, the Commission has suspended from 
March 8 and 21 until July 6, schedules as published in supple 
ment No. 2 to Atlanta and West Point I. C. C. No. A-20 and in 
Glenn’s I. C. C. No. A-536 and supplement No. 2 thereto. The 
suspended schedules propose to increase rates on lumber and 
other forest products, carloads, from Montgomery, Ala., to South 
Atlantic ports and from Covington, Madison and Washington, 
Ga., to Jacksonville, Fla., and points taking same rates; also to 
establish reduced rates on the same commodities, which are 
not subject to the combination rule, from Louisville & Nashville 
stations south of Montgomery, Ala., to Jacksonville, Fla. The 
following is illustrative: 


Lumber, carloads, to Jacksonville, Fla., from Montgomery, Ala., 
present 17, proposed 20; Covington, Ga., present 13, proposed 16; 
Flomaton, Ala., present 27%, proposed 23. 


MOVEMENT OF EXPLOSIVES, ETC 


More than 500,000,000 pounds of commercial explosives were 
handled by the railroads of the United States and Canada in 
1925 without death or injury to any person, according to a report 
for the year of the Bureau of Explosives of the American Rail- 
way Association and made public March 8. 

“This movement of these explosives, which involves the 
greatest potential hazard the railroads are called upon to face, 
was handled in approximately 375,000 cars, but due to the 
excellent work of thousands of factory and railway employes, 
it was accomplished without accident,” says the association, 
continuing as follows: 





Twenty-six accidents due to the transportation of fireworks were 
reported during the year, twenty-four of which were caused by ex- 
plosions of toy torpedoes. There were, however, no deaths or in- 
juries in any of the twenty-six cases. Explosives handled by the 
railroads during the year included dynamite and other high ex- 
plosives, black powder, blasting caps, and War and Navy Depart- 
ment shipments. 

While the railroads also handle millions of pounds of acids, in- 
flammable liquids, compressed gases, poisonous liquids and scores 
of other semi-dangerous articles, only thirteen persons were killed 
and fifty-seven injured as a result of accidents in connection with the 
movement of such hazardous commodities. Of the thirteen killed, 
ten persons lost their lives and fifteen were injured as a result of 
explosions of gasoline. It is a strange fact, however, that one-half 
the deaths and more than one-half of the injuries due to such 
accidents were the direct consequences of trespassers entering empty 
tank cars. 

Two persons also were killed as the result of accidents due to the 
transportation of crude petroleum oil, while one fatality resulted 
from the transportation of Pintsch gas. \ 

When we re-cal]l that about 24,000 deaths and 500,000 injuries 
occurred in 1925 on our streets and highways, our record is very 
satisfactory. The annual property loss due to accidents in connection 
with the transportation of explosives and other dangerous articles on 
the railroads of the United States and Canada averages about 
$1,000,000. In view of the fact that the damage by any fire depends 
so much on accidental conditions, it is surprising that the totals 
from year to year should be so close to the average. One million 
dollars is about two per cent of the total loss and damage claims for 
all freight. 

Inflammable liquids cause the great bulk of trouble chargeable 
to dangerous commodities of all sorts. Undoubtedly a far greater 
tonnage of all types of inflammable liquids, taken together, is hauled 
than of any other class of hazardous commodities and perhaps than 
all other classes put together. Next to gasoline, the heaviest damage 
is chargeable to benzol, while inflammable crude oil is third. 


NEW YORK SHIPPERS’ CONFERENCE 


The Shippers’ Conference of Greater New York held its al 
nual meeting and dinner March 9 at the Waldorf-Astoria. The 
following officers were elected: Chairman, W. A. Moore; vice 
chairman, D. T. Waring; secretary-treasurer, P. W. Moore; board 
of governors for three years, J. A. Jansen, retiring chairmal, 
who presided. W. S. Cowie, president of the New York Traffic 
Club, delivered a brief address in which he pointed out the vari 
ous shipping and traffic problems of the day. 





, No. 11 


haha or 
Quincy, 
in rates 


olo. 
> roposed 
68 


73% 


ed from 
ished in 
al from 
spended 
al from 
Western 
m Lake 
is illus- 


303; pro- 
rrin, IIL, 


led from 
| Supple 
0 and in 
to. The 
ber and 
to South 
shington, 
; also to 
hich are 
Nashville 
la. The 


ery, Ala., 
posed 16; 


a! 

‘C 

ves were 
unada in 
a report 
can Rail- 


ives the 
to face, 
> to the 
‘mployes, 
sociation, 


orks were 
d by ex- 
1s or in- 
d by the 
high ex- 
r Depart- 


acids, in- 
nd scores 
ere killed 
1 with the 
en killed, 
result of 
- one-half 
to such 
ng empty 


lue to the 
- resulted 


0 injuries 
d is very 
‘connection 
irticles on 
res about 
e depends 
the totals 
ne million 
claims for 


-hargeable 
ir greater 
is hauled 
haps than 
st damage 


ld its al- 
ria. The 
ore; vice 
re; board 
chairmat, 
rk Traffic 
the vari- 


March 13, 1926 


— 


THE MODERN PORT 
of the Great Southwest 


caemeerran 


Los Angeles Harbor 


SHIP THROUGH 
Los Angeles 


HARBOR 


Six Miles of Municipal Wharves 
and Transit Sheds. The last 


word in wharf construction. 
Modern— Fully Equipped — Fireproof 


Rail, connections with all, trans- 
continental railroads. 


Send for late Annual Report 
also rates, rules and regulations 


Board of Harbor Commissioners 
1017 So. Figueroa Street 
LOS ANGELES, CALIFORNIA 


THE TRAFFIC 


WORLD 


The Southwest Is. Growing 


In Population and 
Importance 


Ohe 
Port of Houston 


Is Keeping Pace 


x & k 


HERE is no let up—constant build- 
——— ing, constant additions, constant 
=== improvements — are on the pro- 

gram for the Port of Houston. 
Fifty miles closer by water to the fast 
increasing markets of the Southwest. 
Served by SEVENTEEN RAILROADS 
reaching with adequate freight and pack- 
age car service through the entire terri- 
tory, THE PORT OF HOUSTON serves 
an ever increasing number of shippers. 

Tune in on KPRC—The Great Houston 
Post Dispatch Radio—facts concerning 
The Port of Houston are frequently given 
out over the air from this station. 


SEND FOR 


“Port Houston’ 


The Official Organ of 
the Port Commission 


IT IS FREE 


me kh 


Address 


The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
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ST. LOUIS TRANSFER CASE 
The Trafic World Washington Bureau 


The whole bench of the Commission, March 10, listened 
to arguments in No. 16697, Chicago, Rock Island & Pacific et al. 
vs. Baltimore & Ohio et al. The issues were discussed by 
M. G. Roberts for the west side lines, the complainants in this 
case, and L. H. Strasser and M. R. Waite for the defendant 
east side lines. The issue is as to the reasonableness of the 
practice, giving it the name used by the complainants, of the 
east side lines requiring the west side lines to interchange 
freight with them at East St. Louis, except in instances where 
‘the rates are combinations in St. Louis. In such cases the 
east side lines make delivery at St. Louis. 

The complainants contended it was reasonable for the 
east side lines to compel them to accept westbound freight 
in East St. Louis and to bring eastbound freight to that point. 
They called it a practice. The defendant east side lines argued 
that it was a question as to the divisions, or out of whose 
divisions the expense of the transfer was to be borne and not 
a practice. The complainants treated the matter as one which 
required a practice under which they should bring eastbound 
freight to East St. Louis and the defendants or eastern lines 
should bring westbound freight to St. Louis, each, of course, 
for delivery to a connecting carrier or interchange purposes. 
Mr. Waite contended, among other things, that it was extremely 
doubtful whether the Commission had jurisdiction over practices, 
but that inasmuch as the question of divisions was not raised 
the Commission could not deal with the subject as requested by 
the complainants. 

In behalf of the defendants it was argued that delivery for 
interchange purposes was caused by the Chicago & Alton and 
that the western lines, to meet the competition of the Alton, 
made deliveries at East St. Louis. It was contended that 
delivery at East St. Louis had been the custom since 1877 and 
that the controversy as to the point of interchange arose in 
1908 or when some of the east side lines made rates to St. 
Louis and brought about the situation where they were obli- 
gated to carry the freight to St. Louis. East St. Louis, however, 
it was contended was the rate-breaking point from the time when 
the separate and distinct transfer between St. Louis and East 
St. Louis disappeared and the railroads created a terminal 
company to do that work for them. Then, it was asserted, the 
west side lines came to East St. Louis for interchange purposes. 

The complainants said they proposed interchange of east- 
bound freight at East St. Louis and westbound at St. Louis 
notwithstanding the fact that the volume eastbound was about 
three times that of the westbound volume, as a fair and 
reasonable practice. 


UNCONTESTED FINANCE CASES 


The Florida East Coast Railway Company has been author- 
ized to issue $15,000,000 of first and refunding mortgage 5 per 
cent bonds, series A. The bonds are to be sold at not less than 
$5 per cent of par and accrued interest. The money is to be 
used to complete construction now under way and to reimburse 
the treasury. 

The Oklahoma & Rich Mountain Railway Company has been 
authorized to issue $100,000 of common capital stock, consisting 
of 1,000 shares each of the par value of $100. The stock is to 
be sold at not less than par and the proceeds are to be used for 
construction purposes. 

The Norfolk & Portsmouth Belt Line Railroad Company has 
been authorized to issue one 5% per cent one-year promissory 
note for $40,000, the proceeds to be used for current miscel- 
laneous expenditures. 

The Commission has authorized the Bloomsburg & Sullivan 
Railroad Company to abandon about 9 miles of railroad in Co- 
lumbia county, Pennsylvania. The line to be abandoned extends 
from Denton to Jamison City. 

The Commission, by division No. 4, has authorized the Ten- 
nessee Central to issue 60,000 shares of common stock, without 
par value, in exchange for 30,000 shares of outstanding common 
stock, each share of a par value of $100; $500,000 of 7 per cent 
cumulative preferred stock consisting of 5,000 shares, each hav- 
ing a par of $100, to be sold at not less than 95 per cent of par 
and accrued dividends; 10,000 shares of common stock without 
par to be held and used for the conversion of 5,000 shares of 
preferred stock of $100 per share par; and $1,500,000 of first 
mortgage 6 per cent bonds, tlte bonds to be sold at not less than 
95 per cent of par and accrued dividends. 

The Commission, by division No. 4, has authorized the Mis- 
souri-Illinois Railroad Company to issue $300,000 of promissory 
notes in connection with the retirement of first mortgage bonds. 


FINANCE APPLICATIONS 


The Perry & Southeastern has applied for a certificate per- 
mitting it to construct a new line from Perry to Clinchfield, Ga., 
a distance of 7.5 miles. It has applied for permission nominally 
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to issue $250,000 of common stock, the proceeds of which are ty 
be used in construction of the new line. The stock will be sold 
direct to the Clinchfield Portland Cement Corporation at par. 
Perry, one terminus, is on the Central of Georgia and Clinchfield, 
the other terminus is on the Georgia Southern & Florida. 

The Graysonia, Nashville & Ashdown Railroad Company 
has asked for authority to issue $300,000 of common capita) 
stock and a like amount of first mortgage 6 per cent gold bonds, 
The proceeds are to be used, in part, for acquiring railway 
property of the Memphis, Dallas & Gulf, which the applicant 
desires to operate. The Commission on May 4, 1923, and in a 
supplemental order dated August 2, 1923, authorized the ap. 
plicant to issue securities under specified conditions. The ap. 
plicant says the facts on which the conditions were based no 
longer exist. The property to be acquired extends from Nash. 
ville to Ashdown, Ark., a distance of about 27 miles. 

John A. Hulen, receiver of the Trinity & Brazos Valley, has 
applied for authority to issue $90,000 of receivers’ certificates 
under the terms and conditions of a court order issued at Dallas 
December 19, 1925, and for authority to extend a series of re. 
ceiver’s certificates amounting to $210,000 until January 1, 1927, 

The Erie has applied for authority to issue and sell $2,190, 
000 of 4% per cent equipment trust certificates at 97 per cent 
of par in connection with the acquisition of two locomotives, 
100 suburban passenger coaches and 24 passenger coaches at an 
estimated cost of $2,747,627.64. The applicant said no contract 
had been entered into for the sale of the certificates. 

The Indiana Harbor Belt Railroad Company has applied for 
authority to issue $2,600,000 of capital stock, increasing its cap. 
ital stock from $5,000,000 to $7,600,000, to reimburse its treasury 
for capital expenditures not heretofore capitalized. The belt 
road is owned by the New York Central, Michigan Central, Chi- 
cago & North Western and the Chicago, Milwaukee & St. Paul. 
The stock is to be taken by the proprietary companies at par. 
Of the proceeds from the sale, $2,595,413.17 will be used to pay 
off a like amount of 5 per cent demand notes held by the pro 
prietary companies, according to the application. 

The Long Island Railroad Company has applied for authority 
to issue and sell $1,230,000 of 4% per cent equipment trust cer. 
tificates to Kuhn, Loeb & Co., at 97 per cent of par and accrued 
dividends, in connection with purchase of 20 steel passenger 
cars, 7 electric locomotives, 2 steel car floats and 1 steel tug at 
a cost of $1,651,530. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports, March 11, of the status of the lumber indus- 
try, for the week ended March 6, from 384 of the larger soft 
wood, and 116 of the chief hard wood, mills of the country. The 
369 comparably reporting soft wood mills showed increases in 
production and shipments, and a slight decrease in new business 
in comparison with reports from 367 mills the week earlier. 
When compared with reports for the same period of last year— 
when nine fewer mills reported—gratifying increases, particu- 
larly in new business, were noted. The hard wood operations 
showed marked current increases in all three factors. 

The following table compares the national soft wood lumber 
movement as reflected by the reporting mills of eight regional 
associations for the three weeks indicated: 


Corresponding Preceding Wk. 


Past Week Week, 1925 1926 (Revised) 
9 36 367 


BE Sasesvcssdeesaives 36 

Production .......... 237,711,333 227,168,224 226,495,064 
ag Seccccicsoce 253,701,560 246,809,597 247,639,564 
Orders (New Bus.)... 255,649,152 223,828,120 256,892,933 


The following revised figures compare the soft wood lumber 
movement of the same eight regional associations for the first 
nine weeks of 1926 with the same period of 1925: 


Production Shipments Orders 
BD . dtcsssaseseteuneue 1,985,731,431 . 2,179,113, 293 2,243,087,238 
BEE sctSeeueveveecuees 1,937,756,655 2,024,004,737 1,949,510,976 


ADDITIONS TO EQUIPMENT 


Class I railroads in January installed in service 4,9! 
freight cars, according to reports filed by the carriers with the 
car service division of the American Railway Association. I 
January, 1925, 12,735 freight cars were installed in service while 
in January, 1924, there were 16,192. Of the total number it 
stalled in January, 1926, box cars numbered 1,345, coal cals 
2,747, and refrigerator cars 325. 

Freight cars on order on February 1 totaled 50,636 includins 
24,858 box cars, 21,298 coal cars and 1,808 refrigerator cas 
Class I railroads on February 1 last year had 59,295 freight caf 
on order while on February 1, 1924, they had 25,390. Locome 
tives placed in service in January totaled 191 compared with 
167 in January, 1925, and 271 in January, 1924. Locomotives # 
order on February 1 this year totaled 493 compared with 280 
the same date last year and 439 on the same date two years ag? 
These figures as to freight cars and locomotives include né®, 
rebuilt and leased equipment. 
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- : PANAMA MAIL S.S.CO 
Dar. OSITION WANTED—Traffic Manager, fully qualified, desires po ~ 7 m1 
ifle P a ’ 7 ’ g 
1d, sition industrial, commercial concern, en dng ae a Fast Freight and Passenger Service 
portation service, three years’ commercial; now ployed, 1-4 
npany mew field any a. mg + mang: age 36, married. Address tit Scheduled sailings via Panama — 
; c ‘ m=-SAN FRANCISCO AND LOS ANGELES 
ale a = —— E = Servi izati desi * sassy > 
nds, NATIONALLY ADV ISED Traffic Service organization desires 
ilway [§ fifty men EXPERIENCED in selling Traffic Service contracts. We EASTBOUND SAILINGS 
lie pay largest commissions, have best contract on market, and are better 
1iCant located and equipped to render the service than any other organiza- From San Francisco From Los Angeles 
lina tion in this line of work. In answering tell us ALL about yourself; e S.S. VENEZUELA........... March 27 March 29 
le ap. we want only the most reliable and competent men. See our ad on S. S. ECUADOR.............. April 17 April 19 
ue ap- page 677, this issue. S. S. COLOMBIA............. May 15 May 17 
ed no TRAFFIC MANAGER—Of proven ability, now employed, seeking Also regular sailings for Mazatlan, Manzanillo, Champerico, 
Nash- larger opportunities. Thoroughly experienced in railroad and indus- San Jose de Guatemala, Acajutla, La Libertad, La Union, 
trial traffic. Expert on rate adjustments and claims; La Salle Gradu- Corinto, Amapala, Puntarenas, San J del Sur and Balboa 
ate. Unusually successful record. Address W. I. N. 893, care Traffic yuan ’ 
y, has World, Chicago, Ill. ae (Panama) and Buenaventura. 
es Sah be Lgl nt ae mannan. * , See gal seiepons, 4 eens on ” A ond Raves seas 
industrial traffic manager, oroug nowledge rates, claims an 2 Pine Street, San Francisco, Cal. 
of terstate Commerce Procedure. Account firm liquidating, services 
1927 | wil be available March 15. Address R. T. B., care Traffic World, $0 Hanover Bey How Tse OLE. _ S6S Se. Resins S., hice Angelia, Cut. 
52 190. Chicago, Ill. 
r Cent PAEMBERS AWA O.W A 
otives, 
s at an 
ta C NRRL OTADYANCED TRA 
ied for CA Single Subject. Well Taught! LSERVW/CE| 
ts ca Enrollments are being taken now for this specialized course in 
D- 
easury traffic ar. wn. 8 is ae ae oe — —_™ 
a special course in Traffic w. ur method of teaching is 
, eo ae om Bxpert .... w gl soemounced it the most BUILOS BETTER BUSINESS 
, Chi- orou and practical course ntroduced. saghinpecnpraceee . ae 
- Paul We conduct both resident classrooms and instruction by mail. MERCANTILE WAREHCUSING AND DISTRIBUTING 
at par. —— now and prepare for that bigger position and a better 
. ncome. 
to pay ES nen 
ne pro fy | et the Facts NOW! | COLLEGE OF ADVANCED TRAFFIC, } WE STORE AND DISTRIBUTE 
. —_ the soups ad our ! ~~ nigel a sag = H For the Great Calumet District 
thority ooklet giving fu par- H ithout obligation, please send me your H 
ticulars, rates, etc. It will free catalo ivin articulars as marked 
ist on I | owyu how oer have | blow. SNE Parca mathe | General Merchandise, Furniture 
Lccru increased their income ‘ rafic Management at esident 
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COMMUNITY MANAGEMENT 


The’ circumstances under which some of the smaller rail- 
roads of New England are making a fight for existence by means 
of community managémient and cooperation by the public and the 
employes are described in a letter written by President Frank 
W. Sargeant, of the Suncook Valley Railroad, to be published 
in the annual report of the Boston & Maine. This New Hamp- 
shire line was the first of the recent ventures in neighborhood 
rail operation. With the first year of community management 
closed, President Sargeant summarizes the experiences and re- 


sults as follows: 


Because the Suncook. Valley was able to continue to run a rail- 
ryad train, furnished by a friendly road, over its irons and pay 
running ,.expenses for a year is no criterion or guarantee that these 
lines have permanently demonstrated the wonderful success of short 
line roads, possible under private management. It is needless for 
me to discuss this question with you because you must know that 
the success of the Stfncook Valley for that first year was limited to 
its ability to operate the road from income, and there tould not be 
any opportunity of providifg for reserves and contingencies. . 

We are still mighty far from being able to provide, except in 
a small way, for the necessary reserves and even then, what is the 
future of the road? All we can see is, there is a possibility of the 
short line road continuing only so long as the community served will 
rut up with the very simple and most ordinary railroad service, op- 
erated by employes who are willing to work at the prevailing daily 
wage paid by that same community in other lines of business, and 
after that, the cooperation and assistance in helping over the rough 
places; for instance, when we have a winter with a very heavy snow- 
fall, putting up now and then without railroad service, for a day 
or so. 

When we meet with some unusual conditions, something we have 
no. control over, then the community must be patient and generous 
in their treatment of the situation, and then accept only what the 
road can afford to furnish, based on this economical and simple policy. 


The Boston & Maine; which formerly operated the Suncook 
Valley under lease, turned over to the road’s resident owners, at 
nominal cost, the 4%4-mile extension, which was owned by the 
Boston & Maine, and 630 shares of the road’s stock. The Boston 
& Maine has cooperated. also in furnishing equipment, supplies 
and other factilities without profit since the local operation was 
started on September 28, 1924. : 

The St. Johnsbury & Lake Champlain, the Montpelier & 
Wells River, and the Barre & Chelsea Railroads, all in Vermont, 
are now also operating under somewhat similar conditions of 
community management, with assistance from the Boston & 
Maine, in an effort to save the lines for the benefit of the com- 
munities they serve. 


rE 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of February 15 was 65.3, according to the car seryice division 
of the American Railway Association. By, classes of equipment 
the percentages were as follows: Box, 56.8; refrigerator, 76.7; 
coal and coke, 69.1; stock, 90.1; flat, 79.5; tanks and others, 
94.4. By districts the percentages for all classes of equipment 
were as follows: Eastern, 53.9; Allegheny, 69.9; Pocahontas; 
58.2; Southern, 64.7; Western, 71.9. . 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of February 15, showed the 
following: Eastern district, 96.6 as against 97:2 a year ago; 
Pocahontas, 75.8 as against 83.7 a year ago; Southern, 109.6 
as against 100.1 a year ago; Western, 95.7 as against 98.7 a year 
ago; all districts, 98.4 as against 98.4 a year ago; Canadian 
roads, 90.7 as against 89.6 a year ago. 


_ COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended: Feb. 27 is estimated 
by the Bureau of Mines: of the Department of Commerce at 
10,895,000 net tons, a decrease of 164,000 tons as compared with 
the preceding week. Production of anthracite is estimated at 
1,611,000 net tons for the week ended Feb. 27, the first full week 
since the miners returned to work. This is but slightly less than 
the output for the corresponding period of 1925. 

‘Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended Feb. 20 were reported 
as follows: Bituminous,: 3,901;: anthracite, 234. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended Feb. 27 totaled 513,665 net tons, of which 
287,777 tons were for New England delivery. 


OPERATION OF IDAHO LINES 


The Oregon-Washington Railroad & Navigation Company has 
applied: to the Commission for authority to operate in common 
with the Northern Pacific, a branch line from Joseph to 
Orofino, Idaho, a distance of 32 miles, and thence to Stites, 
Idaho, a distance of 34 miles. The applicant said it would use 
and operate the lines under contract with the Northern Pacific 
on a rental basis. It explained that it and the Northern Pacific 
owned, in: equal. proportions, the capital stock of the Camas 
Prairie Railroad Company, which operated for the common ben- 
efit of the applicant and the Northern Pacific a line from Riparia, 
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Wash., to Lewiston, Idaho, owned by the applicant, and a line 
from Lewiston via Joseph to Grangeville, Idaho, owned by the 
Northern Pacific. 

The Oregon-Washington referred to an application filed by 
the Camas Prairie, made public at the same time the Oregon- 
Washington’s application was made public, asking authority to 
operate, for the common benefit of the Oregon-Washington and 
the Northern Pacific, the line from Joseph to Stites. 

The Oregon-Washington said its application was filed so that 
it might, if it so desired, operate the line from Joseph to Stites 
with its own equipment and employes in common with the 
Northern Pacific. 

In its application, the Camas Prairie also asked authority 
to operate a line to be constructed by the Northern Pacific from 
Orofino to Headquarters, Idaho, a distance of 41 miles. 


CONDITION OF EQUIPMENT 


Freight cars in need of repaid on February 15 totaled 
162,982, or 7.0 per cent of the number on line, according to the 
car service division of the American Railway Association. This 
was an increase of 4,822 cars over the number reported on 
February 1, at which time there were 158,160, or 6.8 per cent. 
It was, however, a decrease of 24,999 cars compared with the 
same date last year. Freight cars in need of heavy repair on 
February 15 totaled 115,909, or 5.0 per cent, an increase of 304 
compared with February 1. Freight cars in need of light repair 
totaled 47,073, or 2.0 per cent, an increase of 4,518 compared with 
February 1. 

Locomotives in need of repair on February 15 totaled 10,682, 
or 16.9 per cent of the number on line. This was an increase of 
595 locomotives compared with the number in need of repair 
on February 1, at which time there were 10,087, or 16.0 per cent. 
It also was a decrease of 1,134 locomotives compared with the 
number in need of repair on the same date last year, at which 
time there were 11,816, or 18.4 per cent. Of the total number in 
need of repair, 5,563, or 8.8 per cent, were in need of classified 
repairs on February 15, an increase of 264 compared with 
February 1, while 5,119, or 8.1 per cent, were in need of running 
repairs, an increase of 331 within the same period. Class I rail- 
roads on February 15 had 4,848 serviceable locomotives in 
storage, a. decrease of 200 compared with the number of such 
locomotives on February 1. 


CUT LIVE STOCK LOSSES 


That the Joint Committee for Reducing Live Stock Shipping 
Losses, at Nashville, Tenn., has made progress in its work is 
indicated by its eighth annual report, showing that there was 
only one dead animal in every 2,649 received for the Nashville 
Union Stock Yards in 1925, as compared with one dead animal 
in every 500 received in 1918, when the committee was organized. 
The report of the committee attributes success in reducing losses 
in shipment to “cooperation on the part of the shipping public, 
careful supervision of animals and equipment, and good handling 
on the part of the carriers.” The loss ratio in shipments re- 


ceived at Nashville, over a period of eight years, is shown as 
follows: 


1918, 1 dead in every 500 animals received; 1919, 1 dead in every 
650 animals received; 1920, 1 dead in every 1,000 animals received; 
1921, 1 dead in every 1,100 animals received; 1922, 1 dead in every 
1,306 animals received; 1923, 1 dead in every 1,636 animals received; 
1924, 1 dead in every 2,156 animals received; 1925, 1 dead in every 
2,649 animals received. 


DETROIT SHIPPERS’ CONFERENCE 


The Detroit District Shippers’ Conference, of the Board of 
Commerce, March 2 considered legislation relating to transporta- 
tion, rate proposals of the carriers, ocean freight rates, methods 
of handling claims, and the subject of weighing and inspection. 
The legislative committee reported on the Watson-Parker labor 
bill, opposing it, thereby reaffirming action taken by the board 
of directors of the Board of Commerce. The committee als0 
expressed opposition to the Cummins consolidation bill. The 
conference went on record as opposing House Bill 6360, to 
restore to state commissions the power to regulate rates not 
directly in conflict with interstate traffic. It also adopted 4 
resolution against Senate bills 3120 and 2808, for membershiP 
of the Commission by regional appointment, stating that the con 
ference was against any increases in the number of members. 
It also Opposed Senate bill 1734, for federal regulation of motor 
vehicles, and adopted a resolution to the effect that any legisla 
tion to regulate motor vehicles should be the result of a thor 
ough investigation of the subject and an agreement by the truck 
users, shippers, regulatory bodies, and the carriers. Bills meet 
ing the approval of the conference were those proposing exten 
sion of credit by the carriers in the payment of freight charges 
and extending the jurisdiction of the Commission in the estab 
lishment of water and rail service, preventing the abandonment 
of such service unless by permission of the Commission. 
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THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec‘alist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 


and w'de knowledge will answer questions aes hy practical traffic 


lems. We do not desire to take the place of 
Ip him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C 


traffic man but to 


Tariff Interpretation—Application of Intermediate Rule to Points 
Not On Direct Line—Application of Rates Over a Line Not 
Party Thereto 
Colorado.—Question: D. & R. G. W. 4900-E, I. C. C. 142, Item 

2580 names a rate of 98% cents on fresh meats from Pueblo, 

Colo., to Grand Junction, Colo. 

Is the rate of 98% cents applicable to Montrose, Colo., unde: 
Item 525 of the above tariff? Amendment 90 to the above tariff 
names a rate of 841%4 cents to Durango, Colo., on fresh meat. The 
title page bears a notation “Will not apply on interstate traffic.” 

Is the rate of 84%4 cents applicable to Durango, Colo., if the 
same moves intrastate by the way of Montrose, Colo., Ridgeway, 
Colo., and the R. G. S. R. R—the R. G. S. R. R. not being 
named as a participating carrier? 

Answer: Item 525, the Intermediate Rule of this tariff reads: 

Rates provided in tariff and as amended apply from and to points 
named only, except that rates from or to intermediate points not in- 
dexed will be the same as shown in tariff from or to the next more dis- 
dant point from or to which rates are named, except as otherwise spe- 
cifically provided. Stations not named in individual rate items will take 
the rate applicable from or to the next more distant station (as above 
oe cl notwithstanding that such stations may be named in other 

Montrose is indexed in this tariff and under the first part of 
this rule the rate to Grand Junction could not be applied to 
Montrose. The Commission has covered this point in several 
cases, which need not, however, be cited. But the restriction 
as to points “not indexed” is modified by the clause relating to 
individual rate items, which does not prohibit the use of the rule 
to points that are indexed for other rates. In other words, the 
general line of rates in this tariff will not apply at intermediate 
points if the intermediate points are “indexed,” but as to indi- 
vidual rate items the intermediate rule will apply whether said 
points are indexed for other rates or not. 

Montrose, Colo., being intermediate to Grand Junction, 
Colo., under Item 2580, the latter rate is applicable at Montrose. 

It might be contended that the rates in Item 2580 apply only 
via the direct line of the D. & R. G. W. through Salida, Malta, 
etc., and not via the divisions running west from Salida through 
Gunnison, Delta, etc., and, therefore, that Montrose is not inter- 
mediate to Grand Junction. However, in the Pioneer Lumber 
Case, 74 I. C. C. 288, the Commission held that if a carrier wishes 
to restrict its rates to apply only via certain divisions of its line, 
it must do so in clear and unequovical language. 


Amendment 90, to which you refer, is not filed with the Com- 
mission. However, if the R. G. S. R. R. is not a participating 
carrier in the tariff, the 84%4-cent rate to Durango, Colo., is 
apparently not applicable in connection with that line. This is 
trué if there is another route provided in the tariff over which 
the rate can be applied. If, however, there is no other route 
provided for the rate is applicable via the R. G. S. R. R. See 
Casey-Hedges Co. vs. A. G. S. R. R. Co., 50 I. C. C. 240. 

The above is the construction which the Interstate Com- 
merce Commission places on such questions. However, as to 
an intrastate rate, the rules of construction of the state com- 
mission must govern. 

Routing and Misrouting—Interstate vs. Intrastate Route 

Minnesota.—Question: We are attaching hereto original 
expense bill covering L. C. L. shipment from Zeeland, N. D., to 
Mott, N. D. 

We wish your opinion as to carrier’s routing in this case. 
We filed a claim against the Milwaukee Railway for $7.37 cover- 
ing misrouting. 

Our contention is that carrier should have protected the 
intrastate movement via Linton, N. D., a combination in con- 
nection with N. P. Ry. Our bill of lading submitted to the 
earrier at origin carried no routing instructions, only tendering 
a C. M. & St. P. bill of lading. 

Kindly advise whether or not the carrier is obligated to 
protect the cheaper intrastate movement. 

Answer: Where there are two routes between two points, 
one interstate and the other intrastate, it is the duty of the 
carrier to forward an unrouted shipment via the cheaper intra- 
state route, unless the intrastate route is neither reasonable nor 
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practicable. See McCaull-Dinsmore Co. vs. H. N., 47 1. C.¢ 
581; F. B. Woodbury Lumber Co. vs. Director-General, 57 
I C.'C. 324. 

See, also, in this connection, L. G. Everist, Inc., vs. C. M 
& St. P. Ry. Co., 92 I. C. C. 473, in which case the Commission 
held that, where a lower rate is applicable via a two-line route 
to which it is a party than via its single-line haul, it is the duty 
of the carrier to forward shipments via the two-line route. 

Routing and Misrouting—Elements of Damage Recoverable 

New Jersey—Question: Shipper shows correct destination 
and routing on bill of lading. Originating carrier routes and de. 
livers to incorrect destination, which is four miles distant and 
located on another carrier’s line. 

Originating carrier rejects claim amounting to $5 as ex. 
orbitant, which covers cost of trucking, delay, labor, claim cor. 
respondence expense. Carrier advises they will honor revised 
claim in the amount of $1.50, referring us to Interstate Commerce 
Commission Conference Ruling 509. 

Carrier obtained quotation of $1.50 from drayman, and on 
this base the amount as being reasonable and handled by a 
reliable drayman. Thus reject the amount of $5 in original 
claim. 

Please quote Interstate Commerce Commission Conference 
Ruling 509, also state whether a charge for delay, labor and 
correspondence incident to misrouting may be properly incor. 
porated in claim, which accounts for amount charged in excess 
of rate quoted by drayman. 

Answer: Conference Ruling No. 509 reads as follows: 


In case the consignee elects to accept the shipment at the term- 
inal where delivery has been erroneously offered rather than insist 
upon delivery at the terminal designated, the shipper or the consignee 
is entitled to recover damages in the sum of the difference between 
the expense of drayage actually incurred at a rasonable charge 
therefor and the expense which would have been incurred if proper 
delivery had been effected by the carrier. The carrier responsible for 
misrouting the shipment, resulting in a claim of this character, may 
reimburse the shipper or consignee entitled to reimbursement wholly 
at its expense without a specific order of the Commission in each 
case. In pursuing this course carriers must accept full responsibility 
for the correct application of the rule and must make reports to the 
Commission in accordance with its order of July 3, 1917. 


The provisions of the above quoted conference ruling deal 
only with the expense of drayage. The Commission has, how- 
ever, awarded damage for delay to shipments resulting from 
misroute and for other consequential damages due to the mis- 
routing of a shipment. See William Danzer Co. vs. G. & S. 1 
R. R. Co., 69 I. C. C. 59; Johnson vs. G. N. Ry. Co., 58 I. C. C. 3. 
These damages must, however, proximately result from the mis- 
routing of the shipment and the amount thereof must be capable 
of proof. 

We doubt very much that you can recover the cost of claim 
correspondence,. which is analogous to attorney’s fees, the 
amount of which is not recoverable in an action before the 
Interstate Commerce Commission. 


Limitations—Retroactive Effect of Paragraph 3 of Section 16 
of the Act 


Indiana.—Question: On November 23, 1925, we filed an over- 
charge claim with the carrier on shipments ranging from October 
27, 1922, to December 24, 1924. 


This claim was returned to us by the carrier asking us to 
eliminate freight bills dating from October 27, 1922, to Novem- 
ber 2, 1923; that is, declining to pay all overcharges more than 
two years old, and giving us as their authority that the decision 
of the Interstate Commerce Commission extending the period 
of filing overcharge claims was not retroactive. 

Kindly let us have your opinion. 


Answer: In its conference ruling of August 5, 1925, the 
Commission states: 


Upon inquiries as to the effect of the decision rendered on June 
8, 1925, by the Supreme Court of the United States in Wm. Danzer 
& Co., Inc., vs. Gulf & Ship Island R. R. Co. 1, the Commission 
construes that decision, considered in connection with the decision 
in Kansas City Southern vs. Wolf, 261 U. S. 133 (see Conference 
Ruling of February 23, 1924), as prohibiting carriers subject to the 
interstate commerce act from paying straight overcharge claims 
which were barred by statue at or prior to the amendment of June 
7, 1924, to paragraph (3) of section 16 of said act, and as prohibiting 
the Commission from awarding reparation on any claim which was 
barred by statute at or prior to the date of that amendment. 


It is in accordance therewith that the carrier has asked 
that you eliminate claims which were barred by the two-year 
period of limitation of paragraph 3 of section 16, of the act, ap 
plicable prior to the amendment of June 7, 1924. 

It would be advisable for you to file claims covering shiP 
ments moving prior to June 7, 1924, with the Interstate Com: 
merce Commission for the reason that under its conference rul- 
ing of February 23, 1924 (referred to in the conference ruling 
above quoted), the Commission construes the decision in the 
Wolf case, 261 U. S. 133, as prohibiting common carriers from 
paying, subsequent to the two-year period, claims for ove! 
charges presented to the carriers either within or subsequent 
to the two-year period of limitation, unless within said two-yeal 
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period the claims have been presented to the Commission or to 
a court of competent jurisdiction. 
This conference ruling reads as follows: 


Upon inquiries as to the effect of the decision rendered February 
19, 1923, by the Supreme Court of the United States, in Kansas City 
Southern Ry. vs. Wolf, 261 U. S. 133, the Commission construes that 
decision and paragraph (3) of section 16 of the interstate commerce 
act as prohibiting common carriers subject to the act from paying, 
subsequent to the two-year period of limitation contained in that 
paragraph, claims for overcharges presented to the carriers by ship- 
pers or consignees either within or subsequent to said two-year period 
of limitation, unless within said two-year period the claims have been 
presented to the Commission or to a court of competent jurisdiction 
in accordance with the applicable provisions of said act. 


Damages—Shipment Moving at Released Rate 

Colorado.—Question: We made a shipment of a carload of 
china from California and, according to the freight bill, this 
shipment was billed at a value of $20 per cwt. We had a claim 
in the car which amounted to more than $20 per one hundred 
pounds, and the claim agent is asking us to reduce our claim 
to that amount. 

It seems to the writer that he saw in your paper some time 
ago a decision where the railroads could not limit their liability 
in this manner, and yet I have looked carefully through the back 
copies of your paper and cannot find this. Will you kindly 
advise? 

Answer: Under the ratings on chinaware, which are con- 
tained in Consolidated Classification No. 4, under the heading 
of pottery, what are termed released value ratings are carried 
on this commodity. These ratings are published under authority 
of the Interstate Commerce Commission’s Released Rate Order 
No. 85 of November 13, 1919, the Commission being authorized 
by the provisions of paragraph 11 of section 20 of the interstate 
commerce act to authorize or require a carrier to establish and 
maintain rates dependent upon the value declared in writing 
by the shipper or agreed upon in writing as the released value 
of the property. 

Assuming that the shipment in question moved under the 
classification rating or upon a commodity rate which provided 
for a release to a value of $20 per 100 pounds and that the ship- 
ment was so released by the shipper, the amount of your re- 
covery will be limited by the release which was executed in 
consideration of the reduced rate applied on the shipment. 

As to the measure of damages recoverable under such cir- 
cumstances, see our answer to “Texas,” on page 1568 of the 
December 26, 1925, Traffic World, under the caption “Damages— 
Measure of Where Part of Released Value Shipment Is Lost or 
Damaged.” 

In this connection we refer you to our answer to “New 
York,” on page 232 of the January 28, 1922, Traffic World, under 
the caption “Consignor Contracting for Consignee,” with respect 
to the liability of a seller to a buyer where the seller has, con- 
trary to the provisions of the contract of sale, released a ship- 
ment to a stated valuation in order to secure the benefit of the 
lower rate. 

Damages—Delay in Delivery of Shipment 

Ohio.—Question: Kindly advise your opinion as to whether 
or not we are entitled to a claim against the carriers in the 
following instance: 

There was a shipment made via electric freight on January 
29, and we had the assurance of the carriers that this shipment 
would be received in Cleveland no later than midnight of the 
29th. 

The shipment was accepted by the carriers on January 29 
at 5 p.m. We had a man at the depot at 9 p. m. on the 29th, 
but shipment was not received until 4:30 a. m. on January 30. 
At 7 a. m. on January 30 we had our truck stop at the carriers’ 
warehouse and our man was advised that shipment had not 
arrived. At 8 a. m. we were advised that shipment was on hand 
and delivery had been made. 

Kindly advise if we would be entitled to reimbursement 
covering the additional expense in having our truck call twice 
for the shipment, and for holding men at our warehouse waiting 
for this shipment to make repairs to a machine. 

Answer: In Atlas Portland Cement Co. vs. Lehigh Valley 
R. R. Co., 32 I. C. C. 487, covering a similar instance, the Com- 
mission held that it had no jurisdiction in a matter of this kind, 
claims arising from loss, damage or delay to shipments in tran- 
sit being cognizable in the courts. This statement is qualified 
in Wm. Danzer & Co. vs. G. & S. I. R. R. Co., 69 I. C. C. 59, to 
the extent that, where the damage results from a violation of 
the act, the Commission will take jurisdiction. The present 
instance does not fall within this latter class of cases. 

In the event that a recovery of damages through an action 
at law is considered, the decision in C. & A. R. R. vs. Kirby, 
225 U. S. 155, should be given consideration. In this case the 
court said: 


The implied agreement of a common Carrier is to carry safely 
and deliver at destination within a reasonable time. It is other- 
wise when the action is for a breach of contract to carry within a 
particular time, or to make a particular connection, or to carry by 
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The railroad company, by its contract, becan, 
iable for the consequence of a failure to transport according to its 
terms. Evidence of diligence would not excuse. If the action had bee, 
for the common-law carrier liability, evidence that there had bee, 
no unreasonable delay would be an answer. But the company, by 
entering into an agreement for expediting the shipment, came unde 
a liability different and more burdensome than would exist to g 
shipper who made no such special contract. * * * For such a specig] 
service and higher responsibility it might clearly exact a highe 
rate. But to do so it must make and publish a rate open to alj 
This was not done. The shipper, it is also plain, was Contracting 
for an advantage which was not extended to all others, both in the 
undertaking to carry so as to give him a particular expedited gery. 
ice, and a remedy for delay not due to negligence. 

An advantage accorded by special agreement which affects the 
value of the service to the shipper and its cost to the carrier shoul 
be published in the tariffs, and for a breach of such contract, relig 
will be denied, because its allowance without such publication ig q 
violation of the Act. It is also illegal because it is an undue 
advantage in that it is not one open to all others in the sam 
situation. - 


The claim that the defendant in error may recover upon the 
carrier contract, stripped of its illegality, under Merchants Cotton 
Press Co, vs. Insurance Co., 151 U. S. 368, is not presented by this 
record. The declaration counted only upon the breach of a special 
contract, which was illegal. There was no count based upon the 
carrier’s liability for negligence in not promptly shipping and deliy. 
ering. The judgment was rested upon the damages resulting from 
the breach of the special contract, and not at all upon the liability 
of the carrier otherwise. ; 


For the error in not holding the special contract invalid under 
the Interstate Commerce Act, the judgment must be reversed and 
the case remanded for such further proceedings as are not incon. 
sistent with this opinion. 


The effect of this decision is not to prevent a recovery of 
special damages when notice is given to a carrier at the time 
such goods are delivered to the carrier for transportation, that 
such damages will result from its failure to transport the ship. 
ment within a reasonable time (which notice may be given 
orally or in writing, but should be such as to put the carrier on 
notice), it being a question of fact to be determined in each 
instance, whether due diligence was used in the transportation 
of the goods. However, it does bar a recovery where it is sought 
to hold a carrier liable for failure to transport goods within a 
specified time, regardless of the question of negligence on the 
part of the carrier. 

Shipper’s Load and Count 

Illinois —Question: We load all our shipments from our 
loading platform in trap cars and carload lots consigned to dif- 
ferent carriers at their terminal points, or to the customer. The 
carrier will accept our bill of lading shipper’s load and count, but 
will not be held responsible for any goods lost in transit, re 
gardless of whether or not the seal is broken at the first transfer 
point. 

For instance, we make a shipment at X, Illinois, to ou 
branch at Y, Minnesota, for one corn planter, and we find that 
a bundle of wire loaded into the car is not received at des- 
tination. 

We really believe that carrier should be held responsible 
for goods lost in transit and they should accept our bill of lading 
for the claim without any dispute. 

Kindly advise if steps can be taken. 

Answer: Section 21 of the bill of lading provides: 

The carrier may also by inserting in the bill of lading the words 
“shipper’s weight, load and count,’ or other words of like purport, 
indicate that the goods were loaded by the shipper and the descrip- 
tion of them made by him, and if such statement be true the carrier 
shall not be liable for damages caused by the improper loading or by 


the non-receipt or by the misdescription of the godds described in 
the bill of lading. . 


The effect of a shipper’s load and count notation on a Dill 
of lading is to place upon the shipper the burden of proving 
that the amount stated in the bill of lading was actually loaded 
in the car, and that a less amount was taken out of the car by 
the consignee. In the absence of this notation on the bill of 
lading the carrier has the burden of showing that the amount 
stated in the bill of lading was not actually received for trans- 
portation. It is, in fact, a qualified receipt on the part of the 
carrier, and, as to the third parties, the carrier is not estopped 
from showing that the amount specified in the bill of lading was 
not in fact received from the shipper. . 

The decisions of the courts, in effect, hold that the bill of 
lading as a receipt, in the event it contains a shipper’s load and 
count stipulation, is a qualified receipt, and it becomes a ques 
tion for the determination of the jury as to whether or not the 
amount stated in the bill of lading was actually loaded and 4 
less amount was received at destination, the fact that the receip! 
is not unqualified being a circumstance which the jury may take 
into consideration. 

The fact that the seal is broken at the transfer point bea!’ 
only on the question of whether the loss occurred while the 
goods were in the course of transportation. The shipper’s load 
and count notation relates to the question of whether the amoull 
of goods stated on the bill of lading was delivered to the carrie! 
at the point of origin. In the absence thereof, the carriers 
receipt as to amount or contents of car, unless otherwise qual 
ified is, while not conclusive, prima facie evidence of the receipt 
of the goods. Where the shipper’s load and count notation if 
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on a bill of lading, the receipt is a qualified one and the burden 
is on the shipper to show, by proper evidence, that the amount 
stated was loaded in the car and not on the carrier to show that 
the amount stated was not loaded. 

State Versus Interstate Traffic 

Louisiana.—Question: Kindly let us have. your opinion as 
to the proper rate to apply, interstate or intrastate, on ship- 
ments of nitrate of soda originating in Atlantic Seaboard terri- 
tory, transported to New Orleans by water and reshipped on 
new bills of lading from New Orleans to Louisiana intrastate 
points. 

The bills of lading on these shipments are sometimes issued 
by the steamship company and sometimes by the shipper’s 
agents at New Orleans. The consignees invariably contend that 
they buy this nitrate vi -oda f. o. b. New Orleans, and have 
nothing to do with the movement into New Orleans and are, 
therefore, entitled to the intrastate from New Orleans to des- 
tination. 

I gather from the opinions that I have read on this sub- 
ject that the character of the shipment, whether state or inter- 
state, is determined on whether or not the inland move was 
contemplated at the time shipment originated. In these cases, 
it is practically impossible for carriers to determine this. We 
do know that the material is shipped direct from shipside and 
it is reasonably sure that the New Orleans Nitrate Agency places 
its orders based on advance sales, but whether this would bring 
the shipments within the scope of “interstate” is what we are 
unable to determine. 

Answer: With respect to this question see Goldsboro Cham- 
ber of Commerce vs. A. C. L. R. R. Co., 91 I. C. C. 315. On page 
317 the Commission describes the manner in which the ship- 
ments are handled at the port of Wilmington, N. C. Apparently 
the handling at the port to which you refer is similar. 

On page 321 the Commission states its conclusions as to 
which class of shipments are interstate and which are intrastate, 
the distinction being made between shipments from shipside 
and shipments from warehouses. The former, the Commssion 
holds to be subject to interstate rates, the latter to intra- 
state rates. 


Routing and Misrouting—Conflict Between Marks on Package 
and Address in Bill of Lading 


Pennsylvania.—Question: Recently a less carload ship- 
ment moved from A, Pennsylvania, to B, Arkansas, and the bill 
of lading was made correctly to that destination, and shipment 
accepted by the railroad company. It develops, however, that 
the tag must have been improperly addressed as shipment moved 
to B, Kansas, then had to be forwarded from that point to B, 
Arkansas. The consignee was obliged to pay charges from A, 
to B, Kansas, at the tariff applicable, also the charges from B, 
Kansas, to B, Arkansas, at the local rate. Some authorities have 
told us that, as long as the railroad company signed the bill 
of lading and accepted the shipment, it was their duty to check 
the tag with the bill of lading and, in failing to do so, they are 
responsible or partly so. The writer does know of some other 
rulings to the contrary that it is the duty of the shipper to see 
that shipments are properly tagged and marked. It is not our 
intention to shirk our responsibility but it seems to us that we 
are entitled to some refund on these charges. In fact, we 
made an adjustment on an express shipment of this kind not 
long ago on a fifty-fifty basis. Would you suggest our filing 
claim either for all or half of the overcharge and would there 
be much chance of collecting it? 


Answer: In Conference Ruling No. 433 and the cases cited 
therein, the Commission holds that the marks on the package, 
and not the address shown in the bill of lading, determine where 
the shipment is to be transported. See, in this connection, our 
answer to “Iowa,” on page 1440 of the December 12, 1925, 
Traffic World, under the above caption. 


Demurrage—Exclusion of Sundays and Legal Holidays from Five- 
Day Period Within Which Notice of Unclaimed Freight Must 
Be Given 
Illinois.—Question: Will you kindly refer to article carried 
on pages 588 and 590 of the February 27th, Traffic World, under 
the following heading, particularly the answer to Query 2, 
addressed to Missouri: 


1. Reconsignment—Notice of Arrival to Other Than Billed 
Consignee. 


Demurrage—Sundays and Legal Holidays Not Excluded 
from Five-Day Period Within Which Notice of Unclaimed Freight 
Must Be Given. 


Your advice to “Missouri” that in computing the 5-day 
period within which notice of unclaimed freight must be given 
Sundays and legal holidays are not to be excluded, is not in 
accord with the understanding of the American Railway Associa- 
tion or the general practice of the carriers; such understanding 
and practice being based on the fact that Demurrage Rule 3, 
the computing time rule governing the demurrage tariff and 
applicable to the entire tariff, states: 
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In computing time, Sundays and legal holidays (National 
State and Municipal), but not half holidays, will be excluded 


except as otherwise provided in Section A of Rule 9. When a legaj 
holiday falls on Stnday the following Monday will be excluded, 


The citations made by you, although having to do with 
the application of the demurrage rule cowering notice to shippers 
on unclaimed freight, as stated by you, do not directly cover 
this particular question; however, the question has been passeq 
upon informally by the Commission, and in this connection we 
attach copies of letters written by Secretary McGinty, under 
date of March 18 and April 21, 1925, showing the position 
taken by the Commission. 

May we ask that you kindly give consideration to. this addi- 
tional information which was not before you at the time your 
answer was made to Missouri, and in the interest of a uniform 
and proper understanding, dwell further on the subject in a 
later issue? 

Answer: If the provisions of the Note which heads Rule 3 
of the National Car Demurrage Rules and Charges are applicable 
to the entire tariff, as the Commission has informally held, 
necessarily our answer should be amended accordingly, our 
answer being predicated on the assumption that the application 
of the note was confined to the provisions of the tariff which 
deal with the matter of computing free time, namely, the provi- 
sions of Rule 3, the provisions in Rule 9, as to computation of 
free time being specifically excluded from the application of the 
note. 

The provisions of Rule 3, at the top of which the note re. 
garding the exclusion of holidays appears, have to do with the 
matter of computing free time, while the provisions of Section 
E-1 of Rule 4 relate to an entirely different matter, namely, 
notice to the consignor of refused or unclaimed shipments, but it 
is true that there is no exception in the note as to its being ap. 
plicable to the provisions of Rule 4. 

Tariff Interpretation—Combination Rates 

Kentucky.—Question: As to case mentioned on page 431 of 
the February 13, 1926, Traffic World, namely, Docket 17125, re 
garding lumber to Pennsylvania points, was this a shipper’s 
routing proposition and did the Interstate Commerce Commis- 
sion decide that although there was a through rate via another 
route, that the combination rate treated with Jones’ US 1 was 
the proper rate? 

Answer: Docket 17125 involves shipments of lumber from 
Pachuta, Miss., to Homestead, Meadville, Titusville and Mercer, 
Pa., which moved, as directed by complainant, over the N. 0. 
& N. E. R. R. to Meridian, Miss., A. G. S. to Birmingham, Ala., 
L. & N. to Cincinnati, and thence via Penna. R. R. or the Erie 
R. R. beyond. There was a through rate of 45% cents over 
another route. There was a rate to Cincinnati over route de 
scribed of 291% cents and a rate of 18% cents beyond. Both 
of these rates were subject to the Combination Rule as carried 
in Jones’ I. C. C. US No. 1. Under said rule the through 
rate was 44144 cents. The carriers collected charges based on 
full combination, 48 cents. The carriers contended that the 
Jones’ Combination Rule was not applicable in view of the 
language used in the Combination Tariff, viz.: “Where no 
published through rates are in effect * * *.” 

In other words, the carriers’ contention was that as there 
was a through rate in effect, even though via another route, the 
combination rule was not applicable. The Examiner said the 
carrier’s contentions were substantially the same as those made 
by the defendant in Cancellation Rule for Combination Rates, 
81 I. C. C. 745; 93 I. C. C. 614, and were not correct. 
Graduated Minima—Shipper’s Acceptance of Car Furnished 

Where Size of. Car Not Specified in Order Constitutes Ac 

ceptance 

Kentucky.—Question: Your answer to “Indiana,” on page 
468 of the February 13, 1926, Traffic World, as to accepting cars. 
Believe this is covered by Consolidated Freight Classification 
No. 4, Rule 34, Section 4. 

Answer: Section 1 of Rule 34 of Consolidated Freight Classi- 
fication No. 4 reads as follows: 


When articles subject to the provisions of this Rule are 
loaded in or on cars 36 feet 6 inches or less in length, they shall 
be charged at the minimum carload weights specified therefor 
in the separate descriptions of articles. Except as provided in 
Sections 2 and 3, where such articles are loaded in or on cals 
exceeding 36 feet 6 inches in length, the minimum carload weights 
to be charged shall be as provided in Section 6. Weight in 


excess of the minimum weight provided for in this Rule must be 
charged for. 


Section 4 thereof reads as follows: 


Except when furnished by carrier in place of a shorter ca! 
ordered if a car over 36 feet 6 inches in length is used by shippe! 
for loading articles “subject to Rule 34,” without previous orde! 
having been placed by shipper with carrier for a car of such sizZé 
the minimum weight shall be that fixed for the car used. 


As you will observe from the above quoted sections of the 
rule, the provisions of Sections 1, 4 and 6 of Rule 34 relate t0 
cars over 36 feet 6 inches in length and, furthermore, the Prt 





0. 11 March 13, 1926 THE TRAFFIC WORLD 


onal, 
uded, 
legal 
uded, 


with 
ppers 
cover 
assed 
nm we 


ir This Is the Way He Went 


—and distribution of his meat was con- 

ug ? ee fined to the immediate vicinity. 

iform SS Today, thanks to modern refrigerator 

in a es cars, meat products are shipped with 

il : 3 3 safety to the four corners of the nation. 
icable = fe _ me: And, through North American Car 
held, AV: RE ; yr [= E: Leasing Service, packers large and small 

7, Ur 8 «; — (ZA enjoy all the advantages of modern 
cation 3 BS ~ as 4 —_— refrigerator cars without the investment 
which m2 < bt and expense of actually owning them. 
provl- pubis K ets 

ion of = Write for Interesting Folder 

of the ; \ v on This Important Subject. 

ote re , pv a — . NORTH AMERICAN CAR CORPORATION 

th the Ea : Nd | og 327 South La Salle Street 

section p 7 ~ : : Rati 

ane / hl | Chicago, Illinois 

but it | fi 

ing ap- 


431 of = 
125, re | we ~=\\ CAR LEASING SERVICE. 
ipper’s | “\) = CHICAGO@#TULSA® NEW ORLEANS 
ommis- | cd 
nother 

1 was 


r from 
Mercer, 
» N. 0. 
n, Ala., 
he Erie STORAGE 


ts over 


ate M arket Cold Storage and Waren 


DISTRIBUTION 


carried y 
through ind 
ased on yy 


hat the ' General Storage Department 
of. the 


lere 10 


178 Atlantic Avenue 
is there 


ai i> £«-zBoston, Mass. 


$, 
1 Rate . 


urnished gs 
on page ee r . 
ing cars. if ‘in 

AND 
it Classi- 


sification if 

Rule are litet - 

hey shall ; 7 ; 2 wath eee DEPENDABILITY 
therefor 


yvided in SUMMER STREET STORES ALBANY TERMINAL STORES 
on cars Direct connection with New York, New Haven Direct connection with Boston & Albany 
1 weights rtford Railroad ilroad. 


, Ha ki 
Teight In Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubic feet. 


ion OUR FACILITIES ARE UNEXCELLED 


ter cat Wharfage and Dockage 
y shippet Free and Bonded Stores 


ous — n 7 
—_ A Warehouse on every railroad entering Boston 
ns of the Total General Storage Capacity 9,706,000 cubic feet 


relate to 
, the pre 







































730 THE TRAFFIC” WORLD 





visions of the rule apply only when tariffs subject the rates 
therein to the provisions of Rule 34. 

The question, to which you refer, related to tariff provi- 
sions which, as we understand, provided for a different basis 
of charges on shipments loaded in cars 36 feet in length or under 
dependent upon the size of car ordered. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended March 6 totaled 12,621 cars, as compared with 12,812 
ears (revised) the preceding week, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. The bureau said noticeable changes in 
shipments in the first week of March were increases of 200 cars 
each in the movement of cauliflower and potatoes and 100 cars 
of grapefruit, and that principal decreases were 250 cars for 
apples, 130 cars for spinach, and 100 cars each for onions, old 
cabbage and mixed vegetables. Shipments were reported as 
follows: 


Apples, 1,507 cars; cauliflower, 501 cars; celery, 465 cars; cab- 
bage, 611 cars; imports, 5 cars; cucumbers, 4 cars; imports, 3 cars; 
eggplant, imports, 23 cars; grapefruit, 665 cars; imports, 30 cars; 
green peas, 21 cars; imports, 71 cars; lemons, 211 cars; lettuce, 1,054 
cars; imports, 12 cars; mixed citrus fruit, 137 cars; mixed vegetables, 
501 cars; imports, 9 cars; onions, 431 cars; oranges, 1,904 cars; im- 
ports, 53 cars; pears, 16 cars; peppers, 1 car; imports, 54 cars; spinach, 
342 cars; strawberries, 43 cars; sweet potatoes, 313 cars; tomatoes, 
36 cars; imports, 194 cars; potatoes, 3,853 cars; imports, 98 cars. 





CONTAINER BUREAU BULLETIN 


Warning against two kinds of containers is sounded in Bul- 
letin No. 1 and Circular No. 20, issued by the Freight Container 
Bureau of the A. R. A. In Circular 20, the bureau treats the 
improperly constructed crate for carrying stoves and ranges 
of the heavier type. It points out the faults of construction 
due to carelessness and improper economy and offers a design 
for a crate that will hold the heavy stoves, carrying them 
through shipment without damage. The design makes use, in 
every instance, of the diagonal brace, a means of adding strength, 
the circular points out, that is too little used. The circular lists 
the kinds of wood, soft and hard, suitable for crate construction 
and urges the use of prominent labels warning handlers as to 
the nature of the shipment. 

In Bulletin No. 1, the bureau points out the several kinds of 
cans used as containers for liquids, semi-liquids, and pastes, and 
indicates that faulty seams are the cause of damage to ship- 
ments of this class of goods. The bulletin presents diagrams 
of single, double, and false seams, and offers three tests for 
cans, first submerging an unfilled can to disclose leakage, and, 
second, dropping cans from a height of two feet, after filling, 
to determine strength and rigidity of construction. 


HARD COAL HEARING 


The Commission, taking note of the protests made against 
its assumed permission to the railroads to raise rates on hard 
coal to upper New York points, as a method for disposing of 
the question of short-line against long-line rates, to Albany and 
other destinations, has issued the following announcement: 


Responsive to requests therefor an informal hearing will be held 
on March 16, 1926, at 2:30 P. M., Room 403, in the offices of the Com- 
mission before its board of suspension relative to proposed adjust- 
ment in rates on anthracite coal to upper New York points, that have 
been filed with this Commission in purported compliance with its 
opinion in Docket 15006 (104 I. C. C. 514, decided January 14, 1926), 
and published to become effective April 1, 1926, in the following 
schedules: L. & N. E., I. C. C. Nos. A-6025 and A-6026; N. «. 
& W., I. C. C. No. 9806; Erie Supp. No. 6 to I. C. C. No. D-1076; 
D. L. & W. Supp. No. 13 to I. C. C. No. 19652; D. L. & W. Supp. 
No. 1 to I. C. C. No. 21150; D. L. & W. Supp. No. 10 to I. C. C. No. 
21180; C. R. R. of N. J. Supp. No. 26 to I. C. C. No. A-369; D. & H. 
Supp. No. 23 to I. C. C. No. 13470; Reading Supp No. 6 to I. C. C. No. 
A-9; L. V., IL C. C. Nos. D-1843 and D-1844. 

The first hour of the time of this hearing will be allotted to 
the carriers and other parties in support of the proposed rates, and 


the remaining hour may be used by interested shippers and others 
who oppose the adjustment. 


LAKES REFRIGERATION CHARGE 


The Minnesota-Atlantic Transit Company, of Duluth, an- 
nounces that the refrigeration charge of five cents a hundred- 
weight, on butter, eggs, poultry, and other dairy products, mov- 
ing over the lake-and-rail route, will be done away with when 
the 1926 season opens. 

The practice of charging for refrigeration on the lakes has 
been in force since dairy products first started moving over the 
water route about 1913. Prior to that, package freighters oper- 
ating on the lakes had no facilities for transporting dairy prod- 
ucts. A move sponsored by A. Miller McDougall, now presi- 
dent of the Minnesota-Atlantic Transit Company, was respon- 
sible for package freighters operating between Duluth and lower 
lake ports being equipped with refrigerated boxes to handle 
dairy products. 

The elimination of the five-cent refrigeration charge will be 
a saving on the out-of-pocket freight costs of creameries located 
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in the northern portion of Minnesota, parts of North Dakota and 
some sections of northeastern Wisconsin. Close to 80,000,009 
pounds of dairy products moved out of this territory over the 
lake-and-rail routes during 1925. 


ABANDONMENT OF LINES 


The receivers of the Macon and Birmingham Railway Com. 
pany have applied for authority to abandon the company’s 96-mile 
railroad between Sofkee and LaGrange, Ga. They said operation 
of the line was discontinued under courf order on November 15 
1922. The road’s deficit in 1921 was $89,214, according to the 
application. The property is rapidly deteriorating and it is ip. 
perative that it be salvaged without further delay in order that 
creditors may realize as much as possible on their claims, 
according to the receivers. 

The Texas & New Orleans has applied for authority io 
abandon a 10-mile branch line between Rockland and Turpentine, 
Tex., for the reason that the natural resources of the territory 
served have been exhausted. 


Cc. R. I. & P. PROPOSED LINE 


The Chicago, Rock Island & Pacific has applied to the Con. 
mission for authority to construct and operate a line from qa 
point about 2 miles south of Trenton, Mo., to a connection with 
the Chicago, Milwaukee & St. Paul, approximately 2 miles east 
of Braymer, Mo., a distance of approximately 33 miles. The 
applicant explained that it entered Kansas City, Mo., from the 
east over tracks of the Chicago, Burlington & Quincy from Can. 
eron Junction to Harlem, a distance of approximately 51 miles, 
under a 25-year trackage agreement dated January 1,1905. It said 
the line from Cameron Junction to Harlem was a single track 
line, as was also the applicant’s line from Trenton to Cameron 
Junction, and that the route from Trenton to Harlem was formed 
by those lines. The line is congested with traffic, and the Rock 
Island does not propose to renew the trackage agreement when 
it expires, December 31, 1929, but proposes to operate over the 
proposed extension and over the tracks of the Milwaukee be- 
tween Braymer and Birmingham and over the Burlington from 
Birmingham to Harlem. 


= Personal Notes 


Neer —————— 


R. H. Schultz has been appointed assistant general freight 
agent of the Missouri Pacific at Houston, Tex. 

F. E. McGrath has been made general agent of the New 
York Central at Buffalo. 

W. H. Moore has been made freight traffic agent of the 
Nashville, Chattanooga and St. Louis, at Augusta, Ga. 

George H. Crosby, assistant to the vice-president of the Bur- 
lington, will retire, March 15, after 50 years of service. 

Thomas D. Elliot has been made general agent of the Boston 
and Maine at Cleveland. 

E. Woodward has been appointed traffic manager of the 
Alton and Southern and the St. Louis and Ohio River at St. 
Louis. 

Juan D. Noriega has been made Mexican traffic representa- 
tive of the M. K. T., at Mexico City. L. Garcia has been ap- 
pointed freight representative at the same point, and Jose Tre 
vino has been made freight and passenger representative at 
Monterrey. 

S. B. St. John has been appointed general agent of the Santa 
Fe at Boston; O. M. Chandler has been appointed district freight 
agent, and M. H. Gage, traveling agent, at the same point. 

A. G. Tufts has been made traveling freight agent of the 
Kansas City Southern at New Orleans. 

The Missouri and North Arkansas has announced the fol- 
lowing changes in its personnel: C. C. Proctor, promoted to 
division freight agent at Helena, Ark.; M. N. Payne, traveling 
freight agent at Helena; Jerry Murray, commercial agent, Jop- 
lin, Mo.; Ben Winston, general agent, Little Rock, Ark.; L. J. 
Hardgree, transferred from Helena to Little Rock as traveling 
freight agent; Ross BE. McGrath, general agent, Kansas City; 
E. P. Rodgers, transferred to the Kansas City office as traveling 
freight agent; Carl J. Snyder has been added to the Kansas City 
office as traveling freight agent; A. P. Vandergrift, general agent, 
at Memphis, Tenn.; C. E. Millson, general agent, at Atlanta, Ga.; 
W. J. McMahon, general agent, New Orleans; and N. V. Page, 
special traffic representative, Harrison, Ark. : 

E. Hamilton Campbell has resigned from the Isthmian Line, 
and, after a vacation trip to Europe, will be associated with the 
International Trade Developer Corporation, New York. 

J. P. Weisiger has been appointed assistant general freight 
agent of the Atlanta and West Point at Atlanta. 

E. A. Simpson has been appointed traffic manager of A. 
Klipstein & Co., New York, succeeding J. A. Jansen, who re 
signed to become vice-president of the Public Industrials Cor 
poration, New York. 


ee —— —— 
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DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of St. Louis held a “Burlington Day” lunch- 
eon and meeting March 8. Harry Heller, former member of the 
board of governors of the club, now with the Burlington, was 
present with other representatives of the road. “Missouri Pacific 


Day” will be held March 15. President L. W. Baldwin will be 
the speaker. 





The Traffic Club of Tulsa is the new name of the former 
transportation club of that city, following changes in the consti- 
tution and by-laws, February 19. L. W. Land, D. P. R., the B. & 
O., has been elected president to fill the vacancy due to the 
death of F. W. Dunn. The club will hold its spring banquet, 
March 18, in the Crystal Ball Room of the Mayo Hotel, having 
designated this as “Safety First Night.” Isaiah Hale, safety 
superintendent of the Santa Fe, will address the club on “The 
Mind as a Factor in Industrial Relations and in Industrial Acci- 


dents.” Following the banquet and speaking, there will be 
dancing. 





The Los Angeles Transportation Club met at luncheon 
March 8. Adelbert Bartlett gave a “Travelogue,” having re- 


cently returned from the Near East with camera studies of cities 
and natives there. 





The Transportation Club of St. Paul met at luncheon, March 
9, at the St. Paul. Hotel. 





The Omaha Traffic Club directors met, February 26, to ar- 
range activities for the coming year. Luncheon meetings have 
been arranged for each Thursday. A dinner and dance will be 
held April 27. The club will meet March 23. 





The Bridgeport Traffic Association will hold a meeting at 
the University Club March 15. Among subjects on the docket 
for discussion are carload and less than carload service, express 


storage rules, coal rates, the Gooding Bill, and the regulation of 
motor vehicles. 





The Mobile Traffic and Transportation Club held a luncheon 
and meeting, March 8, at the Cawthon Vineyard. 





The Traffic Club of New England will meet in the ballroom 
of the Copley-Plaza March 16. Robert Lincoln O’Brien, editor-in- 
chief, “The Boston Herald,” will speak on “Our Presidential 
Lottery.” Entertainment will be furnished by Gertrude Crosby, 
entertainer; Natalie Copeland, dancer; Mildred Dinsmore, xylo- 
phone player; and Kenneth Hanley, pianist. There will be music 
by Ladies’ Philharmonic Orchestra. The club will meet April 15. 





The Brooklyn Traffic Managers’ Club met February 26. 
There was a special program by Dave Kaplan, musical director 
of the Edison Phonograph Company and a member of the “Hap- 


piness Boys,” assisted by a number of stars from the Keith 
Vaudeville Circuit. 





The sixth annual industrial banquet of the Transportation 
Club of Decatur will be held March 18 in the ballroom of the 
Hotel Orlando. The speaker will be Ralph E. Heiman, dean of 
the School of Commerce, Northwestern University, Evanston, IIl. 





The first annual banquet of the Saginaw Traffic Club was 
held, March 4, at the Bancroft Hotel. A program of musical 
entertainment and talks was presented. Reverend Joseph Green, 
of Ionia, talked on “The America of Tomorrow.” The gathering 
was attended by local traffic men and railroad men from Detroit, 
Pittsburgh, Chicago and Buffalo. The next meeting will be held 
April 8, and will be featured by a debate on “Resolved that the 
Gooding Bill, being proposed at this session of Congress, is a 
commendable measure and, if enacted into law will work for 
the benefit of the transportation industry.” E. J. Bierlein, of 
the Wickes Brothers Company, and O. J. Gowans, of the Mich- 
igan Central, will take the affirmative and Leroy Rankin, of 
Morley Brothers, and C. E. Wagner, of the Grand Trunk, will 
take the negative. Judges will be Clarence Stutz, of the Sagi- 
naw Products Company, E. F. Smith, of the Michigan Central, 
and Donald MacDonald, of the Board of Commerce. 





The Junior Traffic Club of Chicago met March 4 in the 
rooms of the Traffic Club of Chicago, with 80 members present. 
A. W. Wilkins, secretary, Mid-West Shippers’ Advisory Board, 
outlined the operations of the board. J. T. Vright, city freight 
agent, Southern Pacific, gave a talk on the “Correct Method to 
Check Freight Rates.” Thirty-five new members were presented. 





The Savannah Traffic Club met March 4. Gordon Saussy, 
official chairman of the club, explained to 28 new members and 
the guests just what the club was trying to accomplish and the 
reasons for its organization. This was the first meeting since 
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the officers for 1926 were elected. R. B. Young is president of 
the club. 





At a meeting of the newly organized Transportation Club of 
Fort Wayne, Ind., the evening of March 11, called for the pur. 
pose, among other things, of considering the advisability of ap. 
plying for membership in the Associated Traffic Clubs of Amer. 
ica, it was the unanimous vote of those present that application 
be made. The speaker of the evening was Henry A. Palmer, 
president of the association. 





The York, Pa., Traffic Club met, March 11, in the Manufac. 
turers’ Association Assembly Room. D. T. Waring, assistant 
traffic manager, Central Leather Company, New York City, 
spoke on “The Industrial Traffic Manager—What and Why Is 
He?” Mr. Waring is also an instructor in the Traffic and Trans. 
portation School, New York. 





The Miami Valley Traffic Club’s governing board has elected 
the following officers for the club: A. H. Finlay, president; 
George Wood, vice-president; George Sutphin, first vice-pregj- 
dent; H. L. Browne, second vice-president; R. F. Schwindeman, 
third vice-president; William Fiel, fourth vice-president; F. F. 
Kator, treasurer; and Maurice T. Otto, secretary. E. S. Hiner 
was appointed a member of the board to fill the unexpired term 
of R. H. Hagerman, resigned. The schedule for the ensuing 
year contemplates meetings at Hamilton, Middletown and Xenia 
with the annual outing and another dinner dance. The delegates 
appointed to attend the annual convention of the Associated 
Traffic Clubs of America to be held in Dallas in April are Messrs, 
Webster and Stabler. A club chorus is being organized. 





The Columbus (Ohio) Transportation Club has ratified the 
resolution adopted by the Associated Traffic Clubs of America, 
pertaining to the regulation of motor vehicles. 





The Akron Traffic Club will hold its first meeting of 1926 at 
the Masonic Temple, Barberton, Ohio, March 23. Herman 
Fetzer, columnist of the Akron “Beacon-Journal,” will be the 
speaker, and there will be music by “The Four Aces of Har- 
mony” and the Oakland Players. 


| Digest of New Complaints | 


No. 17854, Sub.-No. 1. Fredonia Portland Cement Co. of Delaware 
et al., Fredonia, Kans., vs. Santa Fe et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on cement from Fredonia, Humboldt and Mildred, Kans., 
to destinations in Missouri; also alleged to be in violation of the 
fourth and sixth sections of the interstate commerce act. Asks 
for just, reasonable and non-discriminatory rates, and reparation. 

No. 17984. Sub. No. 1. Fisher-Churchill Co., et al., Dedham, Mass., 
vs. Central New England et al. . 
Unreasonable rates on anthracite coal from Pennsylvania an- 


thracite region to Dedham, Mass. Asks reasonable rate and 
reparation. 
No. 17992. Southern Kansas Millers’ Traffic Club et al., Emporia, 


Wichita and Hutchison, Kans., vs. Abilene & Southern et al. 
Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on wheat and coarse grains and the products thereof, from 
points in southern Kansas to points in Texas, the undue prefer- 
ence alleged being in favor of competitors in Oklahoma. Asks for 
just, reasonable, non-discriminatory and non-prejudicial rates and 


charges. 
* 17993. Chase & Co., Orlando, Fla., vs. Charlotte Harbor & Northern 
et al. 

Unjust and unreasonable reicing charges at Potomac Yards 
on shipments of perishables; also that Paragraph D of Rule 225 
of Perishable Protective Ttariff No. 2, I. C. C. No. 1 is unjust 
and unreasonable. Ask for revision of the rules and reparation. 

No. ey ny 4 Coal Co. et al, St. Louis, Mo., vs. Alton & Southern 

_R. ot ab : 

Unjust and unreasonable rates on bituminous coal from points 
in Illinois, Indiana and Kentucky to destinations within the St. 
Louis switching district. Asks for just, reasonable and non- 
discriminatory rates. ° 

17995. United Iron Works, Inc., vs. Chicago & North Western et al. 

Unjust, extortionate and unreasonable rates on rig irons from 
Iola, Kans., to Salt Creek, Wyo. Ask for just and reasonable rates 
and reparation. 3 

17996. Central Pennsylvania Lumber Co., Williamsport, Pa., vs. Penn- 
sylvania et al. 

Unjust and unreasonable rates on lumber from Kinzua, Pa., to 
Rochester, and Uptonville, N. Y. Ask for just and reasonable 
rates and reparation. 

17997. Walrath & Sherwood Lumber Co., Omaha, Neb., vs. Chicago 
& North Western et al. 

Excessive, unjust and unreasonable rates on lumber and shin- 
gles from points in Idaho, Montana, Oregon and Washington to 
Gordon, Irwin, Merriman and Eli, Nebr.; also alleged to be in 
violation of the fourth and sixth sections. Asks for just and 
reasonable rates on lumber and shingles and reparation. 

No. a Federated Metals Corp., New York City, vs. Pennsylvania 
et al. 

Unjust, unreasonable, discriminatory and prejudicial charges 00 
14 carloads of brass and copper ingots from East Liberty (Pitts- 
burgh), Pa., to Detroit, Mich. Asks cease and desist order, rates 
for the future, and reparation. al 

No. 17999. Chicago Carton Co., Chicago, Ill., vs. New York Central. 
Rates and charges in violation of sections 1 and 6 of the act, 
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WETZEL 


Drop Front Tariff Files 


are acknowledged to be standard equipment for 
filing and referring to freight and passenger 
tariffs by Traffic Managers and Chiefs of Tariff 
Bureaus. They are unequaled for efficiency, con- 
venience and simplicity. 





These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


T1—Top Section 








T3—Tariff File Section with 16 3-inch Drop Front Tariff Files 


T5—Sliding Shelf Section 





T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 


T6—Two Drawer Storage Section 
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T7—Low Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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SHIPPERS 
If You Are Interested 


in Economical 
Storage and Distribution 
of Merchandise 
Through 
Reputable Warehouses 
in the Main 
Distributing Centers. 
of the United States 
with 
Unexcelled Facilities 
Competent Organizations 
Modern Methods 


Write or Wire Our Nearest Representative 












1926 Directory with Full Information 
Regarding the Facilities of Each_ Wi 
American Chain Warehouse _ 
Available Upon Request. 






0. V. HUKILL P. F. CASSIDY 


Eastern Representative | Western Representative 
260 West Broadway 203 S. Dearborn Street 


Phone Walker 7195 Phone Harrison 3300 


New York City Chicago, III. 
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on boxboard,-k. d. flat, imprinted, from Chicago to New York, 
N. Y, Asks reparation. 
No. — H. Barschi & Son et al., New York City, vs. B. & O. et al 

Unreasonable rates on enameled steel laundry tub covers and 
enameled steel table tops from Cleveland, Ohio? to New York, 
Brooklyn, East New York, Long Island City, Blissville and Laurel 
Hill, N. Y. Asks rates for the future, and reparation. 

No. 18001. Chicago Carton Co:, Chicago, Ill, vs. C. B. & Q. 

Rates and charges in violation of the first three sections of the 
act, on paper boxes, k. d., flat, in bundles, from Chicago to 
Denver, Colo. Asks reparation. 

No. 18002. C. V. Milton, Delray, Fla., vs. Florida East Coast et al. 

Alleges violation of sections 1 and 15 of the act, in connection 
with shipment of car of lima beans from Delray, Fla., to Potomac 
Yards, Va., and ordered diverted from Potomac Yards to Phila- 


delphia, Pa., because of alleged erroneous billing on part of 
defendants. Asks reparation. 
No. 18003. Dallas Paper Co., Dallas, Tex., vs. Texas & New Orleans, 


et al. : 

Unreasonable rates on 5 carloads of wrapping paper from 
Bogalusa, La., to Dallas, Tex. Asks reparation. 

No. 18004. Lutz & Schramm Co., Pittsburgh, Pa., vs. Pittsburgh & 
Lake Erie et al. 

Illegal rates and charges in violation of section 6 of the act, 
on various cars of frujts from Fredonia and Sodus, N. Y., Balti- 
more, Md., and Port Norfolk, Va., consigned to complainant at 
‘Pittsburgh. Asks reparation. 

Cleveland, O., 


No. “48005. The Grabler Mfg. Co., 
Chicago & St. Louis et al. 

Unreasonable rates and charges on malleable iron castings 
from Chicago, Ill., to Cleveland, O. Asks cease and desist order, 
rates for the future, and reparation. 

No. 18006. Kansas City Refining Co., Kansas City, Kans., vs. Abilene 
& Southern et al. 

_Rates in violation of sections 1 and 3 of the act, on petroleum 
and its products from Kansas City to Official Classification terri- 
tory. Asks rates for the future, 

No. 18007. Mid-Continent Refiners’ Traffic Association, Tulsa, Okla., 
vs. Wabash et al. 

‘Rates and charges in violation of sections 1 and 3 of the act, 
on petroleum products from the Mid-Continent field to points in 
Official Classification territory. Asks rates for the future. 

No. 18008. New England Brick Co. et al, Boston, Mass., vs. B. & M. 
Railroad. 

. Against alleged violations of sections 1, 2, 3 and 10 of the 
act, and unreasonable, unduly discriminatory rates, charges and 
practices in Medford, Mass. Asks for a cease and desist order, 
the inclusion of Medford within the Boston switching limits, and 


vs. New York, 


reparation. 
No. 1 " Virginia Pig Iron Association, Roanoke, Va.,_ vs. 
Cc. & O. et al. 

Rates in violation of sections 1, 2 and 3 of the act, on nig iron 
‘from Virginia furnaces points to points in Maryland, Pennsylvania, 
‘Delaware, New Jersey, New York and New England states. Asks 
‘rates for the future. 

No.'.18010. Green Foundry & Furnace Co., Des Moines, Ia., vs. C. M. 


& St. P. et al. 

Unjust and unreasonable commodity rates on shipments of pig 
iron, from Mayville, Wis., to Des Moines, Ia., to the extent they 
exceed contemporaneous class rates within the same territory. 
Asks for just and reasonable rates, and reparation of $3,000. 

No. eeit. Tomkins-Summer Co., Chicago, Ill., vs. A. T. F., 
et al. 

Unjust and unreasonable carload rates on animal bones, hoofs, 
and horns, from San Francisco to Chicago, and unduly discrimina- 
tory to the extent they exceed rates from competitive points. 
Asks for just and reasonable rates, and reparation. 

No. 18012. .Cincinnati Coal Co., Cincinnati, O., vs. Chesapeake & Ohio 
et al. 

Unjust and unreasonable charges on coal delivered on team 
tracks of the Cincinnati, Lebanon & Northern (Pennsylvania) by 
reason of a trackage charge applied on coal; rates also alleged 
to be in violation of the fourth section in that no such charge is 
imposed on shipments to more distant points. Asks for just 
and reasonable rates and charges and reparation. 

No. 18013. Western Auto Supply Co., Kansas City, Mo., vs. Pennsyl- 
vania, et al. 

Unjust, unreasonable and unlawful rates on automobile tires and 
tubes, C. L., between points in Ohio, Texas, and other states. 
Asks for reparation. 


No. 18014. Edgerton & Beers, Inc., Washington, D. C., vs. A. C. L. 

Unreasonable charges on shipments of melons from points in 
South Carolina to Potomac Yards. Asks for reparation. 

No. 18015. Metal Package Co., New York City, vs. B. & O. et al. 

Unjust and unreasonable rates on carload shipments of empty 
tin cans from Baltimore to Bushwick Station, Brooklyn. Asks for 
a cease and desist order, and reparation of $1,069.08. 

No. oN William Fraser, Jr., Inc., Memphis, Tenn., vs. D. L. & W., 
et al. 
. Unjust and unreasonable rates and charges on account of al- 
leged error in classification of second-cut linters or cottonseed hull 
fiber or shavings from points in Mississippi to Memphis, Bingham- 
ton, N. Y., and Philadelphia, Pa. Asks for a cease and desist 
order, and reparation. 

No. 18017. A. C. Dutton Lumber Corporation, Poughkeepsie, N. Y., 
_vs. New Haven et al. 
*. Rates and charges in violation of sections 1 and 3 of the act, 
on lumber from Providence, R. I., and Poughkeepsie, N. Y., to 
interstate destinations on defendants’ lines in Massachusetts, 
Rhode Island, Connecticut and New York. Asks rates for the 
future and reparation. 

No. 18018. C. G. Justice Co. 
et al. 

Unjust and unreasonable rates on 1% bushel baskets of lettuce 
under refrigeration from Palmetto, Fla., to Philadelphia and other 
points in trunk line and New England territories as unjust, un- 
reasonable and unduly prejudicial to shippers employing one-bushel 


et al, Philadelphia, Pa., vs. A. B. & A,, 


containers: Asks for just and reasonable rates, and reparation. 
No. opts John S. Barnes, Blackville, S. C., vs. Southern Ry. Co., 
et al. 


Unjust and unreasonable charges on cucumbers from Blackville, 
«= §. C., to Philadelphia, billed short of destination due to embargo. 
Asks for reparation. 
No, 18020. Ward Baking Co. et al., New York, N. Y., vs. Penn- 
sylvania et al. 
Unreasonable charges on waxed wrapping paper from various 
paper producing points in Official Classification territory to 


various>points in the same territory. Asks cease and desist order 
and reparation. 
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No. 18021. 
Rates in violation of sections 1 and 3 of the act, on tin cans 


Federal Can Co., Nashville, Tenn., vs. Santa Fe et al. 


from Nashville, 
for the future. 
18022. J. G. 
vania et al. 
Unreasonable charges on green salted cattle hides from points 
in Indiana, Illinois, Kansas, Iowa, Missouri, Wisconsin, Nebraska 
and Minnesota to Ludlow, Pa. Asks cease and desist order and 
reparation. 
No. bag Hopewell China Corporation, Hopewell, Va., vs. A. C. L,, 
et al. 
Un just and unreasonable rates and charges on feldspar from 
Trenton, N. J., to Hopewell, Va., due to the absence of com- 
modity rates. Asks for cease and desist order, just and reason- 
able rates, and reparation. 
No. 18024. Pawtucket Manufacturing Co., Pawtucket, R. I., vs. N. Y, 
N. H. & H. et al. 

Unjust and unreasonable rates on hot rolled unfinished stee] 
from Pittsburgh, Youngstown, Johnstown, Buffalo and Tonawanda 
pe — Asks for just and reasonable rates, and reparation 
°o ,000. 

No. 18025. Old Ben Coal Corporation, Chicago, Ill., vs. A. & V. et al. 

Rates in violation of sections 1 and 3 of the act, on bituminous 
coal from mines in southern Illinois to Kansas City, Mo.-Kans, 
Asks rates for the future 


Tenn., to Oklahoma destinations. Asks rates 


No. Curtis Leather Co., Ludlow, Pa., vs. Pennsy]- 


BIDS FOR DRY DOCKS 


The Shipping Board has received the following bids for 
three 10,000-ton floating dry docks: 


Todd Shipyards Corporation, $400,000 cash for the three docks. 

Alderton Dry Dock Co., $151,000 for one dock now situated at 
bidder’s plant on Staten Island, N. Y. 

Rafael Rios, of New York City, $151,000 for dock now situated 
at Robins Shipyard, Brooklyn, N. Y. 


Sun Shipbuilding & Dry Dock Co., Chester, Pa., $125,000 for dock 
now situated at bidder’s plant. 


The bids were referred to President Crowley, of the Fleet 
Corporation, for recommendation. 


The board rejected all bids for dry docks and called for new 
bids to be submitted next Tuesday. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


The postal administration of Hungary has advised that in the 
future it will be necessary to attach 3 customs declarations to parecl- 
post packages addressed for delivery in that country instead of 1, as 
at present. However, one set of three customs declarations will be 
sufficient when forwarding one or more parcels mailed simultaneously 
by the same sender to the same addressee. 

In view of the above, it will be necessary to modify the annual 
Postal Guide for 1925 by substituting ‘‘3’’ for ‘‘1’’ in the fourth column 
of the item “Hungary,’’ appearing on page 201. 


Effective at once, the following transit rates will apply with 
respect to parcels addressed for delivery in the Madeira Islands: 
DSR FS I Se acre cesses ics cs Sai Se OR SAID SAUSES AOE s oceans $0.48 
I i IE gar Oa 5c 06 fa au cust vasovottnro)a(cipicg we uw coat GL Soe Wik aio ate she oReae .78 
SUE Be I oc ce wee eos ee o bie bee Ree eh oohre ewe a Sable dsscie's .96 


The postage and transit charges must be prepaid by postage 
stamps affixed to parcels at time of mailing. 7 

The above modifies the transit rates as shown under the items 
‘Madeira Islands,” on page 202 of the annual Postal Guide for 1925, 
and on page 59 of the October supplement to the above-mentioned 
ge ey oy i der the item “British Morocco” 

first paragraph appearing under e item ritis oroce 

on Bad 214 a ine anneel Postal Guide for 1925 is modified to read 
as follows: 

“Parcels are accepted for any place; but delivery is confined to 
Berbera, Burao, Hargeisa, Sheikh, and Zeyla.”’ 


W. Irving Glover, second assistant Postmaster-General, has 
announced that, effective at once, the transit charges applicable 
to parcel post packages addressed for delivery in Turkey have 
been changed to read as follows: Turkey in Europe—1-3 pounds, 
48 cents; 4-7 pounds, 72 cents; and 8-11 pounds, 84 cents. Tur- 
key in Asia—1-3 pounds, 60 cents; 4-7 pounds, 84 cents; and 8-11 
pounds, 96 cents. The above supersedes the transit rates ap- 
pearing under the items “Turkey in Europe-Turkey in Asia 
on page 204 of the annual Postal Guide for 1925. ; 

Effective at once, the office of Aghiasson ( Island of Metelin), 
is designated to engage in the exchange of parcel post packages 
between the United States and Greece. 

W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


This department has been advised of the receipt at United States 
exchange post offices of “samples” of merchandise for Mexico which, 
although prepaid at the rate applicable to ‘‘samples,’’ have customs 
declarations attached thereto. a 

With reference to the foregoing, it is to be noted that articles 
which conform to the conditions applicable to ‘“‘samples,’’ as stated in 
section 31 of the Postal Guide for July, 1925, may be sent without 
customs declarations to Mexico and other foreign countries at the 
rate of 2 cents for the first 4 ounces or less and 1 cent for each ad- 
ditional 2 ounces, the limit of weight being 18 ounces. 

Samples of merchandise may, however, be sent also by parcel 
post when prepaid at the rate applicable to parcel-post packages and 
accompanied by customs declarations. However, postmasters should 
inform exporters that bona fide trade samples conforming to the 
regulations as to weight and dimensions will be expedited in delivery 
when sent at the sample rate (without customs declarations) for the 
reason that when so sent they are, as a rule, more readily cleared 
through the customs than when sent by parcel post. 

Only when sent by parcel post should samples be entered on the 
parcel bills prepared by United States dispatching exchange offices. 
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Warehouse Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


You can save money right Recentlya prominent American 
now on shipments to Britain Exporter sold merchandise to 
by using the new LMSstor- a British customer for future 
age service. The LMSowns delivery. He shipped directly 
and operates 350 storage to the LMS warehouse in 
warehouses at itsterminalsin buyer’s home town in England 
practically every important where it was held at a mere 
industrial centre throughout fraction of cost which same 
Britain. Storage capacity storage would be anywhere in 
exceeds 100,000,000 feet! the United States. Delivery of 
Direct rail connections be- the merchandise was given to 
tween warehouses. buyer by special L M S motor 
The L MS is the enly: Betts, TOES SEITE “owen Simeery 
Railroad serving with its own i 

lines all major British ports. All In addition to the example quoted? 
merchandise is delivered right authentic bulletins will be published 
through to store door with its own from time to time demonstrating how 
teams and trucks. 1,700 motor L M S Service assists American 
trucks and 10,000 teams con- business. Watch for the next ex- 
tinuously employed. ample—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
THOMAS A. MOFFET 
Freight Trafic Manager in America 
Ong Broapway, NEw Yor«K CIty 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


March 15—Washington, D. C.—Examiner Turner: 
+ 1. No. —Iexcess Income of the Lehigh & Hudson River 
y. Co. 
March 15—Kansas City, Mo.—Examiner Mullen: 
17150—Kansas City Brick Co. vs. C. R. L & P. Ry. Co. 


March 15—Chicago, Ill.—Examiner Disque: 
I. & S. No. 2568—Absorption switching charges at Laona, Wis. 


March 15—Argument at Washington, D. C.: 
16250—Indiana State Chamber of Commerce vs. B. & O. R. R. et al. 
16296—Terre Haute Chamber of Commerce vs. B. & O. Chicago 
Terminal R. R. et al. 


March 15—Kansas City, Mo.—Examiner Mullen: 

1. & S. 2607—Grain and related articles from defined territories to 
Texas. 

March 15—Washington, D. C.—Examiner Kelley: 

Valuation No. 350—In re tentative valuation of the property of the 
Elkton & Guthrie R. R. Co. 

Valuatian No. 405—In re tentative valuation of the Glasgow Ry. 

Valuation Wo. 456—In re tentative valuation of the properties of 
Louisville & Nashville R. R. et al. 

Valuation No. 463—In re tentative valuation of the property of 
Tennessee Western Ry. Co. 

March 16—Chicago, Ill.—Examiner Disque: 

1. & S. No. 2556—Salt, Ludington, Mich., group to Chicago, IL, 
and intermediate points. 

March 16—Kansas City, Mo.—Examiner Mullen: 
17415—Arnold Automobile Co. et al. vs. Santa Fe Ry. et al. 
bs ee Motors Truck Co. of Kansas City et al vs. G. T. W. 

y. eta 


17724—Cline and Bird Truck Co. et al. vs. A. A. R. R. et al. 
March 16—Argument at Washington, D. C.: 
» 15962—D. L. Alderman et al. vs. A. & V. Ry. et al. 
156998—U. S. Industrial Alcohol Co. vs. C. & N. W. Ry. 
16162—Lake County Mte. Co., and H. Cannaway and E. Rice, 
receivers thereof, vs. fll. Cent. R. R. et al. 


—, 16—Richmond, Va.—State Corporation Commission of Vir- 


a: 

Finance No. 4994—Application Southern Ry. Co. for authority to 

abandon its line between White Oak and Danville, Va. 
March 16—Washington, D, C.—Examiner Way: 

Valuation No. 655—In re tentative valuation of the property of the 
Tuskegee Railroad Company. 

March 17—Washington, D. C.—Examiner Harraman: 

17837—City of Oswego, N. Y., vs. B. & O. R. R. et al. 

March aaa 5 i Pa.—Public Service Commission of py. 
vania: 

Finance No. 5265—Application of Wilkes-Barre & Eastern R. R. Co. 
for authority to abandon a portion of its line of railroad in Lu- 
zerne County, Pa. 

March 17—New Orleans, La.—Examiner Mackley: 

1. & S. No. 2597—Baggage from and between Southern points. 
March 17—Argument at Washington, D. C.: 

* 15156—Sinclair Oil & Gas Co. vs. Penn. R. R. et al. 

‘ 15157—Sinclair Crude Oil Purchasing Co. vs. Santa Fe Ry. et al. 

‘16715 (and Sub. No. 1)—The National Silica Co. et al. vs. Wabash 
Ry. et al. 

March 17—Chicago, Ill—Examiner Disque: 
1. & S. No. 2586—-Transit of hogs at Creston, Ia. 
March 17—Houston, Tex.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991—Weatherford, Crump & Co. vs. A. & S. Ry., et al. 
11965—Galveston Commercial Assn. et al. vs. A. & S. Ry. et al. 
March 18—Harrisburg, Penna.—Public Service Commission of Penna.: 
* Finance No, 5299—Joint Application of New York, Lake Erit & 
Western Coal & Railroad Company and Erie Railroad Company 
for authority to abandon a line of railroad between Keylers Cor- 
ners, Pa., and Toby Mines, Pa. 
March 18—Argument at Washington, D. C.: 

16451 (and Sub. No. 1 to 3, incl.)—Sinclair Crude Oil Purchasing Co. 
vs. Santa Fe Ry. et al. 

16127—Sinclair Crude Oil Purchasing Co. vs. C. & A. R. R. et al. 

15555—Sinclair Crude Oil Purchasing Co. vs. C. & E. R. R. et al. 

15621 (and Sub. No. 1 and 3, incl.)—Sinclair Crude Oil Purchasing 
Co. vs. Santa Fe Ry. et al. 

March 18—Argument at Washington, D. C.: 

, i ae Morrell & Co., Sioux Falls, S. D., vs. Union Pacific 

‘ e 

* 16864 (and Sub. No. 1)—J. R. Beggs & Co. vs. B. & O. R. R. et al 
* 17215 (and Sub. No. 1)—J. R. Beggs & Co. vs. B. & O. R. R. et al. 
March 18—Kansas City, Mo.—Examiner Mullen: 

17432—-Marion M. Carnes, Olathe, Kan., vs. Santa Fe Ry. et al. 
March 19—Columbus, Ga.—Examiner Mackley: 

“— uae Sub. Nos. 1 and 2)—National Show Case Co. vs. S. A. L. 

- @ 

March 19—Kansas City, Mo.—Examiner Mullen: 

17412—Kansas City, Kaw Valley & Western Ry. Co., H. C. Jobes, 
Receiver, vs. Santa Fe Ry. et al. 

March 19—Argument at Washington, D. C.: 

* 16856—Krupp Foundry Co. vs. Southern Ry. et al. 

° a er ae ee Pare eS Sa Ry. et al. 

* 16822 (an ub. Nos. ° nel. mitherman & McDenald, Inc., 

ne kwk hei a 

an ub. Nos. to ncl.)—S. Bender Iron & 1 " 
vs. K. C. 8. Ry. et al. — . netadlians 
March 20—Argument at Washington, D. C.: 

' 16466 (and Sub. Nos. 1 to 5, incl.)—Internatio rain > 
Northern Pacific Ry. 2. eS = 

*16576—Delmar Co. vs. Gt. Nor. Ry. 
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March 22—Chicago, Ill._—Examiner Disque: 
'17329—American Distilling Co. vs. A. C. & Y. et al. 


March 22—Tallahassee, Fla.—Examiner Mackley: 
17857—Gadsden County Truck Growers Assn. vs. A. & R. R. R., et al, 


March 22—Argument at Washington, D. C.: 
1. & S. No. 2521—Potatoes from Southeastern and Carolina Terri- 

tories to Northern and Western points. 
— Fourth Section Application No. 703 filed by the A. C. L. 


R. BR. 
17128—Taylor Produce Co., et al. vs. A. C. L. R. R., et al. 


March 22—Washington, D. C.—Examiner Harraman: 
1. & S. No. 2616—Combination rule on lime and limestone to Mary. 
land points. 
March 22—Kansas City, Mo.—Examiner Mullen: 
17789—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 


March 22—Dallas, Texas.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991—Weatherford, Crump & Co. vs. A. & S. Ry. et al. 
11965—Galveston Commercial Assn. et al. vs. A. & V. Ry. et al. 


March 22—Washington, D. C.—Examiner Brinkley: 
‘ Valuation No. 445—In re tentative valuations of the properties of the 
Grand Trunk Ry. Co. of Canada et al. 

Valuation No. 478—In re tentative va!uation of the properties of the 
Grand Trunk Western Ry. Co. et al. 

Valuation No. 512—In re tentative valuation of the properties of the 
Detroit, Grand Haven and Milwaukee Ry. Co. et al. 

Valuation No. 517—In re tentative valuation of the property 
Pontiac, Oxford and Northern R. R. Co. 

Valuation No. 535—In re tentative valuation of the 
Toledo, Saginaw and Muskegon Ry. Co. 

' Valuation No. 544—In re tentative valuation of the 
International Bridge Co. 

Valuation No. 545—In re tentative valuation of the 
Grand Trunk Milwaukee Car Ferry Co. 

Valuation No, 546—In re tentative valuation of the 
Detroit and Huron Ry. Co. 

Valuation No. 550—In re tentative valuation of the 
St. Clair Tunnel Co. 

March 22—Washington, D. C.—Examiner Macomber: 
* Valuation No. 178—In re tentative valuation of the 
Louisville & Jeffersonville Bridge Co. 
March 23—Kansas City, Mo.—Examiner Mullen: 
17661—Badger Lumber & Coal Co., et al. vs. Santa Fe Ry., et al. 
March 23—Chicago, Ill.—Examiner Disque: 

16340 (and Sub. No. 1)—Illinois Coal Traffic Bureau vs, Alton & 
Southern R. R. et al. 

17509 (and Sub. No. 1)—Indiana Bituminous Coal Operators’ Assn. 
vs. Santa Fe Ry. et al. ; 

17563—Illinois Coal Traffic Bureau vs. The A. T. & S. F. Ry et al. 

17964—Chicago Coal Merchants’ Assn. vs. B. & O. R. R. et al. 

March 23—Washington, D. C.—Examiner Roberts: 

‘Valuation No. 230—In re tentative valuation of the property of 
the Troy Union R. R. Co. 

March 24—Detroit, Mich.—Examiner Carter: 

* i. & S. 2619—Diversion and reconsignment of anthracite coal at 
Detroit and Port Huron, Mich. 

March 24—Chicago, Ill.—Examiner Boat: 

Fourth Section Application 2060 and 2072—Filed by J. F. Tucker—In 
re rates for transportation of lumber between points in Central 
Freight Association territory, etc. 

Fourth Section Application 12693—Filed jointly by C. W. Galligan, 
B. T. Jones and F. A. Leland—In re rates on lumber from points 
in southwestern territory, etc. 

Fourth Section Application Nos. 4309, 600, et al. 

March 24—Kansas City, Mo.—Examiner Mullen: © 
17803—Midwest Metal Co. vs. St. L.-S. F. Ry. et al. 

March 25—Kansas City, Mo.—Examiner Mullen: 
17733—Fredonia Linseed Oil Works Co. vs. Santa Fe Ry. et al. 

March 25—New Orleans, La.—Examiner Money: 
14940—-Application of rates on cotton to Gulf ports. 

13991— Weatherford, Crump & Co. vs. A. & S. Ry. et al. 

11965—Galveston Commercial Assn. et al. vs. A. & V. 

March 26—Washington, D. C.—Examiner Brown: ; 

* Finance No. 5371—Application of A. T. & S. F. Ry. Co. for authority 
to acquire control of the Fresno Interurban Ry. Co. by purchase 
of capital stock and by lease. 

March 26—Washington, D. C.—Examiner Roberts: 

Valuation No. 660—In re tentative of the property of the Colorade 

and Southeastern R. R. Co. 
March 26—Lakeland, Fla.—Examiner Mackley: 
' 17644—Lakeland Chamber of Commerce vs. A. C. L. R. R. et al 
Portions Fourth Section Application No. 703, filed by 
Atlantic Coast line R. R. Co. 
March 29—Wichita, Kan.—Examiner Shanafelt: 

1. & S. No. 2610—Grain and grain products between Kansas and 

Oklahoma. 
March 29—Washington, D. C.—Examiner Harraman: 
1. & S. No. 2591—Sulphur from Baltimore, Md. to Hamilton, Ont., Cat. 
March 29—Lakeland, Fla.—Examiner Mackley: 
17845—Mine and Mill Supply Co. vs. A. C. L. R. R., et al. 
March 29—Kansas City, Mo.—Examiner Mullen: 
17618—Davis-Noland-Merrill Grain Co et al. vs. St. L.-S. F. Ry. 
March 29—Beaumont, Tex.—Railroad Commission of Texas, or any 
member thereof, and Examiner Boles: 
Finance No. 3197—Application Waco, Beaumont, Trinity & Sabine 
y: Oo. 
Pinenee. No. 5104—Application Waco, Beaumont, Trinity & Sabine 
March 30—Chicago, I!l.—Examiner Carter: 

1 & S. No. 2609—Sewer Pipe and related articles, Iowa to Wester 

Trunk Line points. 
March 31—St. Louis, Mo.—Examiner Koenigsberg: 
* 1. & S. No. 2618—Rough Stone, St. Louis, Mo., to Carthage, M“% 
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THE TRAFFIC WORLD 


Established 1880 Incorporated 1905 


STORE DOOR DELIVERY 
SERVICE 


A quarter century of service 
as shippers’ agents makes us 
one of the pioneers in the 
field of specialized transpor- 
tation. With new clients 
this should stand for effi- 
ciency. Old friends require 
no recommendation. 


Mark Your Shipments 


via 


JUDSON FREIGHT 


SERVICE. 


Export—Domestic—Import 


In connection with our con- 
solidated car movement, we 
will arrange to pick up your 
freight at point of origin and 
make store door delivery 
at destination at reasonable 
rates. 


Judson Freight Forwarding Co. 


° OFFICES 
Chicago—140 South Dearborn St. Cleveland—408 Swetland Bldg. 
New York—82 Beaver St. St. Louis—1537 Boatmen’s 
Boston—640 Old South Building Bank Building 
Philadelphia—922 Drexel Building Pittsburgh—437 Oliver Bldg. 
Detroit—515 Transportation Bldg. Los Angeles—108 West 6th St. 
San Francisco—64 Pine St. 
Milwaukee—16 West Water St. 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


— Save Money by 
Storing in England 


= ERE’S important news to every business executive. 

Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LMS warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 





Timi mr. 


The average LM S charge for handling, stowing 
and delivering out of store as required is only 2/3 of a 
cent per 100 lbs. inclusive. 


The LM S is the one British Railroad which serves with its 
own lines all major British Ports. LM S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 
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The LMS New York Office 
offers every co-operation to 
help you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


TO 


739 



























































FROM 
«Binghamton Second Morning % Ampere Corresponding Service 
a ss Athenia iven to shipments loaded 
Cedar Rapids Sixth ” Bloomfield given shipments 10a 
Chicago Fourth =” ee to the platforms of connect- 
ee +i ” » ve ‘ « . . 
od | |0|6t fiien * 2 ing roads destined to points 
Columbus: Fourth ” Hoboken City . 
certian pa Hoboken Shore Railroad beyond those named herein. 
Council Bluffs Seventh » Jersey — S i] a : fr 
Decatur Fourth =” Lyndhurs imilar service is effec- 
oe r Ninth ” ec : . 
Des Moines Sixth =» ‘Orange tive via Lackawanna from 
Detroit Third ” Passaic ° s 
East St. Louis Fourth ” nee el Philadelphia : and other 
Elmira coon = Watsessing Reading Railroad points, 
Erie Third . And other New Jersey points z 
Fort Erie Second psthst also from points on the 
featorla Tin \\ Central Railroad of New 
— a a. * \ y) ' Jersey, via Scranton, Pa 
Indianapolis ” ” ‘ HY} ’ ’ ° 
Ithaca Seeond Atorneen Transfer; also from Boston 
Jackson our lorning 3 s se 
ete ae © longisland city  yia Boston & Maine-Dela- 
fourteenth f ° . 
epee. neal ware & Hudson and Bing- 
M hi Sixth ” + 
a. me. \ .'Escown -hamton, and via New York, 
Minneapolis Seventh » ; Terminal New Haven & Hartford and 
Munci Fourth ” * ° 
Nashville fifth on oe aati ¥2,seWallabott Port Morris, N. J. 
5; ’ 
Omaha Seventh » FE 4 Pier 5} ae 
Os ° Second Afternoon jeJay St. : . : 
aeerta psn atereen EL NAN.Y. Docks Daily passing reports in 
Pittsburgh = Third = the possession of all Lacka- 
Port Huron ” ” 2RO0o ‘ 
Portland fourteenth » +:, wanna Agents enable imme- 
Rochest Si nd ” db e a 
ieathae aa diate and complete infor- 
Saint Louis ” ” e 
Saint Paul Seventh TRANSFER, mation to customers. 
SanFrancisco (Fifteenth 
Seattle Fourteenth N N D . A S 7 1 S ‘ 
Scranton Second n 
ey on ON ot Necessary to Designate Any Special Station, 
Syracuse Second ” . : 
Toledo Fourth ” Pier or Train. 
Toronto Third ” 
Utica Second ” 





wet ot Simply Route “LACKAWANNA” 






The foregoing diagram has proved of ines- ments, facilitation of tracing; prompt turn- 
timable value to the Trade, showing as it does 


over of investment. 
what the Lackawanna Railroad is doing in the 


way of bling shipments into through If any other locality is interested in move- 
a for au aieieaiiiens Cann 5 , ment of 10,000 lbs., or more, of merchandise 


per day from New York, Metropolitan District, 
Advantages: Quick service, advance infor- 


the Lackawanna will consider inauguration of 
mation to agents concerning location of ship- through merchandise car therefor. 


LACKAWANNA AGENCIES 






















































8ST. PAUL; 
605 Pioneer Building 
BOSTON, DETROIT, NEWARE; SAN FRANCISCO, 
80 Federal Street ist National Bank Bldg. 786 Broad Street 823 Monadneck Bldg. 
BROOKLYN, EASTON, PA. NEW HAVEN, SCRANTON, 
$2 Court Street 402 Northampten Street 39 Charch Street Lackawanna Station 
BUFFALO, INDIANAPOLIS, NEW YORK CITY; SEATTLE, 
Lackawanna Terminal 410 Guaranty Building. . $02 Broadway 1312 L. C. Smith Bldg. 
CHICAGO, ‘ KANSAS CITY, PHILADELPHIA, SYRACUSE, 
111 West Jacksen Blvd. Railway Exchange Bldg. 1302 Finance Building Lackawanna Statien 
_. CINCINNATI, MILWAUKEE, _ PITTSBURGH, TOLEDO, 
sane 4th National Bank Bidg. 1316 Majestic Building 428 Park 438 Nichelas Building 
CLEVELAND, MINNEAPOLIS, - LO TORONTO, 
308 Park Building 112 Nerth 4th Street Royal 
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—quicker service 


—by rail —by sea 


O manufacturers shipping to national and 
foreign markets Norfolk offers great oppor- 
tunities. 


Located midway on the Atlantic Coast eight 
great railroad lines link Norfolk with the great 
consuming and producing centers of the country. 
Because of this central location Norfolk freight 
rates are low—and freight service prompt. 


By sea—coastwise lines to Atlantic seaports 
provide express service at freight rates. Fre- 
quent sailings to all ports of the world offer 
economies in time and money in reaching foreign 
markets. 


Norfolk’s port service is always reliable. The 
harbor is free from ice all year. Its natural facil- 
ities can expand indefinitely without congestion. 
Rail and water transportation are coordinated. 


The Norfolk Port Commission will gladly serve 


youinany way. Write for the booklet “Shippers’ 
Information.” 






NORFOLK PORT COMMISSION 
NORFOLK, VA. 
“Port of Quick Dispatch and Economical Handling’’ 









NORFOL K— 


—lower freight costs 
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Frequent Sailings 
to— 


Liverpool 
London 
Hull 

Leith 
Manchester 
Bristol 
Glasgow 
Avonmouth 
Amsterdam 
Rotterdam 
Antwerp 
Copenhagen 


slo 
Helsing fors 
Danzig 
Christiania 
oa 
Dundee 
Londonderry 
Cardi 


Hamburg 
Bremen 
Australian Ports 
Manila 
Yokohama 
Kobe 
Shanghai 
Hong Kong 
Otaru 
Itosaki 
Moji 
Singapore 
avana 
Java Ports 
New Zealand Ports 
West Coast U. S. A. -—_—— 
and others. 
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EDMONTON® 


VANCOUVER 


"PORTLAND 


“MENOMINEE 


FREIGHT SERVICE — 


Between 


ie All Points in the East and South 


and 
Northwest, Western Canada 


North Pacific Coast 


“DAIRYINO 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI-« 
CATE. This document mu 


bia RY 


SOON 
WS 


\\ 


delivered railroad agent at initial ee with the shipment an 
cont 1 = same to Canac ian port of en 


AGENCIES 
Los Cal, 605 Bo. Bt. 
Goes ree 
—— a 
New 6 ARS Jets wee ow wr bide. 


. Locust St. at 15th. Winner, Man., 608-604 Lombard Bidg. 
Our Freight House Cuniibes at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 


SS 


\) — 


4 i VMS = 
N 


~~ 
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GOOD FREIGHT SERVICE 
Via 


WESTERN PACIFIC RAILROAD 


Between All Points in Trans-Continental Defined Territories, Colorado 
and East, and Points on following Roads in the West: 


A.T.&S.F.RY. - - - - - Bakersfield, Calif., and points north. 
SOUTHERN PACIFIC CO.- All points in California north and west of Banning 


and west of Colfax, inclusive, except Mojave Branch. 
WESTERN PACIFIC R.R. - All points. 


ALSO ALL POINTS ON: 


In California 

Bay Point & Clayton R. R. Quincy Railroad 
Cement, Tolenas & Tidewater R. R. Sacramento Northern R. R. 
Central California Traction Co. San Francisco-Sacramento R. R. 
Indian Valley Railroad Sierra Railway 
McCloud River Railroad Stockton, Terminal & Eastern R. R. 
Petaluma & Santa Rosa R. R. Tidewater Southern Railway 

Yosemite Valley Railroad 


In Nevada 
Eureka Nevada Railway Nevada Northern Railroad 
Nevada Central Railroad Virginia & Truckee Railway 


In Utah 
Bingham & Garfield R. R. Deep Creek Railroad Tooele Valley Railway 


Daily package cars operated to California, from— 
Chicago via C. B. &Q.- D. &R. G. W. - W. P. R. R. 


\via M. P. R. R.-D. &R. G. W.-W. P.R.R. 
ansas City.... 


EASTERN TRAFFIC AGENCIES 
ATLANTA, GA 


: OMAHA, NEBR. 
621 Healey Building DALLAS, TEXAS FORT WORTH, TEXAS 806 W. O. W. Building 
R. E. Knicut 1305 Kirby Building 317 W. T. Waggoner Building H. G. Bock 
General Agent C. N. Gray L. J. ANDERSON General Agent 
General Agent Commercial Agent 
CHICAGO, ILL 


y ° PITTSBURG, PA. 

110 South Dearborn Street DENVER, COLO KANSAS CITY, MO. 311 Park Building 
J. L. Home 221 Equitable Building 336 Railway Exchange Building . T. NEISON 

General Agent G. W. Rooney F. C. Hocue 


eneral Agent 
General Agent ; General Agent 
CINCINNATI, OHIO 


PUEBLO, COLO. 

311 Dixie Terminal DETROIT, MICH. NEW YORK CITY, N. Y. 139 Central Block 

J. H. Harper 1216 Dime Savings Bank Building 299 Broadway O. O. STANCHFIELD 
General Agent H. I. Scorie_p E ATE, 


.€.?P General Agent 
General Agent Acting General Agent 
COLORADO SPRINGS, COLO, ST. LOUIS, MO. 
460 First National Bank Bldg. 


726 Pierce Building 
E. D. Morrison 


L. D. GruBer 
General Agent General Agent 


California, Nevada and Utah Les st : . 


California, Nevada and Utah 


mart 


GENERAL OFFICES: Mills Building, SAN FRANCISCO 
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Mr. Traffic Manager— 


Have you ever made a com- 
prehensive survey of the rate 
structure on the commodity 
or line of commodities that 


your company produces or 
markets ? 


We can make or assist you in 
the making of such a survey. 


Interstate Traffic Company 


Transportation Building 
J. M. SMITH, Manager Washington, D. C. 


PEC 8 Se i Se i Loss and Damage 
Claims Handled 
Freight Bills Audited 













































































SOUTHERN PACIFIC LINES 
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d te “Within a radius of twelve miles of the University of ae 
Eo. California Farm at Davis, Yolo County, California, there agt 
OS oe are a greater number of national, international and state 23 > 
<3 <4, prize-winning purebred animals than in any other like area 3 5 
23 om in the United States.” ase 
mR ze —Pror. Gorpon True (University of California). od 
@ a o 
® From land assessed at a valuation little in excess of $26,000,000, Yolo County, ° 4 
P 40 miles northeast of San Francisco Bay, annually harvests products having an " 
2 estimated gross value of over $20,000,000. 
ia 
a ; _— Sone a = agricultural counties in per capita bank deposits and = : 
$3 In production of almonds. Eh] 
or] : . . , eaer 
o% < Eighty miles of waterfront along the Sacramento River gives the county a} > 
2% Za Ag Rak guameaaea soil comparable in fertility with the fabled richness of Bc an 
BeOS the Nile delta. RO wy 
Ze "Se 
=} 13) Favorable climatic conditions cause oranges, lemons, olives and all semi- eS 
® ® tropical fruits to thrive. Prunes, raisins, apricots and peaches are profitably 
sun-cured in summer and early autumn. The county ranks second in the state 
bs in barley production. ° ® 
2 a Low-priced good land, adequate water for irrigation, good schools, fine 2 it 
qu roads, nearness to markets, together with excellent railroad facilities make ae Pe 
as US Yolo County of unusual interest to the homeseeker. Yolo has a population of Creer 
o - ea) 
ze Za 23,000 andWoodland, its county seat, 7,000. a oe 
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